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FISHERIES ALSO DEPRESSED 

And now, may the saints preserve us, it is proposed 
in Congress to add the products of fisheries to live stock 
and products of agriculture marked for special rate con- 
sideration under the Hoch-Smith resolution, because of 
alleged “depression” in these industries. And the Sen- 
ate has actually, without debate and by a unanimous 
vote, adopted the fisheries amendment. 

We suppose the senators, because they are senators, 
have adequate. information as to the condition of the 
fisheries industries that warrants them in taking this 
step. For ourselves, we did not even know there was 
depression there. In our ignorance we had thought the 
fish were biting. as usual and the little sardines and the 


big tuna fish were.crawling into their cans with their 


customary alacrity. But the.Senate knows all about it. 
It did not even have to listen to an explanation of the 
condition of the industry that requires this preferential 
rate treatment. We have no doubt that, if there is time, 
the amendment will also be adopted by the House, though 
the House is usually a little more thoughtful than the 
Senate. However, here is a measure that means low 
rates on something else, so there is little hope for sane 
consideration. Then we shall have another series of 
ponderous hearings all over the country at which the 


diggers of bait and the manufacturers of fishing rods - 


will enter tomes of testimoriy and tons of exhibits to 
show how, unless the rates are immediately cut, the bam- 
boo will rot and the worm will stay in his hole. 

Is not the situation becoming so ridiculous that 
¢ven those who seriously advocated the principles of the 
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Hoch-Smith resolution in the first place may be enabled 
to see what is happening, and even those who, though 
they did not altogether approve of the policy put into 
effect, yet did not think it necessary to move for repeal, 
may be convinced that they ought to do something? 
Assume, for the sake of argument, that the live stock, 
the agricultural, and the fisheries industries are in a 
state of depression. Why, in the name of all that is 
sane and reasonable, should that condition entitle them 
to low freight rates any more than to low taxes or a 
government subsidy? Why should the railroads or 
other industries not yet found guilty of depression make 
up their losses? And, if these “depressed” industries 
are to have preferential treatment, why not other indus- 
tries? Perhaps the coal industry has had a bad year 
or will have a bad year. Shall we then reduce freight 
rates on coal? Coal is as necessary to human life as 
cows and canned fish. Perhaps the stone quarries are 
in a bad way. Shall we then reduce the rates on stone? 
It is an extremely -essential commodity. Even if one 
does not need any of it in life, he must have some of 


, it at the head of his grave when he dies. 


The Hoch-Smith resolution was adopted as a ges- 
ture to the farmers. Probably its authors and those who 
voted for it meant no particular harm—they were just 
interested in getting the friendship of the farmers, and 
this seemed a good way to do it; they didn’t know any- 
thing about the subject with which they were dealing 
and nobody offered to help them very much. But they 
established a principle of rate-making that is now com- 
ing home to roost.. We don’t know who started this 


- movement. for the benefit of fisheries nor what arguments 


were made to the senators in private to induce them 
to support it; but how, having established the principle 
of low rates for industries that are not as prosperous 
as they might be, could they refuse-to do for fisheries 
what they were doing for live stock and agriculture, if 
the fisheries advocates convinced them of their distress? 
How can they turn down any similar request based on 
the same need? They might, indeed, refuse, if the in- 
dustry concerned did not represent votes, but where is 
there such an industry? There are not as many men 
catching and canning fish, of course, as there are farm- 
ing and raising live stock, but even the comparatively 
few vote and even a senator does not like to be too 
inconsistent; he is likely to do for a fish-canner what 
he has done for a hog-raiser, if the canner goes about 
the matter right—and evidently he has done so. 


It is well enough to joke about the situation, but it 
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is getting serious. Our rate-making machinery is being 
taken in charge by a lot of bunglers who think only 
of politics or their peeve against the railroads. It is 
high time that all organized bodies of shippers and car- 
riers, as well as business men who do not act simply 
as shippers, should convey to Congress in no uncertain 
terms, in some concerted way, that it is making a fool 
of itself and that it must keep hands off. Business men 
and shippers and railroad men have votes as well as 
farmers and fishermen. Why do they not realize that 
fact and use the same direct methods for good that 
others use for harm? About all they ever do is to adopt 
inane resolutions in general terms and have them printed 
in the newspapers. They should adopt resolutions with 
teeth in them—resolutions that are specific and express 
some ideas—and then rub the noses of the legislators 
in them. The reason that Congress makes a fool of it- 
self is that those who are -interested in its doing so 
exert pressure while those who are or should be inter- 
ested in its not doing so talk about “delicate situations” 
and the “wisdom of not being too aggressive or offen- 
sive.” Sometimes a club is the only thing that will 
work. One of those times seems to be here. 


GOVERNMENT IN TRANSPORTATION 

Note that we have a bill introduced by Senator 
Brookhart, of Iowa, proposing a government-owned 
transcontinental railroad from the Atlantic to the Pa- 
cific. Of course, it may be said that nobody takes 
Senator Brookhart or his bill seriously, but the man 
has been elected to the United States Senate, so some 
folks have evidently taken him seriously, and, as to his 
bill, we should say that, aside from any consideration 
of the practicability of the means by which he intends 
to accomplish his end, it represents a very decided tend- 
ency in present day thought with respect to transpor- 
tation. It may have no chance of passage—certainly it 
has none at this session of Congress—but, nevertheless, 
it is an indication of a thing that ought to be scotched 
whenever it shows its head. 

Government ownership or operation of railroads is 
a policy that is pretty generally condemned by the kind 
of men who read this publication, both carriers and 
shippers. There is, however, apparently, an increasing 
number of men engaged in industry where the shipping 
of commodities in commerce is an important factor, who, 
though condemning this policy with respect to the rail- 
roads, favor it, or something like it, with respect to other 
agencies of transportation. They favor a paternalistic 
policy toward motor vehicles in interstate commerce, for 
instance, by insisting that they should not be subject to 
regulation or to greater payment for their use of the 
highways than is imposed on private vehicles. They 
favor the same kind of policy with respect to inland 
waterway transportation by holding that, though the 
public is taxed for the maintenance of the waterway, 
those who operate on it for their own profit and the 
advantage of those who can use it should not be com- 
pelled to reimburse the taxpayers by paying for their 
privilege. 

This attitude, of course, is dictated by pure selfish- 
ness, but it exists and it is to be considered. The most 
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outstanding illustration of it is the insistence with which 
shippers in the Mississippi Valley have been urging, not 
only that the government barge line on the Mississippi 
River be maintained, but that additional money be appro- 
priated from the United States treasury for extensions 
of it to tributary streams. This is a purely government- 
owned enterprise, started as an “experiment” to demon- 
strate to private capital the possibilities of such means 
of transport, and as a war emergency measure. Now it 
has become almost frankly a permanent institution, still 
spoken of, to be sure, as an “experiment,” but regarded 
in practice as something to which shippers have a right 
and on which they must depend, and urged by its friends 
as entitled to enlargement and extension, even while 
they talk of turning it over to private capital—a conclu- 
sion rendered more difficult and far distant by every 
dollar that is expended in the expansion program. 

What reply can these men—many of them influen- 
tial in industrial traffic counsels and posing as students of 
transportation and friends of the public welfare—make 
to proposals that the government should own a railroad 
or railroads in competition with privately owned rail- 
roads, provided it can be shown, or argued with some 
degree of assurance, that such a policy would result 
in lowered freight rates for those who could use the 
government lines? What is the difference between gov- 
ernment rail competition with private rail service and 
government river transportation with private rail serv- 
ice? There is none. The danger in the situation is that, 
when men of influence depart from sound principles in 
endeavoring to accomplish something for their own 
selfish benefit, they not only set a precedent and accom- 
plish a justification for others to do the same thing in 
other ways, but they themselves lose their sense of what 
is sound, sensible and -honest, and become able to lend 
themselves to still other false doctrines that seem to 
offer hope of financial benefit to them at the expense 
of others. 


If one believes in government ownership or oper- 
ation he, of course, has a right to his views. He may 
even be right—though we do not think so. But, even 
so, he should see that part government ownership and 
part private ownership is not fair. The government 
should do it all or none. It should not use its power to 
set up artificial competition with those who have their 
money invested on the theory that our governmental pol- 
icy contemplates private ownership of transportation 
facilities, nor should it use the general fund to provide 
cheap facilities for a favored few. That is fundamental 
honesty. We believe that the correct policy of govern- 
ment toward transportation is private ownership and 
operation with government regulation, and that is sup- 
posed to be the policy now. Until it is changed and gov- 
ernment ownership is substituted by fair and open 
methods, we maintain that it is dishonest, unfair, 
and subversive of the public welfare for the govern- 
ment to indulge here and there in paternalistic pol- 
icies that offer unfair competition to institutions trying 
to do business under the recognized policy of priva 
ownership and operation and that impose burdens on the 
general public and shippers generally in order that cer- 
tain localities may be favored to the glory of their repre- 
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sentatives in Congress and the business advantage of 
their industries. It seems to us. that, no matter what 
one may think about the respective merits of govern- 
ment or private ownership, what we have said is funda- 
mentally sound and there ought to be ‘no disagreement 
about it. : : 

_ We are somewhat encouraged to believe that, owing 
to the lateness of the day and the development of some 
opposition that prevents entirely smooth sailing, the 
barge line expansion bill will not pass at this session of 
Congress. There are at least a few men in Congress 
who appreciate and are willing to expose the viciousness 
of the measure, as shown by the minority report of 
Representative Merritt, of Connecticut, published last 
week. Also opposition from shippers who are not ben- 
efited but are positively harmed by the barge line has 
developed, and the result is, if not actual opposition to 
the bill in Congress, at least a tendency to lukewarm- 
ness toward it on the part of legislators who, if they do 
not see or are not influenced by the point of merit, are 
at least subject tg fear lest they offend a respectable 
portion of their constituents. 

We have been surprised that there has not been 
more and stronger opposition to the bill by shippers and 
to the barge line generally, but we suppose the reason 
is that the number of shippers adversely affected directly 
and noticeably is limited, and men are not aroused, as a 
rule, against thievery until they actually feel the hands 
of the thief in their pockets. General principles are 
admitted and general effects conceded, after a fashion, 
but it takes the pinch of actual loss in dollars and cents 
that may be counted to arouse. But we think education 
is spreading and men are coming to think more about 
general principles. Also, as time goes on, the number of 
shippers who can picture the actual harm to their own 
interests necessarily increases; so that, if the bill does 
not pass at this session, we have hopes that it will never 
pass—as it should not. 


COMMISSION AND POLITICS 


Addressing the Associated Industries of New York State, at 
Syracuse, N. Y., May 24, Wilbur LaRoe, Jr., in the course of an 
explanation of Attorney-Examiner Hosmer’s report in-the east- 
ern class rate investigation, expressed pointed views as to the 
character of the Senate’s action in rejecting Commissioner 
Esch’s nomination of Congress’ action in adopting the Hoch- 
Smith resolution, which he said was “the most vicious piece of 
legislation in recent years,” .and the Commission’s passion for 
mileage scales. 

He said that any decision of the Commission these days had 
to be appraised in the light of important changes in government 
policy in the last few years—changes which, in his opinion, he 
said, were anything but desirable. He said that, so great had 
been the increase in the volume of the Commission’s work and 
so increasingly difficult and important were its problems, the 
whole staff of the Commission was taxed to capacity and its 
members were. burdened with an almost superhuman task, very 
different from conditions in the “good old days” when commis- 
sioners were jealous of each other because there were not 
enough important cases to go around. In part, Mr. LaRoe said: 


But overwork is not the chief difficulty. The greatest hindrance 
to the work of the Commission is interference by Congress. That 
interference has always existed to a certain extent but of late it has 
developed to a point where it reflects anything but credit upon our 
lawmakers. The.Commission ought to be quite as free as: the Supreme 
Court in the adjudication of matters before it. It ought not to be 
restricted and handicapped and interfered with by the declaration 
of selfish principles intended to benefit this group or that, or calcu- 
lated to confer an advantage upon some part of the electorate. 

The most vicious piece of legislation in recent years, a statute 
enacted for the express purpose of affecting the Commission’s judg- 
ment in the adjudication of pending cases, is the so-called Hoch-Smith 
resolution, with which all traffic men are familiar. Under the cloak 
of providing for a general revision of the rate structure, that resolu- 
tion, inspired by the so-called farm bloc, sought to force the Commis- 
sion to provide lower rates on agricultural products, with the plain 
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inference that the loss in reyenue thus caused would be made up by 
corresponding increases in the rates on manufactured articles. 


After quoting part of the resolution Mr. LaRoe said: 


What does that mean if it does not mean that the rates on agri- 
cultural products shall go down and that the rates on other com- 
modities shall go up? I respectfully submit that there is no relation- 
ship between freight rates and industrial depression. No logical 
system of freight rates can be made to fluctuate from year to year 
or from period to period to meet the exigencies of particular groups 
of shippers; nor is agriculture by any means the only industry that 
has had hard sledding during recent years. 

The Commission, being the servant of Congress, must obey the 
mandates of Congress, and it has accordingly set out to revise the 
rate structure of the country in accordance with what it understands 
to be the wishes of its master. Just as sure as day follows night 
there will be substantial increases in the rates on the commodities 
in which you are interested, if you are a manufacturer. These 
increases will flow, not so much from the eastern class rate inves- 
tigation as from an unsound and unfair policy which Congress has 
declared and which the Commission, as its obedient servant, must 
make effective. But I desire to impress upon you with all the serious- 
ness that I command that the whole system of rate regulation in the 
public interest is going to break down if the Commission’s hands are 
going to be thus tied by political considerations. 

The most disgraceful act of the present session of Congress was 
the ousting of Commissioner Esch by the Senate. The United States 
Senate never sank to a lower level than it did when it turned out of 
office one of the ablest and one of the fairest men who ever occupied 
the sition of commissioner. 

ommissioner Aitchison, who is one of the ablest members of 
the Commission, and Commissioner Esch (on rehearing) changed 
their votes, being persuaded that Pennsylvania was entitled to some 
relief. Then the southern politicians got busy. They demanded the 
scalp of Commissioner Esch, whose term was about to expire. They 
demanded his scalp because he had voted against them. The com- 
plaint was that in voting according to the dictates of his conscience 
he had reached a conclusion contrary to the best interests of the 
West Virginia and Kentucky operators. 

President Coolidge had the courage and the statesmanship to 
reappoint Mr. Esch in the face of a storm of cheap political opposi- 
tion. Mr. Esch was summoned before the interstate commerce com- 
mittee of the Senate where he was questioned in much the same way 
as if he had committed murder. Acting purely on political motives 
and without giving any apparent consideration to the eminent fitness 
of Mr. Esch for the position, the committee reported against him by 
a vote of ten to seven, and the Senate refused to confirm him. I 
repeat that the Senate of the United States never sank to a lower 
level. Rate regulation in the public interest is doomed if members 
of the Interstate Commerce Commission are made to feel that they 
must shape their course to meet the wishes of those who happen for 
the moment to hold the balance of political power. 


The transportation act, Mr. LaRoe said, was the most im- 
portant congressional action in recent years. He said that when 
the Commission was created in 1887 its function was to prevent 
railroad abuses. But in 1920, he said Congress told the Commis- 
sion that it should thereafter protect the railroads by seeing 
that they earned a fair return upon the fair value of the rail- 
road property. 

“Thus it came about that the Interstate Commerce Commis- 
sion, which for years had been recognized as a protector of the 
public against railroad abuse, became, if you please, the pro- 
tector of the railroads,” said Mr. LaRoe. “If, as a shipper, you 
find yourself dissatisfied with some of the Commission’s recent 
decisions you must not forget that important fact.” 

He called attention to the fact that since the passage of the 
transportation act the stock of the New York Central had in- 
creased from something like 90 to around 180 and that other 
railroad stocks had also gone forward in big leaps. He did not 
undertake to say whether the act was good or bad public policy 
but stated his conclusion as to the fact. 

As to mileage rates Mr. LaRoe quoted liberally from the 
speech Commissioner Meyer. made at the University of Wiscon- 
sin (see Traffic World, May 19, p. 1243), and, in part, said: 


Superimposed upon all the factors which I have mentioned is 
another of great import and for which the Commission is responsible. 
I refer to the policy which has developed during the last ten years 
of putting all freight rates into a mileage straight-jacket. The Com- 
mission has a veritable passion for mileage rates, and we are travel- 
ing so fast in the direction of mileage rate-making that the time 
seems not far distant when all other rate-making factors will be cast 
aside and the mileage theory alone will govern. 

In a sense a mileage theory constitutes the line of least resistance 
in the adjudication of many rate controversies. It is the easiest way 
to remove discrimination. It makes a natural appeal to a Commis- 
sioner who finds himself more or less lost in a maze of rate exhibits. 
But it is a very serious question whether mileage rates are best 
adapted to the growth and development of commerce in the United 
States. In a count like England or Holland, where distances are 
short, a mileage scale has little burdensome effect, but in a country 
whose producers are scattered from coast to coast the rapid progres- 
sion of a mileage scale is almost certain to preclude the successful 
marketing of goods in consuming centers located far from the place 
of production. 


CLAYTON ACT COMPLAINTS 


The complaints issued by the Commission against the Balti- 
more & Ohio, the New York Central and the New York, Chicago 
& St. Louis Railroad companies, in No. 21012, and two sub- 
numbers thereunder, alleging violation of section 7 of the Clay- 
ton anti-trust act, set forth the facts about the acquisition of 
Wheeling & Lake Erie stock by the respondents without the 
prior consent of the Commission. It said the effect of such 
acquisition might be to substantially lessen competition and to 
restrain commerce in certain sections and communities. 

The complaints are similar to those issued against parties 
in the Loree southwestern merger case. 
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Current Topics 
in Washington 


Senators a Privileged Class—According to word from the 
Capitol, Republican senators are miffed because President 
Coolidge has nominated Patrick J. Farrell to fill the Esch, 
Republican, vacancy. Years ago, Farrell was a Vermont Dem- 
ocrat, not, however, of the Bryan sort. He has lived so long 
in Washington and been so long in the public service that the 
President credited him to the District of Columbia. Thereby 
he followed the example of President McKinley when the 
latter appointed John Hay, an Ohioan, who in his youth had 
been secretary to Abraham Lincoln, to be Secretary of State. 
In the vernacular of adolescence, the senators whose noses 
are out of joint are of the category who would show dis- 
pleasure over a President doing what senators for a long time 
have been doing—that is, playing on the side of political ene- 
mies. Among those who remember partisanship when it was 
such that, if.a man turned his back on his party and joined 
the other, he was called Benedict Arnold or Judas Iscariot, 
there is little sympathy for the disgruntled senators. In the last 
twenty years it has been common for a whole bloc of senators 
to.leave the reservation. Prior to that time George Frisbie Hoar, 
of Massachusetts, a staid Republican in principles, was about 
the only one to leave the reservation. He was not so greatly 
censured because, in the main, he stood by his party in time 
of great need. Just for entertainment it is pointed out that the 
Republican senators from Kentucky and West Virginia helped 
create the vacancy Farrell has been named to fill. They heiped, 
it has been pointed out, notwithstanding the’fact that Senator 
Neely, a Democrat, in the course of the fight on Commissioner 
Esch, made it plain that it was a case of losing his political 
scalp if he did not “get” that of Commissioner Esch. The 
latter having lost, the conclusion is that Neely expects to 
be reelected -from West Virginia, perhaps with the help of 
West Virginia Republicans who feel about the lake cargo coal 
rate case that the Commission made a big error in deciding 
in favor of a reduction from the northern fields. It is one 
of the beauties of the primary system of making nominations 
that senators feel they must vote, sometimes, in a way they 
would not were it merely necessary for them to explain their 
conduct to men Of the intelligence found in state legislatures; 


, that is, they have not the time, if they could find language, to 


explain to voters of limited information that it was not really 
ethical for them to vote for or against a man who had decided 
a question against their interest, but, nevertheless, had decided 
it in a purely judicial manner. No senator, it is believed, 
could find the time to explain to practically all his constituents 
that it was not fair or decent for him to vote against the 
confirmation of a commissioner for no reason other than that 
he had voted on a non-political question according to the dic- 
tates of his conscience and also in accordance with the rules 
of judicial conduct. Therefore, in a case such as came before 
the West Virginia and Kentucky senators, it has been sug- 
gested, the surest way for them to assure themselves of re- 
election was to vote as the popular sentiment seemed to be 
and let questions of ethical conduct go hang. Members of a 
state legislature, the body that used to elect senators, as a 
rule, are well enough informed to see that a senator was 
justified in voting for the confirmation of a commissioner, even 
if that commissioner voted in a case properly tried, in accord- 
ance with the rules of judicial procedure, against the interest 
of a majority of the voters in a given state or area. The 
popular idea is that the mass of people could not be reached 
in time between elections to have them appreciate the fact 
that a senator could so vote and still not be unmindful of 
their interests, in a proper sense of the words. 





Reactionary Trend in Transportation.—It is believed that 
even the superficial observer of transportation facts will assent 
to the proposition that carriage by water is becoming an impor- 
tant actual factor in transportation problems. Less than a cen- 
tury ago the railroads ‘took their time” from carriers by water. 
If the carriers said waltz time, the railroads took waltz time 
and not something they liked better. Then, long afterward, 
Came the period when the Commission put everything on 
the “dry land” basis, particularly in the southeast and the 
Mississippi Valley. Now come the Illinois Central and the 
Redwood Line proposing joint rates from the Mississippi Val- 
ley to California terminals equal to rates from Trunk Line 
territory via the north Atlantic ports to the same destinations. 
The Commission may be able to distinguish between what 
they propose and what it allowed to be done in the case of 
rates on salt from Louisiana to Philadelphia. If it differen- 
tiates and undertakes to forbid the arrangement, it is believed 
to be a moral certainty that either the courts or Congress, 
some time will allow rates to be made in that way. Then the 
railroads, markedly, will again begin “taking their time” from 
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the water lines. It may be as the rail-and-water partners sug- 
gest, that the rates they propose will be no less than the 
equal of the combinations through the Atlantic ports. The 
fact, howeyer, it is believed, will be that Trunk Line territory 
shippers will press for a different adjustment from their points 
of origin. It may even be necessary for them to bring in the 
New York state barge canal as a factor to get the thing 
started. Then it will be safe to say that the country, in a 
small way, has swung back to the situation that existed when 
railroads, particularly in the southeast, to and from the heads 
of navigation, were supplements to the waterways. To some 
extent the fourth section policy of the Commission has reversed 
the current of traffic from the middle west to the far west. 
It now flows, on a considerable number of articles, toward the 
Atlantic Ocean as the first leg of the trip to the Pacific coast. 
The Illinois Central-Redwood Line proposal may be regarded 
as a counter move. According to: the reports, the western 
lines have not objected to that proposal. Seemingly, they 
take the position that, as they cannot get the business, there 
is no reason to object to the Illinois Central taking it and 
putting it into competition with the current flowing from 
Trunk Line territory though the Atlantic ports. The time 
may come when the competition set up by these rail-and-water 
routes will become so well defined that traffic from the inter- 
mountain country will flow, as do the streams, to the Pacific 
and to the Missouri and Mississippi. In the same way, traffic 
from Trunk Line territory will follow the water courses, part 
going down the Ohio and part direct to the Atlantic. Then 
only the highest classes of freight will receive long all-rail 
hauls. Then the country will be speckled over again with 
the hated basing point system of making rates, perhaps 
within twenty-five years from the time of its disappearance 
from the southeast, the part of the country that, perhaps, 
believed it detested the system most. With the government 
in the barge line business, it is believed, there can be no 
such competition as sprang up between rail and water car- 
riers and which ended with the disappearance of the water 
lines, almost entirely. Under the rule for the making of rail- 
and-barge rates, the railroad that cuts a rate brings down 
the rail-and-barge rate at the same time. The railroad not 
only loses all-rail revenue, but, under the divisions allowed 
by the Commission, it will have to stand a shrink of some 
divisions in the resultant rail-and-barge rates. That was not 
the fact in the era when the rail and water lines fought with- 
out limit in their competition. Independent barge lines, if 
any, however, will be free to do with rates what they please. 





Naive New Yorkers.—Trunk Line territory wholesale 
druggists who handle medicinal alcohol object to the pro- 
posals now under consideration of carriers in that territory 
to add charges to cover the cost of policing shipments of the 
much desired chemical, use of which, for beverage purposes, 
is prohibited. In that respect they are not unlike shippers 
in other parts of the country. The fact is not particularly 
interesting. However, there is something amusingly interest- 
ing in connection with the matter. A publication devoted to 
the interests of such merchants gravely informs the public 
that, “while a number of protests have: been made to the Inter- 
state Commerce Commission, those who are interested in the 
charge have been told, unofficially, that protests filed with 
the Commission go unanswered and practically ignored unless 
the petitioners or complainants follow the routine prescribed 
by the Commission, and file a petition or request formally 
asking for the suspension of the proposed tariff or new rate.” 
That is rustic simplicity. It might also suggest that the Com- 
mission is a despot, a tyrant, and all the other hard things 
that could be said of an oppressor. It suggests that, perhaps, 
the New York merchants believe the Commission should be 
so organized that it could learn, by intuition, probably, that 
they objected to the charge. It further suggests that, perhaps, 
the Supreme Court of the United States is also so hard-hearted 
that it requires one desiring it to do something to observe 
rules in the formulation of petitions. There is also a suspicion 
that the New Yorkers have official information, according to 
the theory of the law, that they must put their objections into 
writing. The rules prescribed by the Commission are made 
in accordance with a law everybody is presumed to know. 
The information cannot be unofficial. The assertion that pro- 
tests are ignored, even if not in regular form, is not accurate. 
The Commission acknowledges every protest and advises the 
uninformed as to the form in which it should be made. 





They Have Drifted Apart—A recent publication of the 
list of the committees of the National Association of Railroad 
and Utilities Commissioners shows, onan ordinary check of the 
names, the name of only one interstate commerce commissioner 
as a member of a committee of that organization. Commissioner 
Eastman is a member of the executive committee.. Prior to 
the enactment of the transportation law, memory says, com- 
missioners were members of many committees. In those days 
annual meetings were held in Washington. The thought re- 
sulting from this state of facts is that there is not now that 
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close connection between the federal and the state regulating 
bodies there once was. Prior to 1920 state commissioners had 
power in a domain that had not been strictly defined as be- 
tween the state and federal authority. There is cooperation 
between the state and national authorities, but there can be 
no conflict of power. ‘The state commissioners, in freight rate 
cases of wide scope, can do little more than act as friends 
of the court by sitting with the federal body while they are 
being tried. There is hardly a twilight zone between them. 
The state commissions exercise the power of making railroad 
freight rates, but, as now developed, the field for rates that 
can stand up as clearly not discriminating against interstate 
commerce is relatively so small that it is suspected few state 
commissions feel the need of consultation except on rare occa- 
sions. 


Four Party Plan Ditched.—One of the thoughts produced 
by the Commission’s decision in the Chesapeake & Ohio merger 
plan is that it may be regarded as the death notice of the 
four party plan for the consolidation of railroads in the east- 
ern part of the country. Commissioners Hall and Potter, no 
longer in office, were regarded as the particular friends of 
that plan. There is a suspicion that the eastern executives 
who made it up were not particularly anxious about it. How- 
ever, the head men of the three trunk lines that bought the 
Wheeling & Lake Erie were able to put forward what they 
did as being in furtherance of the four party plan, although 
the Pennsylvania, one of the quartette, was not in the Wheel- 
ing & Lake Erie move. Of course, the Commission will be 
free, when it sets itself seriously to the work of making a 
permanent plan—which few believe will ever be much more 
than a plan—to use whatever of good it finds in that plan. 
But the denial of the Van Sweringen merger plans, as before 
set forth, is believed to indicate the end of that plan as a 
thing the executives will urge, except, possibly, as the frame- 
work for another plan. Of the making of plans, seemingly, 
there will be no end until someone finds a formula for en- 
abling those whose money is to be used for the good of the 
country to make profit for themselves.—A. E. H. 


CAMPBELL ANSWERS HOCH 


Representative Hoch, of Kansas, who wrote to Chairman 
Campbell, of the Commission, with reference to western rail 
revenues, section 15-a and the Hoch-Smith proceedings (see 
Traffic World, May 19), has been advised by Chairman Camp- 
bell, on behalf of the Commission, that “the law makes the 
proceeding huge as it is” and that “only one effort to delay 
the proceedings has been made and that was not made by the 
railroads.” In a letter to Mr. Hoch, Chairman Campbell said 
he was directed by the Commission to reply as follows: 


The first part of your letter discusses an interpretation of sec- 
tion 15a of the interstate commerce act in proceedings under the 
Hoch-Smith resolution advanced by the president of the National 
Association of Owners of Railroad and Public Utility Securities. To 
the extent that the courts have already interpreted section 15a we 
are naturally bound by such judicial interpretations. To the extent 
that no judicial interpretations are available we are compelled to 
make our own interpretations in this as we must in all other similar 
situations. In placing our interpretation upon section 15a in pending 
proceedings, concerning which we can not now express opinions, we 
shall give due consideration to the views of counsel and others in- 
terested in the respective proceedings. We are sending you herewith 
our reports in docket ex parte No. 74, 58 I. C. C. 220; No. 12929, 64 
I. C. C. 865; No. 13293, 68 I. C. C. 676; No. 12690, 73 I. C. C. 240; 
No. 15263, 91 I. C. C. 105; and I. & S. No. 2967, 139 L C. C. 367; 
which will indicate the manner in which we have interpreted this 
section of the law in previous cases. 

In the second part of your letter you comment upon proceedings 
under the Hoch-Smith resolution and refer to “‘long delay in reach- 
ing action in the livestock and grain cases. .. .” As indicated 
in successive annual reports to Congress, we have in progress a long 
series of extensive proceedings under the interstate commerce act as 
amended by the Hoch-Smith resolution. These proceedings collective- 
ly have absorbed a large proportion of the time of the members of 
the Commission and of its staff. All of them have been conducted 
with the greatest possible ,expedition compatible with our other 
duties under the law. For some years formal cases before us have 
involved between 300,000 and 400,000 pages of testimony annually. 
The proceedings under the Hoch-Smith resolution have added ma- 
pede A to the volume of the evidence which we must examine and 
consider. 

You refer to the reports of the Anderson congressional com- 
mittee, the Nagel committee, reports and expressions of business and 
industrial groups, utterances of the President of the United States, 
and to other extraneous sources for information relating to the con- 
dition of agriculture. We wish to call your attention to the fact that 
no such documents and expressions may lawfully be used by us as 
a basis for official action unless introduced in evidence by a witness 
or witnesses who can properly explain them and answer questions 
regarding them. Any order reducing rates on any commodity resting 
cosrety * in ee on ons gd ie "S Bos ge -mny in the record in 

e case in question wou e invalid. nite tes vs. Abilene & 
Southern R. Co., 265 U. S. 274. 

It is true that the grain investigation has been in progress for 
a full year. It ts also true that every effort has been made to fa- 
cilitate the progress of that investigation. This has taken time, but 
there has been absolutely no delay. Only one effort to delay the 
proceedings has been made and that was not made by the railroads. 

Prior to the opening of the first hearing, informal conferences 
were held with interested parties in the hope that thereby the issues 
might be more clearly defined and the positions of the respective 
parties made known to one another. Parties were requested as far 
as possible to prepare exhibits in advance of the hearing and to 
make them available to others. In spite of all these efforts it was 
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found impossible to conclude the hearings at an earlier date. All the 
many parties in the proceeding have cooperated with a view of con- 
densing the record as far as possible and expediting the hearing. 
The grain investigation is not one case, in the ordinary sense of 
the word, but it is a bundle of a cases, the equivalent of per- 
haps 20 or 30 good-sized cases. While the testimony may appear to 
have been “interminable” the subject matter itself is equally “‘in- 
terminable.”” The subject matter of an investigation rather than for- 
mal rules of procedure must govern the extent of the evidence. 
Geographically the entire country west of the as gee 6 River is 
concerned with respect to domestic rates, and the whole country 
with respect to export rates. In this vast domain there are a multi- 
tude of conflicting interests connected with the production, market- 
ing, milling, and exporting of grain. Nothing but a full hearing would 
satisfy the law, and justice to all parties demands a full hearing. 

Partly with a view of keeping down the number of individual 
witnesses to be heard, we invited independent witnesses from each 
of the grain-growing states to testify regarding the condition of 
grain-growing agriculture in those states. This was one of the 
methods to which we resorted in the hope of shortening the proceed- 
ing. Certain rules were announced by the presiding commissioner 
and adhered to governing the cross-examination of witnesses. All the 
interested parties were invited and requested to make suggestions 
that might tend to expedite the proceeding. Representatives of state 
commissions sat through all the hearings, and we availed ourselves 
of their advice and cooperation. We refer to these things only to 
show you that every possible effort was resorted to with a view 
of making progress in this important investigation. In spite ef all 
these efforts a record of 34,000 pages has been accumulated, and 
before the final hearings are concluded there will be some additional 
thousands of pages. Two of our experienced examiners attended all 
the sessions, and one member of our Commission was in constant at- 
tendance during periods totaling 30 weeks. Daily sessions were held, 
three hours in the forenoon and three hours in the afternoon. This 
was all that the participants could stand, and more than some of 
them could endure for such prolonged periods of time. No one who 
has not been through continuous sessions of this kind can realize 
what it means. 

Your letter seems to contemplate only the third paragraph of the 
Hoch-Smith resolution. The first and second paragraphs are more 
general and more inclusive than the third, and equally binding 
upon us, because we are charged with responsibility for the resolu- 
tion as a whole. From the language of paragraph two of the reso- 
lution we call your attention to the following: 

“That the Interstate Commerce Commission is authorized and 
directed to make a thorough: investigation of the rate structure of 
common carriers subject to the interstate commerce act, in order to 
determine to what extent and in what manner existing rates and 
charges may be unjust, unreasonable, unjustly discriminatory, or 
unduly preferential, thereby imposing undue burdens, or giving un- 
due advantage as between the various localities and parts of the 
country, the various classes of traffic, and the various classes and 
kinds of commodities, and to make in accordance with law, such 
changes, adjustments, and redistribution of rates and charges as 
may be found necessary to correct any defects so found to exist. * * * 
Such investigation shall be conducted with due regard to other in- 
vestigations or proceedings affecting rate adjustments which may 
be pending before the Commission.”’ 

The reconstruction of the rate structure is a gigantic task. The 
grain investigation has for one of its purposes, as directed by 
law, to ascertain to what extent, if any, the grain rate structure 
of the country shall be reconstructed. What shall or what shall not 
be done is entirely a matter of evidence. This evidence must come 
from those who are affected by the rates in question. There are 
no short-cut methods for making a record in such a huge proceed- 
ing. The law makes the proceeding as huge as it is. Both law 
and justice require that these hearings shall be conducted in such 
a way that when done the record will contain information adequate 
for the purposes contemplated in the law. 

As to the livestock hearings in the territory covered by our in- 
vestigations, in the southeast these hearings have been concluded, 
and that portion is ready for proposed report. The hearings in the 
remaining portion, which involve rates in the western district, we 
hope will be completed before the last day of this month. 


OPPOSITION TO FARRELL 
The Trafic World Washington Bureau 


Opposition has developed to the nomination of P. J. Farrell, 
chief counsel of the Commission, to be a member of the Com- 
mission. It is understood that some Republican senators are 
displeased with the President appointing a Democrat to succeed 
a Republican. In some’ quarters it was stated that the nom- 
ination would not be confirmed. The Senate interstate com- 
merce committee, to which the nomination was referred, may 
not act on the nomination before adjournment of the present 
session. In that event it is expected that the President will 
give Mr. Farrell a recess appointment. 


T. C. Burwell, president of the Associated Traffic Clubs of 
America, has written the following letter to President Coolidge: 

We desire to commend you highly for having sent the Senate, 
for confirmation, the name of Mr. P. J. Farrell, Chief Counsel of the 
Commission, to fill the vacancy caused by the refusal of the Senate 
to confirm the reappointment of Commissioner Esch. 

It is pleasing indeed to note that you have appointed a man 
who, from previous experience, is well qualified to fill the position 
for which he has been chosen. 

The appointment of Mr. Farrell also serves as a precedent for 
the — of Commission employes who have proven capable and 
faithful. 

Your action in this direction is heartily in accord with resolution 
passed by the Associated Traffic Clubs of America, copy of which 
has been previously transmitted to you. 


BILL OF LADING BILL 


Senator Watson, chairman of the Senate interstate com- 
merce committee, has introduced S. 4500, a bill to amend para 
graph 11 of section 20 of the interstate commerce act. The 
bill is the same as H. R. 12773, introduced in the House by 
Representative Newton, of Minnesota, and on which a hearing 
was held before a subcommittee of the House committee oD 
interstate and foreign commerce May 10. (See Traffic World, 
May 12, p. 1192.) 
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LOS ANGELES STATION CASE 


In a report written by Commissioner Aitchison, in No. 
14778, City of Los Angeles vs. Los Angeles & Salt Lake et al., 
and finance No. 3556, application of the Southern Pacific Co. 
and Southern Pacific Railroad Co. for a certificate of public 
convenience and necessity, collectively known as the Los 
Angeles passenger terminal cases, the Commission, on further 
hearing, has made findings that construction of the union 
passenger station in Los Angeles in accordance with the plan 
made by the California commission will not impair the ability 
of the carriers to perform their duties as such. 

In addition, it has certified that the present and future 
public convenience and necessity require the construction by 
the Los Angeles & Salt Lake, the Southern Pacific and the 
Santa Fe of extensions of their respective main lines,~in Los 
Angeles, so as to reach and serve a union passenger station 
and terminal which they may construct in what is known as 
the Plaza district, pursuant to the order of the California com- 
mission to that effect; also that convenience and necessity 
require the construction of the necessary extensions of their 
main lines, and permit the abandonment of such other parts 
of their main lines as may be necessary to provide for the 
rearrangement of passenger and freight routes incidental to the 
convenience and proper operation of the station; further, that 
convenience and necessity permit the abandonment of operation 
of all passenger and freight train service, except industrial 
freight switching on the main line of the Southern Pacific on 
Alameda street from College street to East Fifteenth street; and 
finally that convenience and necessity require the use, by any 
defendant steam carriers, of so much of this terminal main line 
track or tracks, in Los Angeles, as may be incidental and neces- 
sary or convenient to the proper operation of the station and 
terminal. 

Divested of-technicalities, the decision is intended to mean 
that the carriers mentioned must obey the order of the Cali- 
fornia commission because the federal body has found that the 
cost of the station and terminal, estimated at about $10,000,000, 
will not impair the ability of the carriers to perform service in 
interstate commerce. In aid of the proposal the Commission, 
as set forth, has certified that the rearrangement of tracks, by 
abandonment and new construction, is warranted by public con- 
venience and necessity. 

This report is upon the further hearing on the principal 
complaint and of the application in finance docket No. 3556. The 
original report was made in 100 I. C. C. 421, adopted by the 
Commission on July 6, 1925. 


The matter came before the federal body for further hear- 
ing, on petitions for final order, filed by Los Angeles and the 
California commission, made after the Supreme Court of the 
United States, in Railroad Commission of California vs. Southern 
Pacific, 264 U. S. 331, sustained the decision of the California 
Supreme Court that the California commission had not the 
power, without the question being passed upon by the federal 
Commission as to whether the expenditure of the money would 
impair the ability of the carriers to perform their duties in 
interstate commerce, to order the construction of such a station. 
Pending review of that case, the formal complaint by the city 
of Los Angeles, asking for an order from the federal body 
requiring the construction of the station and terminal, was held 
up. After the Supreme Court’s decision, finance No. 3556, the 
tailroad plan for the station, was filed by the carriers. The 
formal complaint, that finance case, and other finance cases, 
which Commisisoner Aittchison said it was not necessary to 
name, were consolidated and the further hearing was had upon 
the petition of the California commission for what amounted 
to an order from the federal body requiring the carriers to obey 
the order of the California body. The California commission’s 
order was conditioned upon the issuance of certificates and 
orders by the federal body. 


Answering the petition of the California commission, the 
Carriers asserted that the California statute and the proceed- 
ings thereunder were unconstitutional. They also denied that 
the Commission, in its original report, had fixed and adopted 
any area within which the station was to be built and that the 
California commission’s plan was not practicable, would be un- 
reasonably expensive, would unreasonably interfere with other 
railroad operation, particularly freight, and would not be in 
the interest of the public. 


The technical status of the matter disposed of in this report 
Was the pendency of the formal complaint by Los Angeles ask- 
ing the Commission to order the construction of the station 
Planned by the California commission and the intervention in 
behalf of that formal complaint by the California commission. 
While the case was going on, the carriers withdrew their plan 
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covered by finance No. 3556. In the original report the Com- 
mission, broadly speaking, found that the public convenience 
and necessity would be served by a new station such as was 
proposed by the California commission. After reexamining the 
questions of fact and of law involved in the matter, the Com- 
mission said: 


Re-examination of the whole subject again leads us to the con- 
clusion that under existing law we are not empowered to require 
the construction of a union passenger station of the character sought 
by the complaint; but that we are authorized to find (1) whether 
the present or future public convenience and necessity permits of the 
proposed abandonment of line, (2) whether the proposed extensions 
of line are reasonably required in the interest of public convenience 
and necessity, and whether the expenses involved therein will im- 
pair the ability of defendants to perform their duties to the public, 
and (3) whether such joint use of existing terminal facilities by other 
than the owning carriers, as would be necessary if a new union 
passenger station were established in the Plaza area, is in the public 
interest and practicable, without substantially impairing the ability 
of the owning carrier to handle its own business. These are the con- 
clusions which we reached upon the original presentation. 

All issues of fact having been considered and concluded by our 
original report and this report on further hearing, nothing remains 
for us but to deny the — of the city of Los Angeles and 
the intervener, the Railroad Commission of the state of California, 
for a final order herein requiring the construction of a station as 
found in the public interest; but in lieu thereof issue an appropriate 
certificate of public convenience and necessity conformable to the 
findings herein; and to dismiss the application in Finance Docket No. 
3556. An appropriate certificate and order will be entered. 


Commissioner Eastman wrote a concurrence in part, in 
which he was joined by Commissioners Lewis and McManamy. 
Mr. Eastman said he was in accord with what was done except 
that he believed the Commission should enter the order sought 
by the complainants requiring the carriers to construct the 
station. He said that from the standpoint of public policy he 
was inclined to the view that the power over such matters 
should rest with the states, subject to a limited supervision 
on the Commission’s part, under paragraph (18) of section 1. 
But he said he was by no means certain that such was the law, 
pointing out that the California Supreme Court had said that 
the power rested in the federal body and that that decision, 
on certiorari, was upheld by the Supreme Court of the United 
States. He said that it could not be said that the question of 
power was clearly answered, but he dwelt upon the. fact that 
the California decision was affirmed by the federal Supreme 
Court. : 

Commissioner Brainerd, dissenting, pointed out that in this 
case certificates of convenience and necessity were issued upon 
complaint of Los Angeles and others, not upon the application 
of any carrier, and, in fact ,over the objection and protest of 
all the carriers. He said that paragraphs 18 to 21 of section 1 
dealt with rights to be exercised by the carriers. For that 
reason and for the further reason “that our action fails, it seems 
to me, to give due consideration to the necessity for economical 
management of existing transportation facilities, I dissent from 
the report herein.” 


RUBBER TIRE RATES 


The Commission, in a report written by Commissioner 
Aitchison, in No. 15710, Spreckels Savage Tire Co. vs. Santa Fe 
et al., has found unduly prejudicial, but not unreasonable, the 
rates on rubber tires, carloads, from San Diego, Calif., to points 
in eastern transcontinental groups, as compared with the rates 
contemporaneously maintained from points in the eastern trans- 
continental groups to San Diego to the extent that the rates 
eastbound exceed the rates from the east to San Diego. The 
‘order requires the carriers to remove the undue prejudice not 
later than August 6. 

Reparation was denied, the Commission finding that the 
complainant had not shown that it suffered damage by reason 
of the undue prejudice and preference found to exist. 

Chairman Campbell concurred to the extent the report found 
the rates unduly prejudicial but he said he felt that the com- 
plainant had also proved the rates were unreasonable. 


STANDARD TIME ZONE 


In No. 10122, standard time zone investigation, the Com- 
mission, by division 3, in a report written by Commissioner 
Aitchison, has compiled its fifteen supplemental reports in this 
proceeding which have heretofore been published, so as to bring 
within one publication, its definition of the boundary lines of 
the various time zones of the country, as it stood on May 19, 
1928. 


COAL MINE SERVICE CASE 


The Commission, by division 2, in No. 17882, Roach Creek 
Coal Company et al. vs. Ann Arbor et al., has found not unrea- 
sonable, unduly prejudicial, or otherwise unlawful, the rates 
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on coal from Roach Creek, Tenn., to interstate destinations. It 
has further found that the refusal of the defendants to perform 
transportation service from complainants’ mine, is not unrea- 
sonable, unduly prejudicial or otherwise unlawful. The pro- 
ceeding has been held open for 60 days to permit the filing of 
a petition or a new complaint based on alleged changed condi- 
tions. The complaint alleged that the rate from the mine near 
Roach Creek to destinations in the Carolinas and other south- 
eastern states, and in Indiana, Ohio, and Michigan were unrea- 
sonable, and unduly prejudicial, and that the refusal of the 
defendants to transport empty cars to and loaded cars from 
complainants’ mine, or to pay complainants reasonable com- 
pensation in lieu of such service, was unreasonable and unduly 
prejudicial. 

The railroad serving the mine connects with the Mont- 
gomery branch of the Tennessee Railroad. The Tennessee con- 
nects with the Cincinnati, New Orleans and Texas Pacific. 
The gravamen of the complaint was that it was_ unreasonable 
and unduly prejudicial for the defendants to place empty cars 
or to take away the loaded ones. The mine is served by a 
railroad owned by the complainant and not a common carrier. 
The mine company has been furnishing its own transportation 
between the mine and the junction point. The Tennessee as- 
serted that operation over the mine road was not practicable 
because of interference by the coal company’s engine opera- 
tion. The complainants indicated that changes in the track 
lay-out would be made so that the objections of the Tennessee 
would not be valid. The Commission said that if the track 
lay-out had been changed so that the Tennessee could make 
placement of empty cars in a single movement and remove the 
loads in additional single movement, and it refused to perform 
the transportation service, the matter might again be brought 
to its attention, either by petition for further hearing, or by a 
new complaint. 


TARIFF REFUSAL CASE 


The Commission, by division 1, has dismissed No. 19283, 
Phoenix Horse Shoe Co. vs. Santa Fe et al., on a finding that 
the refusal of the defendants to furnish copies of tariffs with- 
out charge, under the conditions stated in the report, is not 
unreasonable or otherwise unlawful. Commissioner McManamy 
wrote the report. 

The complainant, manufacturing iron and steel horse shoes 
and toe calks, with offices at Chicago, Ill., and factories at 
Joliet, Ill., Poughkeepsie, N. Y., and elsewhere, alleged that it 
made shipments in interstate commerce, and that upon numer- 
ous specific: requests, defendants had failed and refused to 
furnish it free of charge, copies of so-called agency tariffs, 
while contemporaneously furnishing without charge, copies of 
similar tariffs to other shippers, in violation of the first three 
sections of the interstate commerce act. Reparation and an 
order requiring the furnishing of tariffs upon the same terms 
as they were furnished to other shippers, were sought. Mis- 
quotations of rates, in violation of section 6 of the act, Mr. 
McManamy said, were also alleged. He said the penalty for 
such violations accrued to the United States, and not to the 
shipper. 

No provision is made by the interstate commerce act for 
furnishing copies of tariffs to shippers and others, says the 
report. 

This was the first time, according to the report, that the 
Commission had occasion to consider formally a case of this 
character. In 1920 division 2 rendered an informal opinion 
to the effect that it did not consider it unjustly discriminatory 
for carriers to furnish tariffs to shippers free of charge and 
at the same time refuse to furnish them free to so-called claim 
or audit ‘bureaus. The soundness of that informal ruling, the 
report said,’ ‘was not questioned, but that it was extremely 
difficult to ‘determine from the evidence of this case whether 
the case was in fact filed by a shipper or an audit bureau. 
The report said the facts did not disclose that defendants had 
refused to furnish tariffs to the horse shoe company free of 
charge and even if there were such a showing that fact, stand- 
ing alone,- would not necessarily indicate a violation of the act. 
The report said a shipper engaged primarily in the manufacture 
of horse shoes and toe calks had no practical use for many 
of the agency tariffs and that there was no provision of the 
act which obligated the carrier to furnish a shipper with free 
tariffs, when the shipper had no real need for them and merely 
because the carriers furnish such tariffs free to other shippers 
who had a real need for them. 


LIGNITE RATES ORDERED 


The Commission, in No. 19997, Alberta Coal Sales Co. et al. 
vs. Canadian National Railway et al., has found unreasonable 
the rates on lignite, or bituminous coal, from international-border 
points in North Dakota and Minnesota to destinations in those 
states, applicable on coal originating in the Province of Alberta, 
Canada, to the extent that they have exceeded or may exceed, 
rates, per net ton, set forth in a scale, beginning with a rate of 
75 cents for 10 miles and under, and ending with a rate of $3.95 
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for distances not exceeding 500 miles. At 100 miles the scale 
is $1.60; at 200 miles, $2.30; at 300 miles, $2.90; at 400 miles, 
$3.45; and at 500 miles, $3.95. The Commission also awarded 
reparation. 

The rates on the fuel in question which is called lignite 
in Canada, and bituminous coal in the consuming territory, were 
established in the latter part of 1922, at the solicitation of North 
Dakota interests, including the chairman of the then State Fuel 
Commission, a Canadian coal operator, and the owner of the 
complainant, Alberta Coal Sales Co., who, according to the report, 
represented to the carriers that the strike in the eastern coal 
fields had curtailed the supply of coal through the Lake Superior 
docks and created an emergency in North Dakota. The report 
said that a recapitulation of complainant’s exhibits indicated an 
average distance of 728 miles and an average rate of $3.70 from 
all the mines to all the border gateways from which the assailed 
rates applied. The rates attacked were those applicable for the 
movement in the United States. 

Commissioner Brainard, dissenting in part, said the rates 
from the border points were found unreasonable and reparation 
was awarded, although there was no evidence that the through 
rates were unreasonable. He said, on the contrary, the through 
rates were affirmatively shown to be reasonable. A through rate, 
he said, might be reasonable although one of its elements was 
not. It was immaterial, he said, that the through rate was a 
combination of locals or proportionals rather than a joint rate. 
In the ascertainment of damages, the Commission, he said, had 
jurisdiction to determine the reasonableness of the through rate 
and the through rate being reasonable, no damage could have 
resulted therefrom to the complainant. In support of that he 
cited News Syndicate Co. vs. N. Y. C., 275 U. S. 179. He dis- 
sented, therefore, from the award of reparation, and Commis- 
sioner Woodlock concurred in the dissent. Commissioner Porter, 
also dissenting, said the complaint should be dismissed, compari- 
sons of rates in Wyoming and other comparable territory, he 
suggested, showing that the assailed rates were not unreasonable. 
Commissioner Taylor joined in that dissent. 

The new rates, in accordance with this scale, have been 
ordered to be established not later than August 1, from Portal, 
Northgate, international boundary north of St. John, international 
boundary north of Walhalla, Neche, or Pembina, N. D., and Noyes, 
Minn., applicable on lignite or bituminous coal from mines in 
Alberta. 


WATERMELON MISROUTING 


The Commission has reversed the former report, 122 I. C. C. 
585, in No. 17704, G. W. Harp vs. Seaboard Air Line. Upon 
further hearing it has found that the defendant was not liable 
in damage for alleged misrouting of three carloads of water- 
melons, two from Hagan, and one from Daisy, Ga., to Jacksonville, 
Fla., and has dismissed the complaint. The Commission has 
denied the motion of the carrier to strike complainant’s memo- 
randa of facts and arguments introduced in the shortened pro- 
cedure because it came too late. It was presented after the 
decision was made upon such procedure. The order awarding 
reparation has been vacated. Commissioner Meyer, in a sep- 
arate view, concurred in the denial of the motion to strike, but 
dissented from the failure of the Commission to adhere to the 
finding made by division 4 in the original report that the ship- 
ments were misrouted and the complainant damaged. Com- 
missioner Eastman dissented, saying that the facts in this case, 
even after the further hearing, were not as clear as they might 
be, and it might be that still another hearing would be necessary 
to develop them. adequately. 


OIL REFINERY MATERIAL CHARGES 


The Commission, by division 1, in No. 19574, Gilliland Oil 
Co. of New: Mexico vs. Santa Fe et al., has found unreasonable 
the charges on two mixed carloads of oil refinery construction 
material, from Tulsa, Okla., to Albuquerque, N. M., and awarded 
reparation. It found that the applicable charges were unrea- 
sonable to the extent they exceeded: those collectible at a-rate 
of $1.335. on the first shipment and at -the’same rate, - minimum 
36,000 pounds, on the second shipment. 


GRAIN TRANSIT RATES 


In a report written by Commissioner McManamy, in No. 
15476, Hobbie Elevator Co. et al. vs. LL. & N. et al., the Com- 
mission, by division 1, has found unduly prejudicial the rates 
on grain and grain products, shipped or reshipped from Ohio 
and Mississippi River crossings, transited at Montgomery, Ala., 
and reshipped to points beyond Flomaton, Ala., on the L. & N., 
to the extent that they exceed those accorded at Nashville, 
Tenn., and Meridian, Miss. New rates are to be established 
not later than August 6. The finding in full is as follows: 


We find that the maintenance of rates on grain and grain prod- 
ucts originating at or beyond St. Louis, Mo., East St. Louis and 
Cairo, Ill., Evansville, Ind., Cincinnati, Ohio, Louisville, Ky., and 
Memphis, "Tenn., and shipped or reshipped from those points, in car- 
loads, over routes in conjunction with the Louisville & Nashville via 
Montgomery, Ala., to points on the Louisville & Nashville betwee? 
Flomaton, Ala., and Pensacola, Fla., and between Flomaton an 
New Orleans, La., including both New Orleans and Pensacola, sub- 
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ject to transit at Montgomery, in excess of those contemporaneousl 

maintained on similar grain and grain products shipped or reshipped, 
in carloads, from _and to the same points over routes in conjunction 
with the Louisville & Nashville to Humboldt, Tenn., Mobile & Ohio 
via Meridian, Miss., to Mobile, and Louisville & Nashville beyond, 
subject to transit at Meridian, or over routes in conjunction with the 
Louisville & Nashville via Nashville, Tenn., to Humboldt, Mobile & 
Ohio to Mobile, and Louisville & Nashville beyond, subject to transit 
at Nashville, results, and for the future will result, in undue pref- 
erence of Nashville and Meridian and shippers therefrom, and undue 
prejudice to Montgomery and shippers therefrom. 


CEMENT COMPLAINT DISMISSED 


The Commission, by division 2, in a report written by Com- 
missioner Porter, has dismissed No. 198138, Colorado Portland 
Cement Company vs. Ahnapee & Western et al., finding not 
unduly prejudicial or preferential the rates on cement from 
points of origin in cement scale II and cement scale III terri- 
tories to destinations in cement scale IV territory other than 
in Colorado. The complaint covered destinations in scale IV 
territory in South Dakota, Kansas, Nebraska and Wyoming. 
The complainant, with plants at Portland and Boettcher, Colo., 
alleged undue prejudice against itself and undue preference of 
competing mills and of intrastate commerce from certain of 
them in violation of sections 3 and 13. 

Commissioner Porter said the allegation ’of section 13 was 
predicated upon the fact that cement mills in scale III territory 
in Kansas and Nebraska enjoyed relatively lower rates than 
did complainant to destinations in those respective states in 
scale IV territory. 


STEEL RAIL RATES * 


The Commission, by division 3, has dismissed No. 17479, 
Pratt-Gilbert Company et al. vs. Alabama & Vicksburg et al., 
on a finding that the rates to Phoenix, Ariz., on steel rails and 
rail and cross tie fastenings, in straight or mixed carloads, from 
points in Colorado, Illinois and Alabama, and on wooden handles, 
carloads, from points in Tennessee, Mississippi, Louisana, Ar- 
kansas, Missouri, and Texas, are not unreasonable or unduly 
prejudicial, 


GYPSUM BLOCK RATE 

The Commission, on reconsideration, has reversed the find- 
ings in the former report, 132 I. C. C. 561, in No. 17952, American 
Gypsum Co. vs. New York Central. It now finds that the rate on 
gypsum block, carloads, in effect between June, 1923, and Octo- 
ber, 1924, from Port Clinton, Ohio, to Detroit. Mich., was unrea- 
sonable, and awards reparation. In the original report, division 
4 found that the rate had not been shown to have been unrea- 
sonable or otherwise unlawful, and dismissed the complaint. 
The finding on reconsideration is that the assailed rate was 
unreasonable to the extent it exceeded $1.65 per net ton, minimum 
60,000 pounds, marked capacity of car to govern when less. 
The Commission authorized the defendant to waive the collec- 
tion of any outstanding undercharges. 


AUTOMATIC TRAIN CONTROL 

The Commission, by division 6, in No. 13413 (Sub. No. 39), 
the automatic train control case, after inspection and test, has 
approved the installation of an automatic train control device of 
the Union Switch & Signal Co. on the R. F. & P., and pre- 
scribed requirements in respect of apparatus and operation with 
which the carrier is expected promptly to comply. The total cost 
of the installation is estimated at $432,810.36. 


PROPORTIONAL FRUIT RATES 


The Commission, by division 3, in No. 19056, B. B. Browne 
Produce, Inc., et al. vs. Florida East Coast, and No. 19639, Penin- 
sula Produce Exchange vs. Baltimore, Chesapeake & Atlantic 
et al. has found not unreasonable or otherwise unlawful, the 
Proportional rates on bananas, cantaloupes, and melons, from 
Jacksonville, Fia., to Miami, Fla. applicable on interstate ship- 
ments from beyond. It has found unreasonable the proportional 
rates on peaches from Jacksonville to Miami applicable on such 
traffic to the extent that they exceeded, or may exceed, 77.5 cents 
per 100 pounds. Reparation was denied. The carriers were 
ordered to establish the approved rate not later than July 10. 


PIG IRON RATE PRESCRIBED 

The Commission, by division 3, in No. 18670, West Virginia 
Malleable Iron Corporation vs. Norfolk & Western et al., has 
found unreasonable the rate on pig iron from Ironton, Ohio, to 
Point Pleasant, W. Va., to the extent it exceeded, or may exceed, 
$1.89 per net ton, and ordered the carriers to establish that rate 
not later than July 10. The Commission said the record did not 
Warrant an award of reparation because the complainant had 
not shown who paid or bore the charges or who was entitled to 
the reparation claimed. The Commission, however, said the com- 
Plainant should submit a rule V statement. 


BUTTER RATES AND REPARATION 


In a report on further hearing in No. 14717, Mistletoe 
Creameries et al. vs. Santa Fe et al., written by Commissioner 
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Lewis, the Commission has awarded reparation on carloads of 
butter from points in defined territories, Oklahoma City, Okla., 
Denver, Colo., and Aberdeen, S. D., to Ft. Worth, Houston and 
San Antonio, Tex., made subsequent to the original hearing 
herein. The original report was made in 96 I. C. C. 303. 

This report also covers No. 14935, Mistletoe Creameries et 
al. vs. Santa Fe et al., and two sub-numbers thereunder, Texas 
Creamery Company vs. Santa Fe and Mistletoe Creameries et 
al. vs. Burlington et al. The Commission found in No. 14935 
and the two sub-numbers mentioned, that the rates assailed by 
those complaints and interventions therein were unreasonable 
to the extent they exceeded the rates on butter prescribed 
in Butter, Eggs, Dairy Products and Poultry, 96 I. C. C. 19, 
except in so far as the latter rates might be lower than those 
prescribed in Consolidated Southwestern Cases, 123 I. C. C. 203, 
for application from and to the same points. Reparation was 
also awarded in this group of cases. 


SCRAP METAL RATES 
The Commission, in No. 18558, Southern Iron & Metal Com- 
pany vs. B. S. L. & W. et al. on reconsideration, has affirmed 
the findings of division 3 in the original report, 132 I. C. C. 617, 
that the rates on scrap metals, from Beaumont, Galveston and 
Houston, Tex., to St. Louis, Mo., were and are not unreason- 
able; that the rates were and for the future would be unduly 
prejudicial, and, in certain instances, violative of section 4; 
that the rates prescribed in Consolidated Southwestern Cases, 
123 I. C. C. 203, would be a proper basis for correction of the 

adjustment; and the denial of reparation. 


CRUDE OIL RATES 

A finding of unreasonableness, an award of reparation, and 
an order establishing new rates, have been made in No. 15966, 
Canadian Oil Companies, Ltd., vs. L. & N. et al., as to rates on 
crude oil, in tank cars, from Beattyville, Ky., to Toledo, O., and 
Petrolia, Ont. The Commission said the rates were unreason- 
able, but not otherwise unlawful. It found that the rates on 
crude oil from Beattyville to Toledo were unreasonable to the 
extent they exceeded 30.5 cents prior to July 1, 1922, and that 
subsequent thereto they had been and for the future would be, 
unreasonable to the extent they exceeded or might exceed 27.5 
cents. The Commission further found that the rates from Beat- 
tyville to Petrolia were unreasonable to the extent they exceeded 
36.5 cents prior to July 1, 1922, and 30.5 cents thereafter. Rep- 
aration was awarded to the complainant. New rates are to be 
established not later than July 10. 

Commissioner Woodlock, dissenting, said that in this case 
the majority awarded reparation upon the basis of rates related 
to those prescribed in the Barnett case, 59 I. C. C. 689, 93 I. C. C. 
85, and 122 I. C. C. 651. Mr. Woodlock said he disagreed with 
the award and found no warrant for any different view in the 
instant case. 


SECURITIES OF K. & M. R. & T. 

In a supplemental report, the Commission, by division 4, in 
Finance No. 3130, securities of Kansas & Missouri Railway & 
Terminal Co., has modified the previous order, 86 I. C. C. 559, 
to provide that proceeds from the sale or other disposition of 
property of the Union Land Co. shall be either reinvested by 
that company in other property or deposited with the trustee 
of the applicant’s first mortgage and thereafter paid over to 
the applicant for capital purposes. 


L. A. & S. L. OPERATION OF LINE 

In Finance No. 5543, operation of line by Los Angeles & 
Salt Lake Railroad, the Commission, on reconsideration and 
reargument, has affirmed findings in the original report, 124 
I. C. C. 207, authorizing the Los Angeles & Salt Lake to operate 
an extension of its. line of railroad in Utah county, Utah. 
Commissioner Eastman dissented. The line extends from Provo 
a distance of 1.87 miles to the plant of the Columbia Steel 
Corporation. The Salt Lake & Utah objected to the application. 


‘ 





NORTHSIDE BELT CASE 


In Finance No. 6400, proposed operation of line by North- 
side Belt Railway Company, the Commission, by division 4, has 
found that the present and future public convenience and neces- 
sity has not been shown to require the operation by the ap- 
plicant of its railroad in Harris county, Tex., in interstate and 
foreign commerce. 


GAINESVILLE MIDLAND CASE 


The Commission, on further hearing in finance No. 5955, 
Gainesville Midland Railway reorganization, has reversed the 
certificate and order of division 4, in 131 I. C. C. 355, authoriz- 
ing the abandonment of the Monroe branch of that railroad by 
the company, the reorganization committee of its security 
holders and the receivers of the property. The branch extends 
from Belmont to Monroe, Ga. The certificate authorized aban- 
donment if some one did not, within 30 days, offer to buy the 
branch, for continued operation, at not less than $40,500. In 
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that same report the division authorized the Gainesville Midland 
Railroad Co. to acquire and operate a line from Gainesville to 
Fowler Junction, Ga., to issue its capital stock and bonds, and 
the Seaboard Air Line to acquire control of the railroad com- 
pany by purchase of the capital stock and to assume obligation 
and liability, as guarantor, in respect of the latter’s bonds. 

All this was in furtherance of the plan for the reorganization 
of the Gainesville Midland. Within the time allowed an Offer 
of $40,500 was made and the case was reponed. The reorganiza- 
tion committee, at the further hearing, said that unless the 
abandonment was authorized the reorganization plan could not 
be put through. 

After this further hearing the Commission held that public 
convenience and necessity would not permit the abandonment 
of the line extending from Belmont to Monroe and that the 
applications in finance Nos. 5955, 5967, 5968, 5969, and 5970 
should be denied. It set aside the certificate and order previ- 
ously issued. 


CORPUS CHRISTI TERMINAL CASE 


In Finance No. 6440, proposed operation of terminal tracks 
by San Antonio, Uvalde & Gulf Railroad, the Commission, by 
division 4, has found that public convenience and necessity has 
not been shown to require the operation of the port terminal 
railroad facilities of the Nueces County Navigation District No. 
1, at Corpus Christi, Tex., solely by the applicant as proposed. 
The application has been denied. 


UNCONTESTED FINANCE CASES 


Report and certificate in Finance Docket No. 6829, authorizing the 
Seaboard Air Line Railway Co. to abandon a branch line of railroad 
in Hillsborough County, Fla. (extending from Welcome Junction 
southward to Welcome, 2.26 miles, and known as the Welcome Spur), 
approved. 

Report and certificate in Finance Docket No. 6763, authorizing the 
Salem, Winona & Southern Railroad Co. to abandon operation in in- 
terstate and foreign commerce over a line of railroad in Shannon 
County, Mo. (extending from Horse Hollow southerly through West 
Eminence and Winona Junction to Winona, 21.5 miles), approved. 

Report and certificate in Finance Docket No. 6808, authorizing the 
Spokane, Coeur D’Alene & Palouse Railway Co. to abandon a branch 
line of railroad in Spokane County, Wash. (extending from Liberty 
Lake Junction to Liberty Lake, about 2.20 miles), approved. 

Report and order in Finance Docket No. 6866, authorizing the Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co. (1) to assume obli- 
gation and liability in respect of the payment of the principal of and 
interest on, and (2) to issue $24,000,000 of Chicago, Milwaukee & St. 
Paul Railway Co. general-mortgage 4% per cent gold bonds, series E; 
said bonds to be sold at not less than par and accrued interest and 
the proceeds used to redeem outstanding bonds, to reimburse the 
treasury for the payment of matured bonds, and for capital purposes, 
approved. 

Report and order in Finance Docket No. 6841, authorizing the Bur- 
lington, Muscatine & Northwestern Railway Co. to issue $100,000 of 
capital stock, consisting of 1,000 shares of the par value of $100 each, 
in payment for certain railroad property acquired, approved. 

Report and certificate in F. D. No. 6768, authorizing the Sea- 
board Air Line Railway Co. to abandon a branch line of railroad in 
Marion county, Fla. (extending from a connection with applicant’s 
line at Silver Springs Junction, about 7 miles northeast of Ocala, 
eastward about 2.05 miles to Silver Springs), approved. 

Report and order in F. D. No. 6872, authorizing the Warrior River 
Terminal Co. to issue $639,638.89 of 5 per cent promissory notes, said 
notes to be delivered to the Inland Waterways Corporation to evi- 
dence indebtedness in equal amount, approved. 

Report and order in F. D. No. 6875, authorizing the Union Pa- 
cific Railroad Co. to issue $20,000,000 of 40-year 4 per cent gold bonds; 
said bonds to be sold at not less than 90.5 per cent of par and ac- 
crued * res and the proceeds used to refund maturing obligations, 
approved. 





FINANCE APPLICATIONS 


Finance No. 6896. Kansas & Sidell Railroad Co. asks approval 
of lease by it of properties of the Casey & Kansas Railroad Co., em- 
bracing 19.53 miles of line. 

Finance No. 6897. Casey & Kansas Railroad Co. asks authority to 
issue $100,000 of bonds and a mortgage to secure the bonds, for the 
purpose of acquiring properties formerly owned by the Westfield 
Railroad Co. ; 

Finance No. 6898. Kansas, Oklahoma & Gulf Railway Co. asks 
authority to acquire and control, by lease, the Kansas, Oklahoma & 
Gulf Railway Co. of Texas. Applicant owns all the bonds and stock 
of the Texas company. ? 

Finance No. 6899. Georgia & Florida Railroad asks authority to 
create a new series of $1,500,000 of principal amount of series B first 
mortgage bonds secured by its outstanding first mortgage in favor 
of the New York Trust Co., as trustee, dated November 1, 1926, 
and to issue at this time $1,000,000 of said bonds, together with 
the right and authority to sell and/or pledge the bonds from time 
to time, for the purpose of raising necessary funds to complete 
construction of its extension from Augusta, Ga., to Greenwood, S. C. 

Finance No. 6890. North Louisiana & Gulf Railroad Co. asks, 
authority to acquire and operate the North Louisiana & Gulf Railroad 
in Louisiana. Applicant is a reorganized and reincorporated company. 
The incorporators are the stockholders or successors in interest of 
the old company. 

Finance No. 6891. North Louisiana & Gulf Railroad Co. asks 
authority to issue 2,000 shares of common capital stock of the par 
value of $100 each in payment for the North Louisiana & Gulf. 

Finance No. 6894. The Chesapeake Western Railway asks author- 
ity to discontinue operation and abandon that portion of its line 
extending from Mt. Solon, Va., to Stokesville, Va., a distance of a 
little over 4 miles. 

Finance No. 6895. Pere Marquette Railway Co. asks authority to 
construct a line of railroad from near Green Oak to near Wixom, 
Mich., a distance of 7.8 miles, and from Pontiac to Richmond, Mich., 
a distance of 30 miles. Applicant has pending an application in 
Finance No. 6545, for authority to build from Wixom to Pontiac, and 
to build a belt line at Pontiac. Applicant said the present applica- 
tion, coupled with that in No. 6545, would furnish the city of Pontiac 
the additional transportation service that the present and future 
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public necessity and convenience demanded. It said it planned to 
apply later for authority to construct a line from Grand Junction to 
Woodbury, Mich., and that the proposed line would form a cutoff 
and materially shorten the distance of applicant’s railroad from Chi- 
cago, Ill., to Woodbury, Mich. It said the construction proposed in 
the present application and in No. 6545 would enable the applicant 
to shorten its distance between Chicago, Ill., and Buffalo, N. Y., by 
approximately 35 miles, and that when the cutoff was built, would 
give applicant a line of railroad between Chicago and Buffalo ap- 
proximately 514 miles long. : 

Finance No. 6904. Illinois Traction, Inc., asks authority to aban- 
don its line of railroad between State Road Elevator and Homer, Ill, 
a distance of 2.7 miles. 

Finance No. 6916. Union Pacific Railroad Co. asks authority to 
acquire control of the Saratoga & Encampment Valley Railroad Co,, 
organized to take over the Saratoga & Encampment Railroad, ex- 
tending from Walcott to Encampment, Wyo., a distance of approxi- 
mately 45 miles. Abandonment of the line was authorized by the 
Commission but the receiver continued to operate the line until 
April 24, 1928. Applicant said it had a proposition from a committee 
of citizens to acquire title to the property without cost and free of 
encumbrances upon the sole consideration that the applicant operate 
the railroad. Applicant has caused to be organized the Saratoga & 
Encampment Valley Railroad Co. as a subsidiary corporation for 
the purpose of ‘taking title to and operating the railroad. 

Finance No. 6917. Saratoga & Encampment Valley Railroad Co. 
asks authority to acquire and operate the properties of the Saratoga 
& Encampment Railroad. 

Finance No. 6918. Saratoga & Encampment Valley Railroad Co, 
asks authority to issue 100,000 of capital stock. 

Finance No. 6901. Atlantic & Northwestern Railroad asks au- 
thority to construct a new line of railroad from Mt. Pleasant to 
Jamestown, S. C., a distance of 50 miles. Applicant said the railroad 
would traverse territory now without transportation facilities. 

Finance No. 6919. Joint application asking approval of acquisition 
by the Southwestern Bell Telephone Co. of property of Red Fork Tele- 
phone Co. in Tulsa county, Okla. 


« 
REFRIGERATION INVESTIGATION 


The Commission, by means of another order in No. 20769, 
in re refrigeration charges on fruits, vegetables, berries, and 
melons from the west, has enlarged the scope of that inquiry 
so as to cover all that part of the United States not embraced 
within the terms of No. 17936. The last mentioned covers 
charges from points of origin in Florida, Georgia, the Carolinas 
and Virginia to destinations in Official Classification territory. 
The Commission has also added a number of private car com- 
panies, generally understood to be controlled by common car- 
rier railroads, to the list of respondents, This order supersedes 
the one of March 12, 1928, which initiated the inquiry. No 
dates for hearings have yet been assigned. The ordering parts 
of the superseding document are as follows: 


It is ordered, That the Commission upon its own motion enter 
upon an investigation into and concerning the justness, reasonable- 
ness, and lawfulness of the charges of all common carriers by rail- 
road subject to the interstate commerce act applicable to the pro- 
tection against heat or cold of perishable freight, such as fruits, 
vegetables, berries, and melons, from and to all points of origin and 
destination in Continental United States, except from _ points of 
origin in the states of Florida, Georgia, South Carolina, North Caro- 
lina and Virginia to points in official classification territory as cov- 
ered by order of investigation in docket No. 17936, and into and con- 
cerning the character, extent, and cost of such protective service 
with a view to prescribing such just and reasonable charges therefor 
as may appear to be warranted. 

It is further ordered, That all common carriers by railroad sub- 
ject to the interstate commerce act, and the Pacific Fruit Express 
Company, the American Refrigerator Transit Company, Burlington 
Refrigerator Express Company, Merchants’ Despatch, Incorporated, 
Union Refrigerator Transit Company, Western Fruit Express Com- 
pany and Fruit Growers’ Express Company be, and they are hereby, 
made respondents in this proceeding; that this order be served upon 
each respondent; and all states in the United States be notified of 
this proceeding by sending copies of this order by registered mail 
to the governor of each such state, as well as to the tribunal thereof, 
if any, having regulatory powers over common carriers by railroad; 
and that notice of this proceeding be given to the general public 
by depositing a copy of this order in the office of the secretary of 
the Commission, at Washington, D. C. 


SLAG RATES ORDERED 


The Commission, in No. 15216, John M. Buckland, trading 
as National Slag Co., vs. Boston & Albany et al., has issued 
an order requiring the carriers in that case to publish rates 
on slag, not later than July 28, upon statutory notice, from 
Bethlehem and Hokendauqua, Pa., to points on their lines in 
New Jersey, New York and New England which shall not exceed 
those prescribed in the report as reasonable maxima. The 
Commission’s report in this case was made January 25, 1928. 
The railroads were given 90 days in which to publish their 
rates. They have not complied. This order requiring them to 
do so not later than July 28 was issued at the request of the 
complainant. 


OVER NIGHT WATER RICE RATES 


The Commission, in No. 6606, application of the Southern 
Pacific Co., under the provisions of section 6 of the interstate 
commerce act in connection with its ownership of the Atlantic 
Steamship Lines, has denied the petition of the Lake Charles 
Rice Milling Co. of Louisiana, Inc., that the Commission’s order 
of April 2, 1928, permitting changes in certain rates on less 
than statutory notice, and any similar orders be revoked, and 
that the Southern Pacific Co.’s rail lines be required to estab 
lish joint rates with independent steamship lines. (See Traffic 
World, May 5, p. 1102.) 
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MUSKEGON (MICH.) TRACK CASE 


A settlement of the dispute between the Pere Marquette 
and the Grand Trunk Western over the use of Manahan Spur 
at Muskegon Heights, Mich., is proposed by Special Examiner 
c, A. Rice in a report in No. 20555, Muskegon Railway and Navi- 
gation Co. et al. vs. Pere Marquette et al. He has recommended 
that the Commission find necessary in the public interest the 
use of Manahan Avenue Spur of the Pere Marquette in Muske- 
gon Heights as a bridge line by the complainant. He said the 
Commission should further find that the industry tracks branch- 
ing from the spur should be found to be terminal facilities 
within the purview of section 3 (4) of the interstate commerce 


With respect to joint use of industry tracks branching from 
the spur, a finding is proposed which is conditioned upon co- 
operative action or lack thereof by the Grand Trunk and Pere 
Marquette to establish jointly controlled service to industries 
reached by those tracks. 

The complainant, a belt line, has a line in the two municipal- 
ities which are connected by a spur, Manahan Avenue Spur, 
owned by the Pere Marquette, but leased to the complainant. 
The Pennsylvania also has an interest in the spur. The three 
roads made a three-party lease for five years to May 19, 1928, 
terminable upon written notice. The Pere Marquette gave such 
notice in March but, according to the report, consented to a con- 
tinuance of the present status until the Commission can pass 
upon the controversy. 

_ The fight is between the Pere Marquette and the belt line 
because the latter is controlled by the Canadian National, 
which the Peres Marquette regards as its competitor. When the 
Pere Marquette gave notice of termination of the lease the belt 
line, the Toledo, Saginaw & Muskegon and the Grand Trunk 
Western filed this complaint, alleging that the public interest 
required a continuation of the service by the belt line over 
Manahan Spur and sidings branching therefrom, and asked the 
Commission to authorize the joint use of terminal facilities upon 
terms hereafter to be fixed. The report says that since October 
24, 1927, the belt line has been controlled by the Grand Trunk, 
as authorized by the Commission in Control of Muskegon Ry. & 
mer. Co.,. to. ft. ©..'C. W665. 

Rice says that apparently the Pere Marquette was willing 
to continue the lease so long as the belt was regarded as an 
independent carrier but that it objects to a continuation since 
control of the belt has passed to the Grand Trunk. Rice’s recom- 
mendation follows: 


__._ The Commission should find that the industry tracks branch- 
ing from Manahan Spur are terminal facilities in the sense in 
which that term is employed in section 3 (4) of the act. 

If the Grand Trunk is unwilling to cooperate in the estab- 

lishment of service, jointly controlled, on lines of the Belt and 
to industries reached by Manahan Spur and sidings connected 
therewith, or fails to take definite action with that in view prior 
to final disposition of this case, the Commission should find that 
the Pere Marguette is entitled to an opportunity under present 
conditions to demonstrate whether it is able and willing to pro- 
vide adequate switching service to industries and other patrons 
along Manahan Spur and sidings connected therewith. If it fails 
to make good the shippers have recourse to this Commission for 
an order requiring joint use of these facilities. 
_ The Pere Marquette has announced, through counsel, a _ will- 
ingness to allow the Belt to operate over Manahan Spur as a 
bridge line, upon terms to be negotiated, and the Commission 
should find that the use of Manahan Spur for such purpose is 
hecessary in the public interest. Reasonable compensation for 
such trackage rights cannot be determined from data of record. 
Hence, the record should be held open for a period of sixty days, 
to permit filing of an application, asking that terms be fixed by 
the Commission, in the event the parties are unable to agree. 


INTERCHANGE TRACK FIGHT 


: Special Examiner John L. Rogers has proposed the dis- 
missal of No. 20280, St. Louis-San Francisco vs. Mobile & Ohio, 
on a finding that the record did not warrant the Commission 
requiring the construction of an interchange track for the con- 
nection of the rails of the complainant with those of the respond- 
ent at Columbus, Miss. Rogers said the decision in the case had 
te turn upon the question as to whether the elimination or reduc- 
tion of switching charges was sufficient justification for an order 
Tequiring the installation of the connection. 

Rogers said the carriers came into disagreement, not about 
the cost or feasibility of the interchange track at Columbus but 
upon the divisions of joint rates that might be established, diver- 
sion of freight and other things of that sort, none of-which were 
in issue by reason of this complaint. He said it was not even 
certain that switching charges would be reduced. The record, he 
Said, was very indefinite about as to any widening of markets 
Which would actually result from the installation of the pro- 
Posed connection. The carriers, he said, had not asked the Com- 
Mission to establish through routes and joint rates and that the 
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installation of the connection would be of little or no benefit to 
shippers or the carriers on through traffic unless the questions 
of divisions and things of that sort were disposed of. 

At present the two roads interchange at Tupelo, Miss. The 
connection would shorten one of the principal routes but not 
enough to save more than a few minutes. The obvious purpose 
of the Frisco, said Rogers, was to obtain such of the traffic 
originating at or destined to Columbus as it could, while the pur- 
pose of the Mobile & Ohio, in resisting the installation, was to 
avoid loss of any traffic to the Frisco. The Mobile & Ohio said 
it had already lost considerable traffic to the Frisco, a new- 
comer in that territory, practically paralleling its line. It esti- 
mated its loss to the Frisco at 1,400 cars per month without any 
compensating advantage and said that it could not stand further 
diversions without impairment of its ability to serve shippers 
dependent solely upon it for transportation. It said it was too 
much to expect that the Frisco would voluntarily divert traffic 
to it at Columbus when such diversion would result in short- 
hauling the Frisco. Twenty-five industries are on the Mobile & 
Ohio rails at Columbus, twelve on the tracks of the Columbus 
& Greenville and none on the rails of the Frisco, says the Rogers 
report. 


EXCAVATING MACHINERY RATES 


Attorney-Examiner John McChord has recommended the dis- 
missal of No. 20215, International Agricultural Corporation vs. 
Seaboard Air Line et al., on a finding that the rates charged 
on fourteen carloads of drag line excavating machinery from 
Milwaukee, Wis., to Mulberry, Fla., in 1924, were applicable. 
The controversy was as to the factor beyond Jacksonville only. 


RATES ON CATALOGUES 


Attorney-Examiner John H. Howell has recommended the 
dismissal of No. 20184, National Bellas Hess Co., Inc., vs. Long 
Island et al., on a finding that the rates on catalogues, in car- 
loads, from Long Island City and Jamaica, N. Y., to Ypsilanti, 
Mich., Hammond and Vincennes, Ind., Zanesville and Cincinnati, 
O., and Pittsburgh, Pa., have ‘not been shown to have been or to 
be unreasonable. 


SHEEP RATES UNREASONABLE 


Examiner Harris Fleming, in No. 20081, Vail Co. vs. South- 
ern Pacific et al., has recommended that the Commission find 
unreasonable the rates on sheep, from various points in Nevada 
to Shamrock and Calipatria, Calif., to the extent they exceeded 
those contemporaneously applicable on feeder cattle. He said 
reparation should be awarded. 


FIR LUMBER CASE 
An order of dismissal has been recommended by Examiner 
W. K. Berryman in No. 20488, Brook Brothers, Inc., vs. Canadian 
Pacific et al., on a finding that the rate on two carloads of fir 
lumber shipped from Albany, Ore., to Bireh, Mich., in 1927, is 
not unreasonable. 


GAS RANGE CHARGES 


In a proposed report in No. 18459, Barker Bros., Inc., vs. 
Michigan Central et al., Examiner S. A. Aplin has recommended 
that the Commission reverse the dismissal ordered by division 
4, in 132 I. C. C. 361. He proposes that the Commission now 
find, on further hearing, that the charges collected on gas ranges, 
carloads, from Battle Creek, Mich., to Los Angeles, Calif., in 
1924, were unreasonable and award reparation. He said the 
Commission should find them unreasonable to the extent they 
exceeded the aggregate of rates applicable on like but separate 
shipments to and from Chicago. 

The dismissal was on the ground that the complainant had 
not sustained the allegation of unreasonableness. The issue 
was as to the proper charges to be made on shipments loaded 
into two 40-foot cars furnished in place of one 50-foot car, the 
latter having been requested by the shipper. 

No two-for-one rule was in effect from Battle Creek in con- 
nection with the through rate from Battle Creek. There was 
such a rule in connection with a rate from Chicago. Complain- 
ant sought reparation to the basis of the aggregate charges that 
would have accrued on like but separate shipments from Chi- 
cago, composed of the local rate, with a minimum of 16,000 
pounds, subject to rule 34, in which there is a two-for-one rule, 
to Chicago, and the rate and two-for-one rule beyond Chicago. 

Aplin says the record now shows notations indicating that 
the first of the cars in the follow-lot shipment was loaded to 
full visible capacity and that the two were loaded “full cap’y 
O. K. for 50-foot car.” He said that although the defendants 
contended that the evidence did not establish the fact that the 


shipments could have been loaded into 50-foot cars, if furnished, 
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they offered no evidence to show what other meaning the nota-. 


tion made by their agent might have had. In the circumstances, 
he said, the conclusion should be reached that the shipments 
could have been loaded into 50-foot cars had they been furnished. 


PLATE GLASS RATES 


Examiner J. H. Smith has proposed the dismissal of No. 
20294, Traffic Bureau, Chamber of Commerce, Lynchburg, ‘Va., 
vs. Norfolk & Western et al., on a finding that the rates on 
plate glass, from Butler, Pa., and other points in the Pittsburgh, 
Pa., district and on imported plate glass, all carloads, from Nor- 
folk, Va., to Martinsville, Va., are not unreasonable or otherwise 
unlawful. 


CEMENT REPARATION 


Examiner W. R. Brennan, in No. 20318, Atlas Portland Ce- 
ment Co. vs. Southern et al., has recommended that the Com- 
mission find unreasonable the rate on cement, from Leeds, Ala., 
to Doughton, N. C., between May 8, 1925, and November 4, 1926, 
to the extent it exceeded 25 cents *and award reparation. The 
25-cent rate was recently established. 


SHOOK AND VENEER RATES 


In a proposed report in No. 20292, Atlas Plywood Corpora- 
tion vs. Bangor & Aroostook et al., Examiner J. H. Smith has 
recommended that the Commission find unreasonable the rates 
on box shooks and veneer, carloads, from Greenville and Stock- 
holm, Me., to Red Lion and Dallastown, Pa., award reparation 
and require new rates for the future. Smith said the rates from 
Greenville should be found unreasonable to the extent they 
exceeded or might exceed 41.5 cents and from Stockholm 43 
cents, Which rates should also be the reparation basis. 


; APPLE CHARGES CASE 


Dismissal of No. 20291, Givin, White & Prince, Inc., vs. Great 
Northern et al., has been recommended by Examiner J. H. 
Smith on a finding that the charges, transportation and refrig- 
eration, collected on a carload of apples, shipped from 
Wenatchee, Wash., to Tampa, Fla., in 1925, were applicable. He 
said an allegation of unreasonableness was barred because the 
formal complaint was not filed within six months from the time 
the complainant was notified that the claim could not be ad- 
justed informally. 


STEEL ROD AND BAR RATES 


In a proposed report on I. and S. No. 3029, chain iron and 
steel, and bolt, nail, rivet and wire rods in Official Classifica- 
tion territory, No. 17804, Standard Nut & Bolt Company vs. 
New Haven et al., No. 18024, Pawtucket Manufacturing Com- 
pany vs. Same, a sub-number thereunder, William H. Haskell 
Manufacturing Company vs. Same, and No. 20187, Carnegie 
Steel Company vs. Pennsylvania et al., Examiner Burton Fuller 
has recommended that the Commission find not justified the 
proposed increased rates on iron and steel rods, between points 
in Official Classification territory, and ordered the suspended 
schedules canceled. He has recommended the dismissal of Nos. 
17804, 18024, and 18024, Sub. No. 1, on a finding that rates on 
steel bars from Pittsburgh and Johnstown, Pa., Youngstown, 
O., and Buffalo and North Tonowanda, N. Y., to Pawtucket and 
Valley Falls, R. I., are not unreasonable or otherwise unlawful. 

A further recommendation is that rates charged on rec- 
tangular and hexagonal steel rods from McDonald, O., to Pitts- 
burgh, Carnegie and Economy, Pa., be found applicable and 
reparation awarded. He has also recommended a _ modi- 
fication of the findings in the original report in the formal 
docket cases, 126 I. C. C. 731. 

This proceeding was jointly heard with the commissions 
of New York, Pennsylvania, Ohio, Indiana and Illinois. The 
cases involved the highly controversial question as to the 
rates to be imposed upon the articles mentioned, about which 
there have been decisions in Lancaster Steel Products Cor- 
poration vs. Director-General, 73 I. C. C. 567; New England 
Drawn Steel Company vs. Director General, 93 I. C. C. 171; 
Clark Bros. Bolt Company vs. N. Y. C., 102 I. ©. C. 355; and 
Iron and Steel Articles, 104 I. C. C. 616. The examiner referred 
to the cases mentioned as the prior decisions. A closely re- 
lated case is Standard Nut and Bolt Company vs. New Haven, 
126 I. C. C. 731, decided May 10, 1927. 

In the Standard Nut and Bolt case, division 1 found the 
rates from Pittsburgh, Johnstown, Youngstown, Buffalo and 
North Tonowanda to Pawtucket and Valley Falls, on steel bars 
(variously described in the report and order as steel rods, wire 
rods and hot rolled unfinished steel, in straight lengths), car- 
loads, not unreasonable, but unjustly discriminatory and un- 
duly prejudicial to the extent that they exceeded the contem- 
poraneous rates on the same commodity when shipped in coils 
(that is, on rods). Thereafter, by schedules filed to become 
effective December 10, 1927, and later dates, the carriers pro- 
posed to increase the rates on the rods to the manufactured 
iron and steel basis not only between the points involved in 
the Standard case, but from and to all producing and consum- 
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ing points in Official Classification territory. They were sus. 
pended in the suspension case in which this report is written, 
A representative of the Illinois Commerce Commission also 
sat with the federal body’s examiner under the co-operative 
plan. 

Examiner Fuller described the manufacturing operation at 
considerable length as a background for his proposal. He said 
the carriers had never been reconciled to the prior decision, 
and in many instances were continuing to apply the manufac. 
tured iron and steel rate to rods, particularly on the hexagonal, 
and rectangular materials in coils. With a view to avoiding 
a controversy, the protesting iron and steel manufacturers pro- 
posed a tariff description of rods which the examiner said 
would have been satisfactory to the carriers if it could be 
restricted to round materials made in a rod mill. They feared, 
however, that if it were not so restricted, increasing quantities 
of steel would be made in the form of coils instead of straight 
lengths thereby depleting their revenues because rods are 
raw materials. The carriers feared that manufacturers would 
coil materials that were not intended for further manufacture 
with a view to obtaining the lower rates the carriers admitted 
should be applied on raw materials. The examiner said that 
rods were one hundred per cent raw material, while bars were 
used only to a small extent in the manufacture of other prod: 
ucts. The value of the transportation service, in connection 
with bars, he said, was much greater than in connection with 
rods because of the latter’s relatively unfinished state and high 
content of imperfect material. He said that bars and rods 
could be said to be competitive commodities only with respect 
to about 1 per cent of the total. production. 

The troublesome part in these cases was to find a place 
for drawing a line between the admittedly altogether raw mate- 
rials and the bars which were raw materials to a much smaller 
extent. In disposing of the case, Examiner Fuller said: 


The line between the various iron and steel products must be 
drawn somewhere or the groupings abandoned. In the light of the 
more complete record now before the Commission it is clear that 
the maintenance of the manufactured iron and steel basis on the 
bars and of the billet basis on the rods does not result in unjust 
discrimination or undue prejudice as between shippers or receivers 
or descriptions of traffic. The assessing of the manufactured iron 
and steél rates on the rectangular and hexagonal rods shipped by 
complainant in No. 20187 was clearly unlawful. Under the prior 
decisions there is no reasonable ground for dispute as to what ma- 
terial is properly designated as a rod and is entitled to the billet 
rates. Defendants and respondents should govern themselves ac- 
cordingly. They should give favorable consideration to the descrip- 
tion proposed by protestants which appears to be in harmony with 
those decisions and to be so framed as to avoid any possible ground 
for dispute. 

The Commission should (1) find that the proposed increased rates 
on the rods have not been justified and order the cancellation of the 
suspended schedules, (2) find that the rates assailed in the Standard 
cases were and are not unreasonable or otherwise unlawful, and _ dis- 
miss the complaints therein, thereby modifying the. original findings 
and order, 126 I. C. C. 731, and (3) find that the manufactured iron 
and steel rates charged on the shipments covered by Docket No. 
20187 were inapplicable and that the applicable rates were the billet 
rates applying on rods. The Commission should further find that 
complainant in No. 20187 made the shipments as described and paid 
and bore the charges thereon, and was damaged thereby to the 
extent that the charges paid exceeded those that would have accrued 
at the rates herein found applicable, and is entitled to reparation, 
with interest. Complainant in No. 20187 should comply with Rule V 
of the Rules of Practice. 


EXTENSION NOT NEEDED 
Examiner Ralph R. Molster, in finance No. 6569, proposed 
extension of Alabama & Western Florida Railroad, has recom- 
mended that the Commission find that the present and future 
public convenience and necessity do not require the extension 
of the applicant’s line from Chipley to Graceville, in Washington 
and Jackson counties, Fla. 


CHANGES IN DOCKET 


Hearing in I. and S. No. 3028, clean rice and rice flour from 
points in Louisiana and Texas to south Atlantic ports, assigned 
for May 22, at Houston, Tex., before Examiner Brown, was 
canceled. 

Hearing in I. and S. No. 3076, apples from Kansas and 
Missouri to points in Iowa, Minnesota and South Dakota, as- 


signed for May 23, at Sioux Falls, S. D., before Examiner Fuller,. 


was canceled. 

Hearing in docket 19113, Galesburg Horse & Mule Company 
and others against the C. & N. W. and others, set for May 22, at 
Chicago, before Examiner Kerwin, was canceled. 

Argument in No. 18034, Chesapeake & Ohio Ry. et al. Vs. 
A. C. R. R. et al., assigned for May 25, at Washington, D. C., 
was postponed to a date to be hereafter fixed. 

Hearing in No. 15296, Harding Glass Co. vs. A. T. & S. F. 
Ry. et al., and I. and S. 2899, window glass and rough rolled 
glass from, to and between points in the southwest, assigned 
for May 25, at Austin, Tex., before Examiner Brown, was cal- 
celed. 

Further hearing in No. 17524, John A. Whittemore’s Sons 
et al. vs. N. Y. N. H. & H. R. R. et al., assigned for May 22, at 
Boston, Mass., before Examiner Griffin, was canceled. 

Hearing in finance docket 5897, set for Washington, D. C. 
May 25, was postponed to July 16, 


of tl 
6114 
shar 
not 

quot 
miss 


acco 
appl 
othe 


by t 
acql 
to 1 
issu 
stoc 
of t 


tati 
pro) 


dire 


the 





21 


us- 
en, 
Iso 
ive 


at 
aid 
on, 
ac- 
al, 
ing 
TO- 
aid 


ed, 
ies 
sht 
ure 
uld 
Ire 
ted 
nat 
are 


ion 
ith 
igh 
ds 
act 


ice 
te- 
ler 


the 
hat 
the 
ust 
ers 
ron 


‘ior 
na- 
let 
C~ 
ip- 
ith 
ind 


tes 
the 
ard 
lis- 
1gs 
ron 


let 
nat 
aid 
the 
1ed 
on, 

Vv 


ed 
m- 
ire 
on 
on 


om 
ed 
as 


nd 
as- 
er,, 
ny 


vs. 
C., 


ed 
ed 
un- 


ns 


C., 


May 26, 1928 


VAN SWERINGEN PLAN DECISION 


In authorizing the Chesapeake & Ohio to acquire control 
of the Pere marquette, in its decision in Finance Nos. 6113 and 
6114, the Commission imposed the condition that additional 
shares of Pere Marquette common stock be bought at a price of 
not to exceed $110 a share. Pere Marquette common stock was 
quoted at $146 a share on the stock market the day the Com- 
mission made its decision public—on the afternoon of May -18. 

The Commission said if the C. & O. found it was unable to 
accomplish the purchase of stock on the terms fixed, it could 
apply the proceeds from the C. & O. stock issue authorized to 
other purposes. 

Acquisition by the C. & O. of control of the Pere Marquette 
by the purchase of capital stock was authorized but the proposed 
acquisition by the C. & O. of control of the Erie was found not 
to be in the public interest. The C. & O. was authorized to 
issue not exceeding $20,000,000, par value, of common capital 
stock, to be used in connection with the acquisition of control 
of the Pere Marquette or for other stated purposes. 

The Commission said no specific objection from a transpor- 
tation standpoint had been presented to it with respect to the 
proposed control of the Pere Marquette. Such control, it said, 
would in effect extend the applicant’s territory in a northerly 
direction, embracing a large part of the state of Michigan, where 
a considerable amount of Chesapeake & Ohio coal was consumed, 
and would afford the applicant a direct route to lake ferries 
making connection with northwestern systems. Continuing, 
the Commission said: 


There would be created an enlargement of the extension already 
accomplished by the applicant’s control of the Hocking Valley through 
its ownership of 80 per cent of that company’s stock. There is no 
substantial competition between the Chesapeake & Ohio and the Pere 
Marqutte; on the contrary, the supplemental nature of their trans- 
portation functions is evident. Regarded as a single system, the 
Chesapeake & Ohio, Hocking Valley and Pere Marquette would 
operate in competition with the Pennsylvania, New York Central, 
and, to a considerable extent, with the Baltimore & Ohio, between 
the Atlantic seaboard on the east and the Great Lakes and Michigan 
points on the’ west. It has been argued in this and other proceedings 
that the great coal-producing roads should be kept separate for inde- 
pendent operation, to the end that this basic commodity may move 
freely to all connections, but we are of the opinion that no restriction 
on its coal distribution would result from the-applicant’s control of 
the Pere Marquette. In addition to maintaining all existing outlets 
and connections, the applicant would be in position to transport its 
coal more directly and efficiently to a territory where much of that 
coal is now marketed, and to connections which it does not at present 
reach by its own lines. Both the Chesapeake & Ohio and the Pere 
Marquette are opens on a sound dividend-paying basis. Through 
increased interchange of traffic and economies in operation, made 
possible by rearrangement of facilities under common management, 
both carriers should profit by the arrangement. We are convinced 
that as regards the Pere Marquette, the proposal is sound from a 
transportation standpoint. 


We are unable to find that the proposal to control the Erie is to 
the same extent free from criticism. The applicant has not demon- 
strated a necessity for control of the Erie because: of lack of outlet 
for its coal traffic. It has not shown the extent of demand for its 
coal at points on the Erie not reached by its own lines, nor has it 
established the merits of the proposal to utilize the Erie’s route be- 
tween Marion and Chicago for a. portion of its west bound business, 
except to the extent that the Hocking Valley and Erie would benefit 
thereby. If this route possesses. manifest advantages to the Chesa- 
peake & Ohio and Erie there should be no obstacle to the making 
of a joint trackage agreement by them to provide for the operation 
here proposed. Such an agreement might well assist the movement 
of westbound coal, pending the desirable betterment of the Chicago 
division of the Chesapeak & Ohio. The applicant used the tracks of 
the Norfolk & Western between Gregg and Valley Crossing for many 
years until it became necessary to develop its own facilities between 
those points. There is no assurance that the applicant would be able 
to change the routing of more of its coal than now moves over the 
Chicago division. The testimony is that while formerly the routing 
of coal was left very largely to the carriers, there has been an in- 
creasing diversion resulting from solicitation and that at present 
about one-half of the applicant’s coal traffic is routed by shippers. 
With the maintenance of existing routes, therefore, it cannot reason- 
ably be expected that the applicant could reassume its former control 
of the movement of its coal. It may also be doubted that the ap- 
Plicant would be able through solicitation to increase the movement 
of high-class traffic over its Chicago division adequately to replace 
the loss of coal tonnage. Were it possible to do this, the advantage 
could be equally realized whether the coal traffic be diverted as the 
result of corporate control or as the result of a trackage agreement. 
The diversion of eastbound business from the port of New York to 
the port of Hampton Roads is also most uncertain. All of the pro- 
jected routes which proponents of the plan contend would_be con- 
verted from ‘‘tariff routes’ to ‘‘service’’ routes are in existence today 
and are capable of development. The record offers little to show that 
the proposed control would affect in any way the large mileage of the 
Erie system east of Meadville, Pa. tc 

We do not consider that the relationship of the Chesapeake & 
Ohio and the Erie is complementary or supplementry. The Erie con- 
stitutes an east-and-west connection in contrast with the northerly 
extension provided by the Pere Marquette. The Chesapeake-Hocking 
lines reaching from the seaboard to Lake Erie make contact with 
practically every important trunk line in eastern and central territory 
and are thus in position to distribute their coal both east and west 
Over many connecting lines. Control of the Erie by the applicant 
would tend to disturb this structure and to disrupt existing channels 
of traffic to a much greater extent than would its control of the 
Pere Marquette. To effect the proposed transportation alliance 
through the acquisition of a majority of the Erie’s capital stock would 
involve a large additional expenditure. 

A further objection to the present acquisition of control of the 
Erie by the applicant is found in the fact that it would constitute 
Practically an allocation of an important New York-Chicago trunk 
line in advance of the adoption of any general plan for the formation 
of competitive systems in eastern territory. Although it may be said 
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that the acquisition of control through the holding of capital stock 
would not be such a consolidation as would necessarily be permanent, 
there is no exigency in the affairs of either the Chesapeake & Ohio 
or the Erie which requires action at this time. Control of Buffalo, 
Rochester & Pittsburgh Ry. by Delaware & Hudson Co., 131 I. C. C. 
750, decided December 13, 1927. 

As we said in our report in Control of Virginian Ry., 117 I. C. C. 
67, and have repeated in other proceedings, a clear showing of public 
gain must be made in order adequately to support an affirmative 
finding in cases of proposed control. We are unable to find such 


—* in this record so far as it relates to proposed control of the 
rie. 


The Commission said the minority committee of the C. & O. 
had asked it to deny the applications on the ground that the 
proposal was a great speculative enterprise rather than a trans- 
portation development. It said that in dealing with the questions 
raised by the minority, “we must confine ourselves to the essen- 
trial requirements imposed by the act. Management, per se, 
fone not come within our province.” Continuing, the Commission 
said: 


The evidence showing personal and corporation profits, use of 
company credit and control, and factors of similar character has 
received attention in the degree which these matters have a bearing 
upon the public interest in the plan immediately before us. Not all 
of the transactions leading to the proposed acquisition of control 
may be acceptéd as necessary, or as justified by the results to be 
attained, nor can they be rectified by conditions attached to our 
order. The operations of subsidiary companies, notably the Special 
Investment Corporation organized by the Nickel Plate and the Vir- 
ginia Transportation Corporation by the Chesapeake & Ohio, which, 
in effect, pledge carrier assets and incur obligations for the carrier, 
are of a nature to raise grave doubts as to their legality in view of 
the provisions of section 20a. Again, the sale of securities to the 
applicant by the chairman of its board and by other directors could 
have been done legitimately only when all the conditions as to orig- 
inal cost, etc., were made known, and we consider it to have. been 
the duty of those directors, in the fiduciary relationship to the com- 
pany which they occupied, to stipulate that no personal profit accrue 
to them in the transactions. 

Among the acts less intimately connected with this case we find 
the distribution of stock of the Chesapeake Corporation among the 
common stockholders of the Nickel Plate in consideration of the 
transfer of certain Chesapeake & Ohio stock which had heretofore 
been purchased by the Nickel Plate with its treasury assets, including 
the proceeds of a large issue of its refunding mortgage bonds. The 
Chesapeake Corporation was organized in May, 1927, in the state of 
Maryland, with O. P. Van Sweringen as president. It acquired 345,- 
000 shares of Chesapeake & Ohio common stock originally purchased 
by the Nickel Plate and its subsidiary the Special Investment Corpo- 
ration, and 255,000 shares originally purchased by the Vaness Com- 
pany. The total comprises a majority of the outstanding stock of 
the applicant. An indebtedness of $67.50 per share, carried by the 
600,000 shares when they were transferred, has been provided for 
by the issuance of $48,000,000 face amount of Chesapeake Corporation 
20-year 5 per cent collateral trust bonds, secured by pledge of the 
600,000 shares of stock. As a consideration for this stock the Chesa- 
peake Corporation issued its capital stock ratably to the common 
shareholders of the Nickel Plate and of the General Securities Corpo- 
ration, the latter representing the Vaness Company. As the Vaness 
Company holds a majority of the Nickel Plate’s voting stock, and as 
a majority of its stock is in turn owned by O. P. and M. J. Van 
Sweringen, these persons hold control of the Chesapeake & Ohio by 
their direct and indirect ownership in stock of the Chesapeake Corpo- 
ration. It follows that the plan as contemplated would extend this 
jurisdiction to the Erie and Pere Marquette. As a matter of fact, 
the aggregate of Erie stocks now owned by the applicant and by the 
Vaness Company constitutes virtual control of that system. 

Financial manipulation of great railroad properties as an accom- 
paniment of acquisition or consolidation under the law should not be 
tolerated. Unification of existing lines should have its inception 
primarily in the traffic and transportation conditions of the territory 
served. If the regulation.of railroads, with especial reference to their 
unification and capitalization,. can be effectively and justly admin- 
istered under the acts passed by Congress for that purpose, these 
projects should be so controlled and governed as.to be made pro- 
ductive of large benefits in transportation. ... 

The applicant is authorized to issue not to exceed 200,000 shares 
of its common stock for the purpose of providing funds to (1) dis- 
charge the indebtedness upon, and acquire, 16,600 shares of Pere 
Marquette stocks of three classes now held by the Virginian Trans- 
portation Corporation; (2) acquire 36,500 shares of Pere Marquette 
common stock from the Vaness Company at the-cost of such stock 
to that company, namely, $2,522,881; and (3) acquire such other shares 
of Pere Marquette common stock as may be obtained at a price not 
to exceed $110 per share, or such prior preference or preferred stock 
as may be obtainable at a price not to exceed $100 per share. The 
expenditure of the proceeds under these terms will not acquire a 
majority stock interest in the Pere Marquette, but the applicant may, 
if found necessary, submit a supplemental application for authority 
to issue additional stock for that purpose. A period of one year 
from the date of our order is allowed for the carrying out of this 
program. The applicant may, however, if it sees fit, in the event 
it finds that it is unable to accomplish the purchases of Pere Mar- 
quette stock on the terms herein fixed, apply the proceeds, or such 
part thereof as may be required, to the discharge of its interest- 
bearing obligations, or to expenditures chargeable to capital account 
and not previously capitalized... . 

We are of the opinion that the privilege proposed to be extended 
to registered holders of the applicant’s stock to purchase the new 
stock at par and in an amount equal to 50 per cent of the par amount 
of their present holdings would result in — <4 | an unnecessary 
financial burden upon the applicant company. The fact that a corpo- 
ration engaged in transportation has capitalizable assets in sufficient 
amount to support an increase in securities does not, in itself, justify 
such increase and the prospect of increased earnings, the improve- 
ment in ratio of stock to funded debt, and other considerations which 
may favor the proposal, are not to be taken as controlling factors. 
The necessity for the proposed issue must be demonstrated and the 
terms upon which it is to be sold must be found reasonable. With 
full respect to the rights of the applicant’s stockholders to receive 
substantial benefits from the prosperity of the road, we do not believe 
that the offering of additional stock to them on the basis proposed 
would be consistent with the public interest. As a further condition, 
the additional common stock now authorized to be issued shall be 
offered to holders of common capital stock, pro rata, at $150 per 
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share, to the extent of one share of additional stock for each six 
shares of their respective holdings as registered upon the transfer 
books of the applicant on a date hereafter to be determined by the 
applicant’s board of directors. Such portion of the issue as may not be 
so disposed of shall be sold for cash at not less than $150 per share. 


With reference to the short line question, the Commission 
said that, in view of the statement that the proposal was a 
step toward unification, “it is urged that the applicant initiate 
an investigation of all the lesser lines of railroad which main- 
tain direct traffic relations with its own lines or those of the 
Pere Marquette to the end that a final and equitable disposition 
of them may be expedited.” Continuing, it said: 


With respect to short lines, and all other rail connections, it is 
understood that, so far as lies within the power of the applicant, 
existing routes and channels of trade and commerce heretofore estab- 
lished by other carriers in connection with the Chesapeake & Ohio 
or the Pere Marquette will be preserved, and existing gateways for 
the interchange of traffic with all other carriers will be maintained. 


Commissioner Porter, concurring in part, would have gone 
further and authorized the C. & O. to acquire control of the 
Erie. He took the position that “the scheme here proposed is 
at least a step looking in the direction of carrying out the 
mandate of Congress which it is our duty faithfully to execute.” 

Chairman Campbell dissented from the conclusions of the 
majority that acquisition by the C. & O. of control of the Pere 
Marquette would be of advantage to the public. He said the 
report was not convincing that such advantage had been shown. 

Commissioner Eastman dissented as to the affirmative find- 
ing of the majority. 

“So far as economy and efficiency of transportation are 
concerned,” said he, “it has not, I think, been shown that the 
public interest has anything to gain from the Pere Marquette 
acquisition here proposed.” 

Mr. Eastman said the Pere Marquette was a prosperous rail- 
road in no need of financial help and apparently well and ably 
managed. 

“Aside from any direct and immediate transportation effect, 
will public benefit be derived from placing this road in the 
hands of the .interests which now dominate the Nickel Plate 
and the Chesapeake & Ohio?” asked he. “It seems to me that 
harm rather than benefit is likely to result. The policies and 
practices of these interests in many important respects have 
not been such as to inspire public confidence, and were the 
occasion for sharp criticism in the Nickel Plate unification case.” 

Commissioner Eastman spoke of “questionable transactions” 
and a “maze of dummy corporations.” He said it was reason- 
ably clear that the dummy corporations had been used for at 
least two interrelated purposes—to facilitate “shoe-string” finan- 
cial operations on a very large scale and to escape supervision 
by the Commission: Continuing, he said: 


That this sort of thing is in the public interest or ought to be 
encouraged I can not believe. Nor is the method of bringing about 
railroad unifications by operations in a stock market fevered by such 
operations or the prospect of them for the general good, however 
profitable it may be to individual operators. The result is to divert 
the credit of railroad companies, which ought to be conserved for 
transportation purposes, to the ends of speculation and private profit. 
The unifications which this method is likely to accomplish are those 
which offer the greatest opportunity for speculative profit rather than 
those which offer the greatest opportunity for transportation advan- 
tage. The consolidations which the country needs are more apt to 
be those which offer so much prospect of mutual benefit that they 
can be agreed upon by direct negotiations of boards of railroad direc- 
tors and accomplished through exchange of shares without prior 
speculative operations. 

This suggests another point. These applications and our action 
upon them have many of the characteristics of stage thunder. In the 
Nickel Plate Unification Case we were asked to approve a union of 
the Nickel Plate, Chesapeake & Ohio, Erie, and Pere Marquette. We 
refused to approve it. We are now asked to approve a union of the 
Chesapeake & Ohio} Erie, and Pere Marquette, and the Nickel Plate 
has apparently disappeared from the picture. In reality, however, 
the Nickel Plate and the Chesapeake & Ohio are now certainly under 
common control, the Erie is probably under the same control, and 
perhaps the Pere Marquette. This situation will continue after our 
action here, unless something is done about it. That the Nickel 
Plate, Chesapeake & Ohio, and Erie are all in active competition is 
plain. The common control of these three properties should be con- 
sidered in a Clayton act proceeding. 


Commissioner Woodlock, dissenting in part, said: 


I have cast _no vote and express no opinion upon the question of 
acquisition of Erie and Pere Marquette stock by the Chesapeake & 
Ohio. I dissent, however, from the denial of the latter’s application 
to issue stock to its stockholders at par. 

The power of directors to determine what dividends shall be paid 
on a corporation’s stock is as nearly plenary as any power can now- 
adays be. Its exercise is one of the most essential functions of man- 
agement and has been uniformly so treated by the courts. Stock 
“rights,’”’ as they are commonly termed in the financial district, are 
by their nature the same thing as dividends and directors have the 
same power with respect thereto. If a company has need for capital 
and if its directors determine to raise it by sale of new common stock 
to stockholders pro rata they have the right to determine at what 
price stockholders shall have opportunity to subscribe thereto. The 
matter is one which concerns stockholders alone. As the law stands 
no question of ‘‘public interest’’ arises. The price at which the new 
stock is sold does not affect rates or service nor, obviously, does it 
affect the solvency of the company. It is a matter of intro-corpora- 
tion policy pure and simple, and with such a matter we have no 


legitimate concern. We have stated more than once that regulation ‘ 


and management are two different things and that the law has not 
made us managers of the carriers. To the extent that we arrogate 
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to ourselves the powers of management we are sabotaging the law 
that it is our duty to administer, and I can not readily imagine a 
greater offense by us against the real “‘public interest’ than this. 


CHICAGO SWITCHING RATES 


Hearing in docket 19610, switching rates in the Chicago 
switching district, and the cases joined with it, which began 
at Chicago, May 15, before Commissioner Campbell, Examiners 
Faul and Wilbur, and B. T. Elmore, statistical analyst for the 
Commission, was adjourned May 22, to a date in September, 
later to be determined, at Chicago. E. F. Sauer, special agent 
of the Pennsylvania, who presented the principal carrier testi- 
mony with respect to the cost study and its results, and G. W. 
Oliver, who analyzed the study for the shippers, were not cross- 
examined. At the suggestion of the commissioner conferences 
are to be held between representatives of the shippers, carriers, 
and the Illinois commission on disputed points in connection 
with the study for the purpose of reaching agreement wherever 
possible, that the matters of difference may be clearly defined 
when they are presented at the next hearing. 

A large number of shipper representatives appeared to 
present facts surrounding the traffic of their individual con- 
cerns and the effect of allowance of the proposed increases. 
Two points stressed by them wefe that higher switching costs 
would divert tonnage to truck and water transportation and 
that prejudice would result from increases of rates applicable 
within the district as against no changes in rates applicable to 
movements into the district from outside. 

C. W. Galligan, chairman of the Illinois Freight Association, 
reaffirmed his statement that it was the intention of the car- 
riers to bring all rates lower than the Lowrey basis to that 
basis and, he said, such rates as were higher were to be in- 
creased proportionately to the increases asked in the rates 
applicable to the traffic embraced in the Lowrey agreement. 
That would be done, he said, except where individual carriers 
made exceptions for application to movement via their own lines. 

In that connection, F. C. Furry, assistant general freight 
agent, Illinois Central, introduced two exhibits showing excep- 
tions his road wished to make. They principally covered the 
movement of tar and mill refuse. ; 

An allegation of discrimination against switch movement of 
grain in the Chicago district, on which a charge was assessed, 
as against no charge on similar movements made as a part of 
a transit operation and practices of absorbing charges for cross- 
town switch movements at various other points, was urged by 
several witnesses as one reason why no increases should be 
allowed on such traffic. Questions directed to the witnesses by 
Commissioner Campbell developed that it was their view that 
the proposed increases did not create the discrimination, but 
only further aggravated it, the existence of any charge con- 
stituting the discrimination. In response to questions from the 
commissioner, when the matter first came up, shipper repre- 
sentatives said they did not wish to urge that the Commission 
decide the fundamental question as to the existence of discrim- 
ination in this proceeding, but only asked that it be considered 
as one of the factors involved in determining the reasonableness 
of the rates to apply. At present grain is excepted from the 
a basis of rates and pays a per car charge to the individual 

nes. . 

J. S. Brown, of the Chicago Board of Trade, who came to the 
stand later, contended that the question of discrimination should 
receive the notice of the Commission, entirely apart from the 
level of the rates assessed. He opposed the application of the 
general Lowrey basis, saying that he believed the carriers were 
eliminating the exceptions out of a spirit of desperation in an 
attempt to sustain what they had already done. The higher that 
general basis went, he held, the more reason there was for excep- 
tions to it. 

H. G. Brown, traffic manager of the Illinois Brick Company, 
said the increases proposed would, if allowed, cost his company 
$90,000 a year. His company would certainly increase its use 
of trucks if the higher rates went into effect, he said. He 
introduced exhibits showing the actual movement of traffic 
shipped by his company and breaking up the movement for the 
purpose of showing that, with reference to car detention, more 
time was consumed by the railroads, over and above the time 
cars were actually en route, than by his company. He also 
contended that it was improper for the carriers to figure costs 
on the basis of a number of competitive routes. He held that 
competitive routes should meet rates set by short line routes 
on a rate set for the short line route. 

A. A. Adams, traffic manager of the Edward Hines Lumber 
Company and associated industries, speaking for the Chicago 
Retail Lumber Dealers’ Association, said there was at present 
quite extensive use of trucks for transporting lumber within the 
district and that would be -greatly increased if the rates were 
increased. He said lumber receipts at Chicago in 1926 amounted 
to 224,891 cars. On a large part of that there was no switching 
charge, above the line haul charge, he said, as it was sold in 
transit or after arrival. Approximately 80 per cent of the lumber 
used in Chicago moved by truck at one time or another before 
it reached the ultimate consumer, he said. There would not 
only be an increase in trucking, he said, if the proposed in- 
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creases were allowed, but the number of transit cars would 
increase, 

Among others who testified were R. I. Pierce, Chicago 
Heights Association of Commerce; F. H. Rutherford, terminal 
superintendent, C. & E. I.; H. W. Robertson, assistant traffic 
manager, Sinclair Refining Company; J. D. Forest, assistant to 
the president, By-Products Coke Corporation; C. A. Shank, 
traffic manager, National Brick Company; C. D. Miller, traffic 
manager, American Maize Products Company; J. W. Brown, 
Grasselli Chemical Company; W. J. Womer, traffic manager, 
Consumers’ Company; E. L. Maynard, traffic manager, Brownell 
Improvement Company; John W. Bingham, traffic manager, Corn 
Products Refining Company; R. E. Riley, traffic director, Chicago 
Brick Company, and F. A. Meyers, Illinois Central. 


HOCH-SMITH LIVE STOCK 


Hearing in docket 17000, part 9, live stock, western district 
rates, at Chicago, before Examiners Stiles and Parker, was con- 
cluded May 24. The Chicago hearing was the last. It was 
announced that briefs are due August 14. The last week was 
almost entirely devoted to rebuttal testimony from the carriers. 
There were only four witnesses, other than representatives of 
the carriers. They were Herman Mueller, traffic director, St. 
Paul Association of Public and Business Affairs; George H. 
Damsel, president of the St. Joseph Live Stock Exchange; J. H. 
Tedrow, traffic commissioner, Kansas City Chamber of Com- 
merce; and L. M. Pexton, traffic manager, Denver Union Stock 
Yards. 

Mr. Mueller told of the importance of the St. Paul market 
and the competition there. He said there were 114 small pack- 
ers and 91 dealers and order buyers who bought there, other 
than the five big packers. 

Mr. Damsel’s testimony was in rebuttal of that introduced in 
behalf of the Chicago market, which, he said, minimized the 
importance of the Missouri River markets. He contended that 
the Chicago market was not the dominant factor in making 
prices, but that they were determined directly as a result of 
the supply of live stock and the price the packer could set for 
his product. 

Similar testimony and testimony for the purpose of show- 
ing that handling of the live stock into the western markets was 
as economical as into the Chicago market was introduced by 
Mr. Tedrow and Mr. Pexton. 

Cc. F. Balch, statistician for the C. & N. W., presented the 
first of the carrier rebuttal May 19. He criticized the use of 
carrier figures assigning revenues and expenses by states by 
representatives of the state commissions, pointing out rea- 
sons such figures would be untrustworthy and would not give 
the results intended. One of the points he made in that con- 
nection was that Wisconsin, Iowa, Minnesota, and the portion 
of South Dakota east of the Missouri River were supplied 
with coal from Illinois mines and the cost of transporting the 
coal was charged to the state through which the movement took 
place, rather than the one that used the coal. Illustrating that, 
he called attention to the fact that, in supplying the carriers 
in South Dakota, the principal part of the haul was across 
Illinois and Iowa and the expense of that transportation was 
assigned to them. He also introduced an exhibit showing 
charges paid to other roads by the C.-& N. W. for switching 
services in the Chicago switching district, all of which were 
apportioned to Illinois in the figures used by state commission 
representatives as a basis for setting up costs in their states. 
A proper distribution of those switching charges would, for 
illustration, assign more than $130,000 to South Dakota, he said. 
On the basis of the so-called Lorenz cost formula, introduced 
in the Western Trunk Line class rate case and the general 
investigation of grain rates in western territory, he set up a 
scale for application to live stock traffic. The result was rates 
somewhat higher than those proposed by the carriers. It was 
explained that the carriers were not approving the Lorenz 
formula, but were using it only as a basis for comparison. 

R. W. Fletcher, auditor of miscellaneous accounts of the 
Burlington, introduced testimony specifically in rebuttal of that 
of U. G. Powell, of the Nebraska commission. Mr. Powell had 
introduced a scale of rates that, he said, was based on costs. 
Mr. Fletcher adjusted his scale to include certain “omissions” 
which, he said, Mr. Powell admitted having made. Mr. Powell’s 
scale showed a rate of 29.3 cents at 500 miles, as against a rate 
of 43.9 cents on the scale as adjusted by Mr. Fletcher. Mr. 
Powell had not included anything for return on investment or 
for bedding and his figures were based, on only 1% terminal 
Services, according to Mr. Fletcher. He also introduced testi- 
mony with respect to the operation of stock yards and the 
charges for feeding and other services for the purpose of show- 
ing that they were not a source of any considerable revenue 
to the carriers and did not produce profits that might be credited 
against low long-haul rates, as had been contended. 

A detailed criticism of the cost study and yard-stick scale 
introduced by L. R. Bitney, statistician for the Minnesota com- 
mission, was introduced by V. P. Turnburke, general auditor, 
Great Northern. He said that, in the grain case, Mr. Bitney 
had shown that the per cent of empty to loaded movement on 
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live stock cars was 91 per cent, while in the live stock case 
he had used a figure of 84 per cent. He also contended that 
Mr. Bitney had used improper terminal costs, that his figuers 
for the average tare weight of cars was 20 per cent too low, 
and made numerous other criticisms. * For the average haul on 
cattle and calves of 327 miles, Mr. Bitney showed a cost of 30.1 
cents a hundred pounds. On the basis of adjustments, which 
Mr. Turnburke said should be made, that was increased to 41.2 
cents. The proposed rate for that distance is 35.3 cents. 

L. E. Wettling, manager of the statistical bureau, western 
lines, said that, despite the fact that the net return of the car- 
riers in the western district for the first three months of this 
year was better than that of the same three months last year, 
the earnings in the year ended March 31, 1928, were approxi- 
mately 40 million dollars less than in the year ending March 
31, 1927. With reference to testimony introduced by O. W. 
Sandberg, director of traffic of the American Farm Bureau, to 
the effect that the carriers’ expenditures for maintenance of 
property and for additions and betterments had been very heavy 
in recent years, Mr. Wettling said Mr. Sandberg had not taken 
into account increases in traffic between the periods compared 
and other facts that should be considered. There had been an 
increase of 31 per cent in locomotive tractive power, 38 per cent 
in the freight car miles, and 3.5 per cent in the locomotive miles 
between the two periods compared, he said. Those facts all had 
a direct bearing on expenditures for maintenance, he said, and 
more than wiped out the “excess maintenance” Mr. Sandberg 
had shown. 

Testimony was also introduced by F. G. Gurley, C. B. & Q.; 
C. K. Smith, assistant engineer, Union Pacific, Omaha; W. M. 
Jeffers, general manager, Union Pacific; R. G. Waggener, Texas 
& Pacific; G. A. Hoffelder, assistant general freight agent, C. 
B. & Q.; A. F. Cleveland, assistant freight traffic manager, C. & 
N. W.; E. Rigg, assistant general freight agent, Rock Island, 
and R. E. Smith, assistant general freight agent, Northern 
Pacific. 


HOCH-SMITH FURNITURE 


Shipper testimony in the hearing in docket 17000, part 5, 
furniture, at Chicago before Examiner Barclay was completed 
this week and the carriers began the presentation of additional 
testimony the afternoon of May 24. The Chicago hearing ‘is 
expected to terminate the middle of next week. Additional 
testimony was introduced with respect to reed and fibre furni- 
ture and a series of witnesses appeared with respect to the 
adjustment on kitchen and dining room furniture, as well as 
other articles and from individual localities. 

B. L. Davies, general manager, Michigan Seating Company, 
Jackson, Mich., contended that the weights of the chairs man- 
ufactured by his company, as shown under the formula pre- 
scribed by the carriers, should be increased a third to represent 
the true weight as shipped. Weights and values of reed and 
fibre furniture have materially increased in recent years, due 
to more solid weaving, sturdier frames, additional bracing, and 
other matters, he said. The same facts that brought about 
increased weight, and changed methods of packing, he held, 
had made it less liable to damage. His company shipped fur- 
niture valued at more than 1% million dollars in 1927, he said, 
and placed claims for only $688.14. He said reed and fibre 
furniture could be matched piece for piece with wood furniture 
and that it should have the same ratings as applied to wood 
furniture. Transportation cost had steadily become a larger 
per cent of the value of the shipments in recent years, he 
said, and, as a result, the territory to which shipments could 
be made in less-carload lots had been greatly restricted. 


F, A. Bunnell, traffic manager of the Ypsilanti Reed Fur- 
niture Company, Iona, Mich., said he stood on the recommenda- 
tion of the furniture conference of twice first class, for less- 
carload shipments of reed and fibre furniture, when crated, as 
a maximum, crated or uncrated. The conference found no 
substantial difference between it and wood furniture, he said. 
The carriers’ proposal is for three times first class on reed and 
fibre furniture when wrapped. He held that the figures with 
reference to the weights, values, and other transportation 
characteristics of the two classes of furniture showed conclu- 
sively that they should have the same treatment. 


A vigorous protest against the cancellation of commodity 
rates to the Twin Cities and Duluth was made by Herman 
Mueller, traffic director of the St. Paul Association of Public 
and Business Affairs. He spoke in behalf of Minneapolis and 
Duluth interests, as well as those at St. Paul. The Twin 
Cities were important jobbing centers for the northwest, he 
said, and, if the commodity rates from the furniture producing 
points were canceled, it would no longer be possible to dis- 
tribute from there. The movement would be direct from the 
producing points to the consuming territory, he contended. 

L. E. Muntwyler, general traffic manager of Montgomery 
Ward and Company, and chairman of the classification com- 
mittee of the National Furniture Traffic Conference, introduced 
an exhibit showing the pieces of furniture used by his com- 
mittee in arriving at weights and values, which he had previ- 
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ously introduced, and facts as to shipments of his company in 
support of his contention that loss and damage was low. The 
average claim a car on 2,081 carloads, he testified, was $2.32. 

W. G. Himmelwright, secretary and general manager of 
the McDougal Company, Frankfort, Ind., testified in behalf of 
the kitchen cabinet industry of Indiana, generally. He said 
90 per cent of the production of kitchen cabinets of the country 
came from Indiana. The total investment of the nine largest 
plants was approximately seven million dollars,’ he said. Dis- 
tribution of their product had been greatly restricted because 
of high freight rates in recent years, he said. His own com- 
pany, he said, used to distribute in forty-two states but only 
reached twenty at present. A great deal of the distribution 
to local territory was done by trucks, he said. lLess-carload 
lots were sent by truck as far as Pittsburgh, Penn., 350 miles, 
according to his testimony. If it was possible to accumulate 
a carload for Pittsburgh, it was sent by rail, he said, but 
otherwise by truck. He enumerated a large number of disad- 
vantages connected with the use of trucks but compensated 
for by the lower cost,-according to his testimony. 

Testimony along the same lines was introduced by C. V. 
Wake, traffic manager of the Hoosier Manufacturing Company, 
Newcastle, Ind. He also dealt with mixing privileges applicable 
to breakfast room and kitchen furniture, contending that the 
same rules should apply in Official Territory as apply in West- 
ern and Southern Classification territories. 

Additional testimony with respect to the kitchen cabinet 
industry and dining room and bed room furniture was intro- 
duced by Guy Burnett, general traffic manager, Showers Broth- 
ers Company and Nurre Companies, Bloomington, Ind. His 
company was, reputedly, the largest manufacturer of such 
goods in the country, he said. He particularly stressed the 
depressed condition of the kitchen cabinet industry and the 
high percentage relation of transportation cost to the value of 
the product. As an illustration of the latter, he showed that 
the less-carload cost for a shipment of cabinets from Blooming- 
ton to Boston was $6.71 and to New Orleans $9.05. The manu- 
factured cabinet. was largely being replaced by built in fea- 
tures supplied by local mill working plants and planing mills, 
he testified. A preponderance of the movement of his com- 
pany’s product was on commodity rates, according to him. 

H. W. Chapman, traffic commissioner of the Jamestown 
(N. Y.) Chamber of Commerce, testified in behalf. of the manu- 
facturers of wood and metal furniture at numerous points in 
his state. The invéstment in the furniture industry at James- 
town was in excess of twenty million dollars, according to his 
figures. On the basis of results obtained from answers to 
questionnaires received from 45 manufacturers represented by 
him, he said the average rule of a car of furniture was $2,599, 
the average freight rate, $130.07, and the average cost of crat- 
ing $151.29, the last two figures representing approximately 
eleven per cent of the value. He introduced exhibits showing 
the cars shipped by the various companies he represented, aver- 
age rates, weights and similar data. 

Because of the unsettled condition of class rates in Eastern 
Trunk Line, Southern, Western Trunk Line, and Southwestern 
territories, J. R. Davy, traffic manager of the Sheboygan Asso- 
ciation of Commerce, asked that permission by granted to 
introduce testimony in behalf of Wisconsin interests at some 
future time. He said the uncertainty of the rates in the vari- 
ous territories named precluded the possibility of making proper 
comparisons for the purpose of the present investigation. 

In connection with testimony introduced by A. P. Kivlin, 
of the freight container bureau of the American Railway Asso- 
ciation, J. C. Bills, counsel for the eastern roads, said it was 
their intention to show that furniture, both carload and less- 
carload, was extremely fragile. The showing will be “ap- 
palling,” he said. 


Others who testified were: E. L. Harpham, assistant com- 

merce counsel, Rockford Furniture Manufacturers’ Association; 
* C. C. Schmuck, traffic manager, Manufacturers’ Traffic Bureau, 
Jasper, Ind.; E. W. Schueltz, traffic manager, The Northfield 
Company; J. C. Keller, commissioner Furniture Manufacturers’ 
Association, Evansville, Ind.; J. C. McCarthy, commissioner, 
Rockford Furniture Manufacturers’ Association; H. H. Wett- 
marshausen, Tell City, Ind.; A. F. Karges, Furniture Manufac- 
turers’ Association, Evansville, Ind.; G. A. Reiman, secretary, 
Crocker Chair Company, Sheboygan, Wis.; R. C. Fyfe, chair- 
man, Western Classification Committee, and L. E. Wettling, 
manager of the statistical bureau, western lines. 


PETITIONS FOR REHEARING, ETC. 


No. 17304, the International Oil Co. et al. vs. Abilene & 
Southern et al. Complainants petition for reopening for re- 
hearing. — 

No. 18511, Southern Roads Co. vs. Galveston, Harrisburg 
& San Antonio et al. Defendants petition for a rehearing and/or 
reopening and reargument. 

No. 17485, Eagle Cotton Oil Co. vs. Southern et al. De- 
fendants petition for reopening, rehearing and reconsideration 
of above-entitled case by entire Commission as well as for a 
postponement of effective date of order. 
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No. 15924, The Grasselli Powder Co. vs. Akron, Canton & 
Youngstown et al. Defendants ask for rehearing. 

No. 17277, John M. Desch vs. Northern Pacific and Southern 
Pacific Co. Complainant asks for reconsideration by entire 
Commission on record as made. 

No. 19086, Columbia Glass Co., et al. vs. Santa Fe et al. 
Complainant’s petition for reconsideration by entire Commission 
on record as made. 

Agents J. E. Johanson and E. B. Boyd have petitioned for 
further postponement of the effective date of fourth section 
order No. 9467, class and commodities from New Orleans and 
Baton Rouge, La., and Mobile, Ala., to Utah common points. 

No. 12901, Willard Coal Co. et al. vs. Eastern Kentucky, 
Director-General, as agent, et al. Andrew W. Mellon, Director- 
General, moves the Commission to amend its supplemental rep- 
aration order of April 9, 1928. 

No. 16369, Portland Traffic & Transportation Assn. et al. vs. 
Oregon-Washington Railroad & Navigation Co. et al. Defendants 
have asked for reargument and reconsideration and for post- 
ponement of effective date of order therein. 

No. 17159 (Sub. No. 3), Southern Kansas Grain and Grain 
Products Assn. vs. Rock Island et al. The Rock Island has 
asked for rehearing and .reargument. 

No. 15082, Capital Grain & Feed Co. et al. vs. Illinois Cen- 
tral et al. Complainant has asked for reconsideration of denial 
of damages. 

No. 18965, Albert Lea Packing Co. vs. Milwaukee et al. 
Defendants have asked for reargument before and reconsidera- 


-tion by entire Commission. 


No. 18820, Chase & Co. vs. Atlantic Coast Line et al. Com- 
plainant has asked for oral argument. 

No. 18025, Old Ben Coal Corp. vs. Alabama & Vicksburg et 
al., William W. Wheelock and W. G. Bierd, receivers of Chi- 
cago & Alton, move that the Commission withdraw proposed 
report of examiner in this proceeding, which also covers No. 
17330 (and Sub. 1), Illinois Coal Traffic Bureau vs. Arkansas 
Valley Interurban et al.; instruct the attorney-examiner to is- 
sue his report, based on record made in the Old Ben case and 
dealing alone with the issues involved in this case; and extend 
date for filing exceptions to report which has already been 
proposed pending disposition of this motion. 

No. 19354, Liberty Cooperage & Lumber Co. vs. Erie et al. 
The complainant petitions for reargument, on shortened pro- 
cedure plan. 

No. 17657, Gulf Coal Co. vs. Virginian et al. The Virginian 
Railway has asked for reopening and argument before the entire 
Commission. 


No. 16148 (and Sub. 1), Sinclair Wyoming Oil Co. vs. Chi- 
cago & North Western et al., and No. 16696 (and Sub. Nos. 1 
and 2), Sinclair Crude Oil Purchasing Co. vs. Chicago & Alton 
et al. Defendants petition for reopening and reconsideration 
upon record as made and/or rehearing and/or reargument before 
entire Commission. 


No. 17517, rates on chert, clay, sand and gravel within state 
of Georgia. State Highway Commission of Georgia, city of 
Atlanta, counties of Fulton and DeKalb and Atlanta Freight 
Bureau move the Commission to institute a general investigation 
into rates, charges and practices of the carriers with relation 
to the commodities named in above entitled proceeding and 
that such investigation include all of Southern territory. 

No. 18659, Fullerton Lumber Co. vs. Chesapeake & Ohio 
et al. Defendant carriers have asked for reopening thereof 
and for reargument before full Commission. 

No. 12798, Galveston Chamber of Commerce vs. Galveston, 
Harrisburg & San Antonio et al. Complainant has filed sup- 
plemental application to reopen and modify the Commission’s 
opinion and order of June 29, 1927, relating to the Texas & 
Pacific and Louisiana Railway & Navigation Co. 

No. 18641, Potomac Electric Power Co. et. al. vs. Chesa- 
peake & Ohio et al. The Chesapeake & Ohio has asked for 
reopening of this case and for argument before the full Com- 
mission, and for postponement of effective date of order entered 
herein, or, in the alternative that the report and order be modi- 
fied by eliminating the finding of prejudice against the rates 
to Baltimore and Ohio delivery at Washington, D. C. 

No. 16309, South Dakota Independent Oil Jobbers’ Assn. vs. 
Santa Fe et al. The complainant therein moves that the Com- 
mission deny the petition of Western Trunk Lines for order 
postponing effective date therein and rehearing. 


SUSPENDED TARIFFS 
In I. and S. No. 3110 the Commission has suspended from 
May 21 until December 21 schedules as published in supple- 
ments Nos. 8 and 10 to Speiden’s I. C. C. No. 1145. The sus- 


pended schedules propose to restrict rates on grain and grain 


products from Ohio and Mississippi River crossings to stations 
on the Louisville and Nashville Railroad north of Birmingham, 
Ala., generally speaking, so that they will not apply via Birming- 
ham, Ala. The effect of the suspended schedules would be to 
prevent transit on such shipments at Birmingham, except by 
the use of higher combination rates. 
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LAKE CARGO COAL RATES 
The Traffic World Washingtoy Bureau 


Tariffs reducing the lake cargo coal rates 20 cents a ton 
from the Pittsburgh and Ohio districts, effective June 18, to 
expire December 31, and limited in their application to points 
west of the Detroit River, were filed May 19 by or on behalf 
of all the railroads concerned other than the Baltimore & Ohio. 
The latter filed neither tariffs nor an explanation as to why 
it did not make reductions from the northern fields in accord- 
ance with the agreement supposed to have been reached by the 
lines serving the northern fields on May 11. 

Examination of the tariffs filed by the northern lines led 
to ejaculations by tariff men on the Commission’s staff and 
representatives of northern operations over the introduction of 
the refund system in connection with lake cargo coal rates, as 
if transshipment of coal were akin to transit on grain and grain 
products. Each of the tariffs is qualified with the following 
note: 


Upon presentation of proof to delivering lines that coal shipped 
hereunder has been loaded into vessels at ke Erie ports specified 
in this tariff and discharged from vessels at ports on Lake Huron, 
Lake Michigan and Lake Superior and other tributary waters in the 
United States or Canada, north of Port Huron, Mich., and Sarnia, 
Ont., the rates on coal so delivered will be 20 cents per ton of 2,000 
pounds less than the rate on coal for transshipment via lake as cargo 
named in this tariff. Protection of such rates to be accomplished by 


readjustment of charges after presentation of the proof above speci- 
fied. 


Expires at midnight on December 31, 1928, unless sooner can- 
celled, changed, or extended. 


Commission men raised the question whether that note 
was sufficient to accomplish what was desired, namely, the in- 
troduction of the refund system. In addition, they raised the 
question whether the rates should be conditioned in that way 
in the tariff. The inclination was to regard it as the duty of 
the carriers to publish rates applicable on coal transshipped 
and also to see that a rate was not assessed on coal not en- 
titled to it. Under the note the northern producer will be 
required to pay the higher rate and then present proof that his 
coal has. been sent to the destination territory described as 
north of Port Huron, Mich., and Sarnia, Ont., more commonly 
spoken of as west of the Detroit River, before he can obtain 
the benefit of the reduced rates. 

Coal men made the point that the tariff did not specify 
the proof to be made; that is, as to whether by affidavit of the 
shipper or a waybill showing that the coal was taken to the 
lake cargo coal unloading dock and there disposed of, pre- 
sumably by dumping into a ship bound for points beyond Port 
Huron and Sarnia; or by extracts from the log of the steamer 
showing that it had discharged coal at a point or points beyond 
those ports at the entrance to Lake Huron. Their point was 
that the note was too indefinite to meet the requirements of the 
Commission’s rules relating to the form of tariffs. 


N. Y. C. UNIFICATION 


In arguments on the finance applications of the Big Four 
and the New York Central for unification of New York Central 
lines, Clyde Brown, for the applicants, said that as a law propo- 
sition the short line interveners in those cases had no right 
to be there asking that they be taken over by the New York 
Central. He said their right was to oppose the unification on 
the ground that it would not be in the public interest. 

R. J. Cary, speaking also for the applicants, asserted that 
no railroad or any public authorities were before the Commis- 
sion contending that the unification, for the more efficient op- 
eration of a system already in existence, would not be in the 
public interest. On the contrary, he asserted, the situation 
presented was ideal for the application of the theories of the 
law looking to the gathering of railroads into a limited number 
of systems.. 

The arguments, made May 18 before the whole Commission, 
were on finance No. 5688, application of the Big Four to control, 
by lease, ‘the Cincinnati Northern and the Evansville, Indianap- 
olis & Terre Haute; and No. 5960, application of the New York 
Central to control, by lease, the Big Four, the Michigan Central 
and the Chicago, Kalamazoo & Saginaw. 

Time was assigned, in addition to the gentlemen men- 
tioned, to F. A. Henry, appearing for the Venner stockholders 
in the Michigan Central; Elihu Root, Jr., for the minority stock- 
holders in the Big Four; Moultrie Hitt, for the Southern New 
York and other short lines; J. W. Carmalt, for the Ulster & 
Delaware; W. R. Jegg, for the Fonda, Johnstown & Gloversville; 
C. H. Browder, for the Owasco River; J. Harry Covington, for 
the Boyne City, Gaylord & Alpena; Burnie McLain, for the 
Kansas & Slidell; C. C. McChord, for the Federal Valley; A. M. 
Callard, for the Ohio commission; and B. W. Waltermire, for 
the city of Athens, O. 

Mr. Brown devoted himself to the short line phase of the 
case. The examiner proposed denial of the applications on the 
ground that no provision was made in the plan for taking over 
the short lines connecting with the New York Central lines 
Proposed to be unified. His object was to show why the New 
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York Central should not be required to acquire the short lines 
based on either traffic, topographical or financial data. 

Mr. Brown, for illustration, said that the Boyne City, Gay- 
lord & Alpena, one of the short lines, ran through a territory 
for which the proprietary interest had cut the timber in such 
a way that the land had become a waste with no prospect of 
ever becoming of value unless and until provision was made 
for reproducing the forests that had been slashed and cut away 
with the consent and approval of the state of Michigan. He 
said that in a stretch of 60 of the 91 miles of that road, there 
were 279 persons who would be deprived of railroad service in 
the event the road were abandoned. He said that for a con- 
siderable distance the population to be served was three per- 
sons per mile of road. 

“Michigan could have prevented this waste,” said Mr. Brown. 
“Now the attorney-general of that state is here proposing to 
unload this road on the state’s greatest taxpayer without the 
efforts of which the state could never have developed as it has. 
Let the state make good this waste. Let Ford and Chevrolet 
provide the transportation that may be needed in this waste 
created by the policy of the state.” 

Mr. Brown took up many of the other short lines and went 
into the facts in respect thereof, pointing out that in respect 
of many of them the New York Central was not the one that 
received the bulk of the interchange of freight and that in a 
number of instances there was no prospect of any traffic ever 
developing. In that category he placed the Federal Valley, the 
remnant of one of the early roads in Ohio, bought by a coal 
company for $45,000. The Ohio commission, he said, had al- 
lowed that road to be capitalized at the ratio of $10 of stock 
for one dollar of cash invested. He hoped that the representa- 
tive of Ohio who was present would explain that fact. 


NEW ENGLAND COAL REVISION 


The Trafic World Washington Bureau 


Receivers of water-borne coal in New England have sent a 
big shower of mail and telegrams on the Commission asking 
it to suspend or not to suspend tariffs filed by the carriers mak- 
ing a revision of rates on tidewater coal which proposes both 
_— and reductions. Tariffs are dated to be effective May 
28. 

Among the requests for suspension were those filed by the 
Fall River (Mass.) Chamber of Commerce, New Bedford (Mass.) 
Chamber of Commerce, Consolidation Coal Co., Boston Chamber 
of Commerce, state of Connecticut, Massachusetts commission, 
Fitchburg Gas and Electric Light Co. and New England Paper 
and Pulp Traffic Association. The last méntioned asserted 
that its members shipped about 500,000 tons of paper a year 
and that, broadly speaking, a ton of paper represented a ton 
of coal used in its production. 

Telegrams protesting against suspension were received 
from the Derry (N. H.) Chamber of Commerce, Nashua River 
Paper Co., Woodbury Shoe Manufacturing Co., Brampton Woolen 
Mills, from hospitals, coal companies, manufacturers and fuel 
dealers ,in all numbering about forty. : 

The tariffs involved, New Haven supplement No. 25 to its 
I. C. C. F-2688, Boston & Maine I. C. C. A-2628, Boston & 
Albany I. C. C. No. 9046, seem to be aimed at producing a more 
consistent, from a mileage point of view, coal rate structure. 
Protestants, in a number of instances, indicated that they re- 
garded the effort more as one designed to obtain revenue than 
to remove inconsistencies. 


COMMISSION ORDERS 


No. 20778, Fort Smith Traffic Bureau et al. vs. Arkansas 
Valley Interurban et al., No. 20775, Southwest Utility Ice Co. 
et al. vs. Santa Fe et al., and No. 20844, Americus Grocery Co. 
et al. vs. Alabama Great Southern et al. The Morton Salt Co. 
permitted to intervene. 

No. 16687, Hansen-Peterson Co. vs. Santa Fe et al. The 
reparation order entered in this proceeding has been vacated 
and set aside and parties have been given thirty days, or until 
June 15, 1928, within which to file brief. 

No. 18501, Badger Lumber & Coal Co. et al. vs. Santa Fe 
et al. The proceeding has been reopened for reconsideration 
on record as made solely as to question of whether reparation 
should have been denied under finding of undue prejudice. 

No. 18664, Holmquist Lumber & Fuel Co. vs. Chicago & 
Alton et al. Proceeding reopened for reconsideration. 

No. 18171, Old Dominion Glass Corp. vs. Pennsylvania et 
al. Proceeding reopened for reconsideration on record as made. 

No. 17055, American Smelting & Refining Co. et al. vs. 
Director General, as agent. Petition of Director General denied 
in so far as it asks reargument but proceeding is reopened for 
reconsideration on record as made for purpose of clarifying 
finding awarding reparation. 

No. 19496, Harger & Blish et al. vs. Milwaukee et al. 
Complainants’ petition for reargument denied. 

No. 16864 (and Sub. 1), J. R. Beggs & Co. vs. Baltimore & 
Ohio et al., and No. 17215 (and Sub. 1), J. R. Beggs & Co. vs. 
Same. Complainants’ petition for reconsideration denied. 
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No. 18923, Southern Kansas Millers’ Club et al. vs. Santa 
Fe et al. Complainants’ petition for reopening, reconsidera- 
tion, and/or rehearing denied. 

No. 18646, Parkersburg Rig & Reel Co. vs. Rock Island et 
al. Complainant’s petition for further hearing and/or argu- 
ment, reconsideration and for modification of report and order 
denied. 

No. 17883, Kanotex Refining Co. vs. Santa Fe et al. De- 
fendants’ petition for consideration by entire Commission 
denied. 

No. 17958, Camp Manufacturing Co. et al. vs. Carolina West- 
ern et al. Complainants’ petition for supplemental order denied. 

No. 14695, Patterson Produce Co. vs. Abilene & Southern 
et al., and No. 18263, Stahl Bros. vs. Galveston, Harrisburg & 
San Antonio et al. Complainants’ petition for rehearing and/or 
reargument and/or reconsideration denied. 

No. 18235, Holland Furnace Co. vs. Baltimore & Ohio et al. 
Complainant’s petition for rehearing and reargument denied. 

No. 17166, Turner-Altus Co. et al. vs. Santa Fe et al. Com- 
plainants’ and interveners’ petition for reopening for reconsid- 
eration on present record, reargument, or rehearing; West Texas 
and Waco Chambers of Commerce petition for intervention 
and modification of report and order; Brown Produce Co. et al. 
petition for reopening or rehearing, etc.; are denied, but San 
Luis Central railroad petition for reconsideration, and rehear- 
ing, if necessary, with respect to rates from stations on its 
line is granted; and proceeding reopened for further hearing 
only with respect to rates from points on the San Luis Central. 

No. 20937, American Co. of Arkansas et al. vs. Ashley, Drew 
& Northern et al. Myles Salt Co., Ltd., permitted to intervene. 

No. 20917, Wisconsin Paper and Pulp Manufacturers’ Traffic 
Assn. vs. Chicago & North Western et al. Crown Willamette 
Paper Co.; Michigan Paper Mills Traffic Assn.; Anglo Canadian 
Pulp & Paper Mills, Ltd.; Brompton Pulp & Paper Co., Ltd.; 
Canada Paper Co., Ltd.; Canadian Export Paper Co., Ltd.; Don- 
nacona Paper Co., Ltd.; Laurentide Co., Ltd.; Port Alfred Pulp 
& Paper Corp.; St. Maurice Valley Corp.; and Guy Tombs; Ltd., 
permitted to intervene. 

No. 15511, Board of Trade of City of Chicago vs. Santa Fe 
et al. Effective date of order of April 9, 1928, has been post- 
poned from June 18, to July 8, 1928, without any change in re- 
quirement as to 30 days’ notice. 

No. 15216, John M. Buckland, trading as National Slag Co., 
vs. Boston & Albany el al. Defendants’ petition for further con- 
sideration denied. 

No. 18182, J. A. Folger & Co. vs. Santa Fe et al. Petitions 
of defendants for reconsideration by entire Commission and 
complainant for reconsideration denied. 

No. 18859 (and Sub. 1), Crook Son & Co. vs. Pere Marquette 
et al. Proceeding reopened for oral argument at such time as 
Commission may hereafter direct. 

No. 18957, Muscle Shoals Traffic Bureau vs. Alabama Central 
et al. Proceeding reopened for rehearing at such time and place 
as Commission may hereafter direct. 

No. 14936 (and Sub. 1), Iola Cement Mills Traffic Association 
et al. vs. Arkansas Western et al., and cases grouped therewith. 
Defendants’ section petition for reconsideration, rehearing, re- 
argument and other relief denied. 


No. 20613, Anchor Coal Co. et al. vs. Alton & Southern et al. 
Meramec Coal Co. permitted to intervene. 

No. 16133, Jackson Traffic Bureau for Hannah Distributing 
Co. et al. vs. Alabama & Vicksburg et al. Jefferson Island Salt 
Mining Co., Inc., permitted to intervene. 


No. 19455 (Sub. 1), North American Cement Corp. vs. Balti- 


more & Ohio et al. Lehigh Portland Cement Co. permitted to 
intervene. 


No. 20937 (Sub. 1),American Co. of Arkansas et al. vs. Santa 
Fe et al. Myles Salt Co., Ltd., permitted to intervene. 

No. 17544, Celotex Co. vs. Akron, Canton & Youngstown et al, 
Proceeding reopened and consolidated with No. 20572, Celotex 
Co. vs. Akron, Canton & Youngstown et al., for hearing June 4, 
1928, at Great Northern Hotel, Chicago, IIll., before Examiner 
Kerwin. 

No. 20613, Anchor Coal Co. et al. vs. Alton & Southern et al. 
Blackmer & Post Pipe Co. and A. Leschen & Sons Rope Co. 
permitted to intervene. 

Finance No. 6817, In the matter of the application of Mis- 
souri-Kansas-Texas Railroad for authority to acquire control of 
St. Louis Southwestern and/or Kansas City Southern, and to 
issue capital stock. The Waco, Beaumont, Trinity & Sabine 
et al. permitted to intervene. 

No. 12596, Pressed Steel Car Co. vs. Director-General, as 
agent, Baltimore & Ohio et al. Proceeding reopened for further 
hearing for proof of reasonableness. 

No. 17004, Chemical Lime Co. et al. vs. Bellefonte Central 
* = ” ao seamen petition for reconsideration and reargument 
enied. 

No. 16747 (Sub. 2), Atwood-Davis Sand Co. vs. Chicago & 
North Western et al. and No. 17469, Wisconsin Lime & Cement 
Co. vs. Same. Complainants and interveners petition for rear- 
gument and reconsideration denied. 

No. 17543, Celotex Co. vs. Akron, Canton & Youngstown 





Vol. XLI, No. 21 


et al., and I. & S. 2892, chip board, fibre board, and pulpboard, 
from Marrero, New Orleans, and Port Chalmette, La., and Mobile, 
Ala., to Bay City, Mich. Complainant’s petition for reopen- 
ing, rehearing and/or reargument denied. 

No. 17666, T. H. Wright vs. Trona et al. Effective date of 
order heretofore entered in this proceeding on April 9, 1928, 
has been postponed to July 9, 1928. 

No. 19513, Inter-Cities Oil Co. vs. Baltimore & Ohio et al. 
Complaint dismissed for want of prosecution. 

No. 20698, Gilliland Oil Co. vs. Missouri Pacific et al. The 
Atlantic Refining Co. permitted to intervene. 

No. 16647, Bisbee Linseed Co. vs. Pennsylvania et al., and 
No. 18338, Savannah Creosoting Co. et al vs. Akron, Canton & 
Youngstown et al. Complaint dismissed, same having been 
satisfied. j 

No. 13822, Traffic Bureau of Nashville et al. vs. Louisville 
& Nashville et al., and No. 19667, Inland Waterways Corporation, 
operating Mississippi-Warrior Service, et al. vs. Seaboard Air 
Line et al. Complaint dismissed upon complainants’ request. 

No. 20638, Marathon Paper Mills Co. vs. Chicago & North 
Western, and No. 20752, the Miller Co. vs. New Haven. Com- 
plaint dismissed upon complainant’s request. 

No. 20482 (Sub. 1), West Virginia Pulp and Paper Co. vs. 
Central of Georgia et al., and No. 20929, Castanea Paper 
Co. et al. vs. Atlantic Coast Line et al. Wisconsin Paper & 
Pulp Manufacturers’ Traffic Assn. permitted to intervene. 


No. 20729, Marley Paper Manufacturing Co. vs. Akron, 
Canton & Youngstown et al., and No. 20730, the Shenandoah 
Boxboard Corp. vs. Akron, Canton & Youngstown et al. Michi- 
gan Paper Mills Traffic Assn. permitted to intervene. 


No. 20850, St. Regis Paper Co. et al. vs. Ann Arbor et al. 
Wisconsin Paper and Pulp Manufacturers’ Traffic Assn. per- 
mitted to intervene. 


SOUTHWESTERN CLASS RATES 


The Missouri Pacific has asked the Commission to amend 
its orders so as to permit it to make a charge of $6 per car 
on traffic moving from points on a branch line extending from 
Nashville, Ark., for about 7.5 miles and to add that charge to 
the rates made effective in this case. 

The Southwestern Pipe Consumers’ Committee has filed a 
supplemental petition in behalf of the postponement of the Com- 
mission’s order until the Commission can consider the case 
upon the rehearing which it has granted. 


Petitions in support of the application filed by the South- 
eastern Association of Railroad and Utilities Commissioners 
and the Southern Traffic League have been filed by the Floridin 
Company of Tallahassee, Fla., and the Mobile Chamber of Com- 
merce and Business League. 


The Carolina Shippers’~Association, Inc., has filed a peti- 
tion in support of those submitted by Southeastern Association 
of Railroad and Utilities Commissioners and Southern Traffic 
League, and for authority to intervene. 


In No. 13535 and related cases, Corporation Commission of 
Oklahoma vs. Abilene & Southern et al., the Anniston Traffic 
Bureau has filed a petition in support of those filed by South- 
eastern Association of Railroad and Utilities Commissioners 
and Southern Traffic League, and for permission to intervene 
and become a party thereto. 


The Chattanooga Manufacturers’ Association has filed a peti- 
tion in support of that submitted by the Southeastern Associa- 
tion of Railroads and Utilities Commissioners and of the South- 
ern Traffic League. Similar petitions have been filed by the 
Traffic Bureau of Nashville, Tenn., W. B. Roddenbry of Cairo, 
Ga., and O. B. Andrews Co. of Chattanooga. 


The Association of Commerce, Racine, Wis., has asked the 
Commission for permission to intervene and for reconsidera- 
tion and modification of Commission’s report and orders in 
No. 13535, Corporation Commission of Oklahoma vs. Aberdeen 
& Rockfish et al., and cases grouped therewith, by amending 
Appendix 17, section 5, and designating Milwaukee, Wis. (Racine, 
Wis.), as additional origin and destination base points on Chi- 
cago, Ill., basis group 1048. 

The "Standard Furniture Co., Champion Fibre Co. and At- 
lanta Paper Co. have filed petitions in support of those sub- 
mitted by Southeastern Association of Railroad and Utilities 
Commissioners and Southern Traffic League, and also ask for 
authority to intervene. 

The Sterchi Brothers Interests have filed a petition in sup- 
port of the petitions submitted by Southwestern Association of 
Railroad and Utilities Commissioners and Southern Traffic 
League and for authority to intervene. 


POSTAL RATE BILL 


The Senate rejected the conference report on the Griest 
postal rate revision bill H. R. 12030). The conferees were un- 
able to agree on nineteen amendments. 

The House also rejected the conference report on the Dill 
and the measure was sent back to conference. 


Ma} 





ard, 
bile, 
pen- 


P of 
928, 


al. 
The 


and 
1 & 
een 


ille 
on, 
Air 
2st. 
rth 
ym- 


VS. 
er 


yn, 
ah 
hi- 


al. 
1- 


May 26, 1928 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West yng = bee St. Paul, Minn. 


Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Eighth Circuit.) The rights of the 
shipper against the carrier are determined by law through the 
provisions of the tariff which are embodied in the applicable 
published rate.—Pillsbury Flour Mills Co. vs. Great Northern Ry. 
Co., 25 Fed. Rep. (2d) 66. 

Where the shipment is interstate, the carrier is required 
to collect and the shipper to pay the full charge named in tariffs 
filed by the carrier with the Interstate Commerce Commission. 
—Ibid. 

The tariff filed by carrier with the Interstate Commerce 
Commission, so long as it is of force, is, in respect of rates 
named, to be treated as though it were a statute, binding as 
such on railroad and shipper alike.—lIbid. 

While there may be some rules of construction peculiarly 
applicable to a railroad tariff, its construction is not a matter 
sui generis, but presents ordinarily a question of law, which 
does not differ in character from those presented when the 
construction of any other document is in dispute.—lIbid. 

It is an elementary rule of statutory construction that gen- 
eral and specific provisions in apparent contradiction may sub- 
sist together, the specific qualifying and supplying exceptions 
to the general, and this rule applies to contracts, and has fre- 
quently been applied by the Interstate Commerce Commission 
in construing railroad tariffs.—lbid. 

In construction of statutes and of contracts, effect is to be 
given, if possible, to every word, clause, and sentence.—Ibid. 

The rule that, in determining the meaning of a part of a 
document, resort may be had to other parts, in order that the 
whole may stand, is recognized in the construction of railroad 
tariffs.—Ibid. 

Where published tariffs of carrier contained designations, 
“bran, other than flax,” and “feed, mill,” and interstate shipment 
was included within both designations, held that, applying the 
rules of statutory construction, the rate applicable was that 
named for “bran, other than flax,” which was the most specific, 
where it clearly appeared that tariff was compiled on theory 
of segregating certain specific commodities and giving them 
specified rates of their own.—lIbid. 

(Supreme Court of Iowa.) Bond issued licensed operator of 
passenger bus, and filed with board of railroad commissioners, 
in which an attorney of fact acted for several individuals whose 
identity was not disclosed, but who severally agreed with sub- 
scribers named to indemnify such subscribers against loss due 
to ownership, maintenance, or use of automobile described, held 
statutory bond, to which surety must respond under Code 1927, 
sec. 5105a26.—Curtis vs. Michaelson et al., 219 N. W. Rep. 49. 

In construing statute, it is proper to take into consideration 
mischief sought to be remedied.—Ibid. 

Statute intended for public benefit is to be taken most 
strongly against those who claim rights or powers under it and 
most favorably to public.—Ibid. 

Liability of surety under statutory bond is measured and 
defined by statute requiring bond, and additions to bond will 
nA — as surplusage and omitted provisions read fhto it.— 

1d. 

Although Railroad Commission was directed by acts 41st 
Gen. Assem., c. 5, to approve form of indemnity bond given 
by operator of licensed passenger bus, it had no power to author- 
ize departure from requirements of statute.—Ibid. 

Where bond issued by attorney in fact for certain sub- 
scribers who were unnamed, indemnified licensed bus operator 
against loss, further providing that, final judgment against 
“assured” being unsatisfied in action covered by bond judgment 
creditor should have right of action against association to same 
extent “assured” would have, held, that being statutory bond 
within Code 1927, sec. 5105a26, which, read in connection with 
section 10982, giving right of action to person intended to be 
secured, that return of judgment nulla bona was not condition 
precedent to right of action against attorney in fact.—lIbid. 


2. 
% x) 





Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Pub 


lishing Co.) 





(District Court, E. D., South Carolina.) Hiring of lighter 
for unloading cargo from steamship, which overlapped head of 
wharf at which it was moored, carried with it the implied war- 
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ranty of seaworthiness of lighter, even if the contract was one 
for rental of lighter, to act as part of wharf for unloading cargo, 
and not one of carriage.—Wessel, Duval & Co. vs. Charleston 
Lighterage & Transfer Co., 25 Fed. Rep. (2d) 126. 

Where lighter, hired to unload cargo of vessel, which over- 
lapped head of wharf at which moored, sank with cargo loaded 
thereon, burden was on owner of lighter, seeking to limit lia- 
bility for loss of cargo under Harter act (46 USCA, secs. 190-195; 
Comp. St., secs. 8029-8035), to show seaworthiness of lighter 
by fair preponderance of evidence; any doubt as to seaworthi- 
ness being resolved in favor of cargo owner.—Ibid. 

As respects right to limit liability for loss of cargo under 
Harter act (46 USCA, secs. 190-195; Comp. St., secs. 8029-8035), 
evidence held insufficient to establish seaworthiness of lighter 
hired to unload cargo from steamship moored at wharf, where 
such lighter sank with cargo.—lIbid. 

As respects limitation of liability under Rev. St., sec. 4283 
(46 USCA, sec. 183; Comp. St., sec. 8021), corporate owners 
of vessel become chargeable with knowledge of existence of 
defects, or become privy to acts of negligence causing defects, 
through their managing officers or supervising agents.—Ibid._ - 

Evidence held to justify limitation of liability of corporate 
owner of lighter, under Rev. St., sec. 4283 (46 USCA, sec. 183; 
Comp. St., sec. 8021), with respect to loss resulting when lighter 
sank with cargo which it was uhloading from steamship.—lIbid. 

Tug, hired to stand by to shift lighter engaged in unloading 
cargo from steamship, held not at fault for sinking of lighter 
with cargo at a time when tug had left her side, where request 
to stand by was not made with view to sinking of lighter, but 
to enable her to be shifted when it was possible to do so, and 
sinking occurred when, because of low tide, it would have been 
impossible to shift lighter.—Ibid. 

(District Court, E. D., New York.) Recital in ship’s bills of 
lading for goods in cases, “apparent good order and condition,” 
applies only to the cases, not their contents.—Bronstein Bros. 
& Co., Inc., vs. Societa Anonima Co-operative Fra Lavoratori 
Del Mare per L’Esercizio Della Navigazione Con Navagilio Na- 
tionale Garibaldi, 25 Fed. Rep. (2d) 122. : 

Under exception of loss from breakage in ship’s bill of 
lading for goods packed in cases, negligence must be shown to 
render ship liable, for breakage, but the exemption does not 
extend to warpage of the cases.—Ibid. 

(District Court, D., Massachusetts.) Under American ad- 
miralty law, carrier has lien on cargo for demurrage.—Solberg 
vs. Cargo of Steel Rails, etc., 25 Fed. Rep. (2d) 125. 

Consignee of cargo, without knowledge that ship was under 
charter, held not bound by charter provision fixing rate of 
demurrage.—Ibid. ‘i ‘ 

(Circuit? Court of Appeals, Third Circuit.) Owner of sea- 
worthy tug, towing it under a contract of affreightment, held 


“exempt by the Harter act (46 USCA, secs. 190-195; Comp. St., 


secs. 8029-8035), from damage for loss of cargo on board barge 
by faulty navigation of those in charge of tug.—Insurance Co. 
of North America vs. Southern Transportation Co. et al., 25 Fed. 
(2d) 103. 


DEVIATION DAMAGE CASE 


In an opinion by Associate Justice Stone in No. 459, Republic 
of France, Compagnie Franco-Indochinoise and Engineering 
Timber Co., Ltd., petitioners, vs. French Overseas Corporation, 
as owner of the schooner Malcolm Baxter, Jr., the Supreme Court 
of the United States, May 21, affirmed the Circuit Court of 
Appeals for the Second Circuit. In delivering the opinion of 
the court, Justice Stone said: 


Petitioners, in July 1917, shipped a cargo on the Schooner Mal- 
colm Baxter, owned by respondent, from New Orleans to Bordeaux, 
and prepaid the freight. The bill of lading stipulated ‘‘prepaid freight 
is to be considered as earned in shipment of goods and is to be re- 
tained by vessel’s owner . if there be forced interruption or 
abandonment. of the voyage, at a port of distress or elsewhere.” In 
addition there was the usual clause exempting the vessel from “‘re- 
straints of princes, rulers and peoples.”’ 

After dearvens from New Orleans the Baxter developed leaks 
due to unseaworthiness which caused her to put in at Key West, 
where she was surveyed. In order to effect the necessary repairs she 
was towed to Havana where she was unladen and repaired, remaining 
there for that purpose until January 14, 1918. Before the comple- 
tion of the repairs the United States Export Administrative Board 
put into effect its ruling of November 18, 1917, that sailing ves- 
sels would not be permitted to clear for points beyond the war zone. 
This ruling remaining in force when the repairs were completed, 
and the Baxter, being unable to secure a clearance for Bordeaux, 
took her cargo on board and proceeded to New York, where the 
petitioners libelled the vessel in the district court for southern New 
York-to recover freight money, damages. to cargo and damages for 
failure to perform the contract voyage from New Orleans to 
Bordeaux. 

Respondent as owner filed a petition for exoneration and limi- 
tation of liability and enjoined further proceedings on the libels. 
Petitioners filed claims in the limitation proceedings, claming dam- 
ages as in the original libels, setting up the deviation and the aban- 
donment of the voyage, by reason of the ship’s unseaworthiness 
on sailing. 

The district court denied the petition to limit liability, allowed 
the claim for freight money and for damages sustained by petitioners, 
including damage to cargo. A special master, appointed to take 
proof of damage, found that the measure of damages was the excess 
cost of the substituted carriage and incidental expenses, and in the 
case of goods which could not be sent forward the damage was 
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measured by the difference between the value of the goods at the 
time when and in the condition in which they should have arrived 
at destination, and their value at the place where and in the condition 
in which they actually were received, less charges saved plus inciden- 
tal expenses. Final decree was given to the petitioners for damage 
as found. 

The court of appeals for the second circuit upheld the ruling of 
the district court on Agee | exoneration and limitation of liability but 
reversed the judgment, holding there could be no recovery of the 
prepaid freight or excess cost of transportation over prepaid freight; 
that the recovery of damages must be limited to actual damages 
to cargo resulting from unseaworthiness, and the difference between 
the value of the cargo had it arrived in Bordeaux on a straight 
voyage on August 16, 1917, the date when the Baxter sailed, and on 
a voyage leaving Havana January 14, 1918, the date when the repairs 
were completed and the Baxter was ready for sea. The Malcolm 
Baxter, Jr., 20 F. (2d) 304. 

Both courts below agreed that the Baxter was unseaworthy on 
sailing and that respondent failed to exercise due diligence to ascer- 
tain her condition before sailing. This was sufficient ground for deny- 
ing the petition for exoneration and limitation of liability under the 
Harter Act, act of Februa 13," 1893, c. 105, 27 Stat. 445, and acts 
permitting limitation of liability to the vessel and pending freight. 
R. S. $§4282-4289. The correctness of this determination is not raised 
on the petition here, Federal Trade Commission vs. Pacific Paper 
Ass’n, 273 U. S. 52, 66, but petitioners urge that the Baxter’s putting 
in first at Key West and later at Havana must be deemed a voluntary 
deviation because due to the negligence of the owner in failirig to 
discover the unseaworthiness and to make the vessel seaworthy 
before sailing. 


Unseaworthiness alone or deviation caused by it displaces the 
contract of affreightment only in so far as damage is caused by the 
unseaworthiness. The Caledonia, 157 U. S. 124; The Europa (1908), 
P. 84. Thorley vs. Orchis S. S. Co., Ltd. (1907), 1 K. B. 660; Kish vs. 
Taylor (1912), A. C. 604, 618. But if the deviation here is to be classed 
with voluntary deviations, respondent may not claim the benefit of the 
clauges of the bill of lading and is responsible for the cargo as 
insurer. The Willdomino, 272 U. S. 718; St. Johns Corp. vs. Com- 
panhia Geral, etc., 263 U.-S. 119; Mobile & Montgomery Ry. vs. Jurey, 
111 U. S. 584; Lawrence vs. Minturn, 17 How. 111; and see The Indra- 
pura, 171 Fed. 929. In any case it is contended that respondent’s 
negligent failure to discover the unseaworthiness of the vessel re- 
sulted in the delay which brought her within the operation of the 
embargo, and that the shipowners are for that reason liable for 
damages for all the delay, including that immediately resulting from 
the embargo. 

Respondents had purchased the vessel about one month _ before 
she sailed. At that time she was unseaworthy, due to a hog or 
camber in her keel, a structural weakness dangerous to the ship 
in heavy weather, which later caused the leak and made necessary 
the repairs at Havana. Following the purchase and before sailing 
from New Orleans a survey was made by the owner, which appears 
not to have disclosed her condition, but both courts below agree that 
the fact of her unseaworthiness could have been discovered by 
due diligence. 


The evidence supports the finding of the court of appeals that 
the master of the Baxter “did not leave New Orleans with knowl- 
edge that he would have to make port for repairs, and honestly 
thought he could make the trip in safety and tried unsuccessfully 
to do so.’’ The case is, therefore, not one where the master set sail 
with the knowledge that the deviation from the voyage, as described 
in the bill of lading, would ensue, and with the purpose and intent 
to deviate as in The Willdomino, supra. There the officers of the 


vessels, under direction of the owner, sailed from Ponta Delgada, . 


bound for New York, all knowing that the supply of fuel was insuffi- 
cient for the voyage and intending to take the vessel to North Sidney, 
and we held that the deviation was excusable under the circumstances 
was voluntary and inexcusable. 


But here the deviation was not voluntary and the point to be 
determined is whether a like effect is to be given to a deviation 
to avoid perils of the sea, where the deviation would not have been 
necessary if the owner had used reasonable diligence to start the 
voyage with a seaworthy vessel. 


No sufficient reason is suggested to us for thus extending the 
rule, nor do we perceive any. Petitioner, without resort to it, is 
entitled to recover all damages caused by the unseaworthiness. The 
basis of the privilege of deviation to avoid perils of the sea, is human- 
itarian. See Carver, Carriage by Sea (7th ed.), §§291, 292. To hold 
that the master whose ship is in a perilous position must choose 
between the hazard of continuing the voyage and gaining safety only 
by forfeiting the contract of affreightment would be a departure 
from that principle for no purpose except to give the shipper an 
added and unnecessary protection. “It is the presence of the peril 
and not its cause’ which justifies the deviation. See Strang vs. 
Scott, 14 App. Cas. 801. This is the conclusion reached in other cir- 
cuits. The Turrett Crown, 297 Fed. 766; The Turrett Crown, 284 Fed. 
439, 445; he Turrett Crown, 282 Fed. 354, 360; see The Thessaloniki, 
267 Fed. 67; and by the House of Lords in Kish vs. Taylor, supra, 
holding that a deviation caused by unseaworthiness due to improper 
and negligent loading of the ship by the master did not displace the 
bill of lading. This rule we adopt as most consonant with the reason 
and consequences of the rule that a voluntary deviation displaces 
the contract of affreightment. It follows that the causes of the Dill 
of lading remain effective and that petitioner may not recover the 
freight money. Allanwilde Corp. vs. Vacuum Oil Co., 248'U. S. 377. 

But for all damages legally attributable to the breach of warranty 
of seaworthiness petitioners may recover. The Caledonia, supra. 
For the sy caused by the embargo alone petitioners may not 
recover, both because it was within the exception of the bill of lading 
and because, while it continued, performance’ of the contract of 
affreightment would have been illegal. See Allanwilde Corp. vs. 
er iA Co., supra, 385; Carver, Carriage by Sea, (7th ed.), §§237, 

It was the embargo and not the unseaworthiness of the vessel 
which delayed the voyage after the Baxter was repaired and ready 
for sea on January 14, 1918, and the unseaworthiness of the vessel 
did not cause the embargo. But it is urged that it is enough to 
sustain the recovery for the failure to complete the voyage that 
it was the unseaworthiness, for which respondent wag responsible, 
that brought the vessel within the excepted peril. This view, al- 
though not without support, Green-Wheeler Shoe Co. vs. Chicago, 
Rock Island & Pac. R. R., 130 Iowa 123;. Michaels vs. New York 
Central R. R., 30 N. Y. 564; Condict vs. Grand Trunk Ry., 54 N. Y. 
500, does not generally prevail. See 2 Williston, Contracts §1906, and 
cases cited. 

It was rejected by this Court in Railroad Co. vs. Reeves, 10 
Wall. 176. There negligent delay in the transportation of goods 
by the carrier brought them within the path of a flood, which 
caused their destruction. The court held that the flood and not 
the negligent delay was the proximate cause of the damage and 
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that the rule causa proxima non remota spectatur applied to con- 
tracts of common carriers as to others. There has been no de- 
parture from this rule and we see no reason for departing from it 
now. See Milwaukee & St. Paul Ry. vs. Kellogg, 94 U. &. 469; At- 
chison, Topeka & Santa Fe Ry. vs. Calhoun, 213 U. S. 1; The Indra- 
pura, supra; The Lusitania, 251 Fed. 715, 732; The Turrett Crown, 
282 Fed. 354, 360. There is no finding, nor is it suggested, that at 
the -time when thé contract of affreightment was entered into, or 
when the vessel broke ground, that the embargo could reasonably 
have been foreseen, or that there were dny special circumstances 
charging petitioners with the knowledge or expectation that the un- 
seaworthiness or cosnequent delay would bring the vessel ‘Within its 
operation. The respondent, having brought itself within the exception 
under its bill of lading, the burden is on petitioners to show that re- 
spondents’ negligence was the cause of or contributed to the loss. 
Railroad Company vs. Reeves, supra, 190; Transportation Co. ‘vs. 
Downer, 11 Wall. 129; see Southern Ry. vs. Prescott, 240 U. S. 632, 
641; Kohisaat vs. Parkersburg & Marietta Sand Co., 266 Fed. 283, 285, 
Affirmed. 


TRANSFER CHARGES AT ST. LOUIS 


The Supreme Court of the United States, May 21, in No. 404, 
The Baltimore & Ohio Railroad Co. et al., appellants, vs. The 
United States of America, the Interstate Commerce Commission, 
and the Chicago, Rock Island & Pacific Railway Co. et al. 
reversed the decree of the district court of the United States 
for the northern district of Illinois. The highest court held 
that the Commission’s order in 113 I. C. C. 681,*with respect 
to transfer charges at St. Louis could not be sustained. Deliver- 
ing the opinion of the court, Associate Justice Butler said: 


The appellants, for convenience called the east side lines, brought 
this suit to set aside an order of the Interstate Commerce Commission 
in respect of charges for transporting certain westbound through 
traffic from the lines east of the Mississippi at East St. Louis to the 
lines west of the river at St. Louis. The Commission and the carriers 
on whose complaint the order was made intervened. The district 
court, consisting of three judges (U. S. C., Tit. 28, Sec. 47) dismissed 
the case for want of equity. 

The order was made by the Commission after hearing on the com- 
plaint of four west side lines. They alleged that the practice on the 
east side lines requiring them to bear the expense of transporting 
westbound through traffic across the river is unjust, unreasonable 
and illegal. They made no complaint as to the eastbound traffic, but 
they sought to be rélieved from such charges on all the westbound 
through business and prayed reparation on account of such costs 
borne in the two years preceding the complaint. The Commission 
filed a report which was made a part of the order. 113 I. C. C. 681. 
It held—its chairman and two other members dissenting—that the 
matter in controversy is a “practice’’ within the meaning of the 
act. It found ‘“‘that for the future the practice of the east side lines 
in requiring the west side lines to bear the transfer charges on 
westbound freight traffic moving through St: Louis and East St. Louis 
on combination rates which are the same on St. Louis as on East 
St. Louis will be unjust and unresaonable, and that the just and 
reasonable practice with respect to such traffic will be for the east 
side lines.to bear or absorb all such transfer charges.’? The Commis- 
sion was not convinced that the acceptance by the west side lines 
of divisions of joint rates did not constitute an acquiescence, tanta- 
mount to an agreement on their part to pay a transfer charge .on 
through traffic moved on such rates. But it commended to the carriers 
a careful study of the divisions of joint rates on westbound traffic 
with a view to readjustment if necessary to conform to the just and 
reasonable practice in respect of interchange approved by the report. 
Reparation was denied. 

The order requires no change of divisions of revenues derived from 
traffic moving on joint rates. It covers only such of the westbound 
traffic as moves on combination through rates. It shifts from the 
west side lines to the carriers east of the river the burden of trans- 
ferring that freight from east to west across the river. No change is 
ordered in the method of handling the traffic. No lack of facilities 
for the through routes, Sec. 1 (3) (4), or for making the transfers, 
Sec. 3 (3) was shown or found. 

_The appellants contend that the controversy involved rates and 
divisions and not a “‘practice’’ within the meaning of the act, and that 
the evidence before the Commission was not sufficient to support a 
finding that it is or will be unjust or unreasonable to require the 
west side lines to bear such transfer charges or to warrant the order. 

The traffic at this crossing is very large. The railroad lines of the 
east side carriers terminate on the east bank, those of the appellee 
carriers on the west bank, and some carriers have lines on both sides. 
All, or practically all, of the traffic is handled for interchange between 
lines east and lines west by the Terminal .Railroad Association and 
its subsidiaries. They are jointly owned or controlled by appellant 
and appeilee lines. The arrangements for their use contemplate equal 
treatment of all carriers served by them. The proprietary companies 
have trackage rights over the lines of the association between St. 
Louis and East St. Louis, but ordinarily they do not use them. The 
average haul for transfer across the river is about ten miles. The 
cost is higher than that attending transportaton for like distances 
under ordinary circumstances. 

The transfer charges complained of were assumed by appellee lines 
in order to enable them to compete with other railroads west of the 
Mississippi River. At first there was a separate rate or charge for 
the haul across the river. But in 1877, the Chicago & Alton Railroad 
Company built a line from the west across the Mississippi at :-Louisi- 
ana, Missouri, to a junction with its north and south line east of the 
river. That exténsion enabled it to open a route from the west to 
East St. Louis and there interchange with the east side lines. This 
competition for the haul between East St. Louis and the territory 
west of St. Louis compelled-the four appellee lines to bear the cost 
of transferring acrogs the river all through traffic in-both directions. 
The Commission’s report shows that now five of the eight lines on 
the west side that serve St., Louis also reach East St. Louis, and that 
three of them handle freight traffic to points west of the river without 
taking it through St. Louis. This is competition that must be met— 
if they would participate in the business—by the west side lines that 


_ reach East St. Louis only by means of the facilities and services of 


the association and its subsidiaries. Since the Alton opened its route 
to the west, the appellee lines have maintained the same rate from 
and to East St. Louis as from and to St. Louis. And, about 1908, upon 
the insistence of the business interests of St. Louis, the lines east 
of the river published and have since maintained, with some excep- 
tions that need not be specified, the same rates from and to St. Louis 
as from and to East St. Louis. This was done by reducing the rates 
to and from St. Louis and by advancing most of the rates to and 
from East St. ‘Louis. The decrease in revenue resulting from the 
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reductions was much greater than the increase arising from the 
neces. 
—-“_- 1905 the United States brought suit against the Terminal Rail- 
road Association, carriers involved in this controversy and others in 
the district court for the eastern district of Missouri to prevent vio- 
lations of the Sherman anti-trust act. A final decree in favor of the 
United States was entered in 1917 in accordance with the directions 
of this court. 224 U. S. 383, 236 U. S. 194. On petition filed in that 
case by the appellee lines some years after the final decree, the dis- 
trict court, February 8, 1923, adjudged that in contempt of its decree 
the association, its subsidiaries and proprietary companies, had con- 
tinuously compelled the appellee lines to pay transfer charges for 
interchange between them and the east side lines on through traffic 
in both directions. It directed the east side lines to cease such viola- 
tions and to pay for the use of the west side lines the total amount 
of the charges paid by the latter for the transfer of westbound 
through freight from March 2, 1914, to the date of the order. The 
east side lines and other companies so adjudged in contempt 
appealed; and, on October 13, 1924, this court held that the original 
decree did not regulate rates, prescribe divisions of joint rates or 
fix liability for the transfer charges: that contempt proceedings did 
not lie to determine the controversy between the east side lines and 
the west side lines or to require the former to make the payments 
ordered. Terminal Railroad Assn. vs. United States, 266 U. S. 17, 29, 

seq. i 
a The Commission’s report states that the question before it was 
“whether the east side lines or the west side lines should bear the 
expense incident to the transfer across the Mississippi River from 
East St. Louis, Ill., to St. Louis, Mo., of practically all carload and 
jess-than-carload through freight originating east of the St. Louis- 
East St. Louis district and destined west thereof.” And the thing 
ordered by the Commission is the absorption by the east side lines of 
the transfer charges on .westbound through traffic. It directed them 
to do exactly what the district court required them to do except 
that the latter’s decree related to the past and the order of the Com- 
mission relates to the future. The matters in controversy in both 
proceedings were purely financial. There was no question concern- 
ing furnishing of. facilities or the handing of traffic. 

The larger part of the through traffic interchanged through the 
East St. Louis-St. Louis gateway moves on joint rates; and, for the 
purpose of divisions among participating carriers, these rates are 
deemed to ‘“‘break’’ at East St. Louis. Each is made up of an 
amount to cover the part,of the haul east of East St. Louis and an 
amount to cover the movement between that place and points west 
of St. Louis. The first amount goes to the lines east and the other, 
less the transfer charges, goes to carriers west of the river. Through. 
traffic not covered by joint rates moves on through rates made up of 
combinations of local rates or local and proportional rates to and from 
East St. Louis. Where the combination on St. Louis is the same as 
on East St. Louis, the lines east of the river, by appropriate tariff 
provisions, sec. 6 (1), make their St. Louis-East St. Louis rates 
apply only to and from East St. Louis, There are some exceptions, 
but they need not be set forth here. So all the revenues yielded by 
such rates, without deduction on account of charges for transfer, are 
retained by the carriers in the territory east of the river. But the 
Commission’s order requires the rates, so by tariff provisions limited 
to East St. Louis, to be extended to St. Louis. This operates to 
deduct the cost of transfer from their revenue. In effect it is to 
require the cancellation of such tariff provisions, and to authorize a 
corresponding change in the tariffs of the appellee lines. It results 
that the controyersy before the Commission involved divisions or 
apportionments of revenues derived from through traffic. 

In holding that the matter in controversy is a “practice’’ within 
the meaning of the act, the Commission relied on sec. 1 (6) and (11) 
and sec. 15 (1). Paragraph (6) makes it the duty of carriers to estab- 
lish just and reasonable regulations and practices affecting classifi- 
cations, rates or tariffs. Paragraph (11) requires them to furnish an 
adequate car service and to establish just and reasonable rules, 
reguiations and practices, and declares to be unlawful every unjust 
and unreasonable rule, regulation and practice in respect of car serv- 
ice. The phrase “car service’ is defined by paragraph (10) to in- 
clude the exchange, interchange and return of locomotives, cars and 
other vehicles and also the supply of trains used by any carrier. 
Paragraph (1) of sec. 15 provides that whenever the Commission shall 
be of opinion that any individual or joint rate or classification, regu- 
lation or practice is or will be unjust or unreasonable, the Commis- 
sion may prescribe just and reasonable rates, classifications, regu- 
lations or practices. 

The word ‘“practice,’’ considered generally and without regard 
to context, is not capable of useful construction. If broadly used, 
it would cover everything carriers are accustomed to do. Its meanin 
varies so widely and depends so much upon the connection in whic 
it is used that Congress will be deemed to have intended to confine 
its application to acts or things belonging to the same general class 
as those meant by the words associated with it. United States vs. 
Pennsylvania Railroad Co., 242 U. S. 208, 229. When regard is had to 
that rule and the restrictions required to give the word a reasonable 
construction, it seems quite clear that “practice’’ as used in the pro- 
visions relied on by the Commisison, does not include or refer to the 
method or basis used by the connecting carriers for their divisions of 
rates or revenues. And this is so whether the revenues are derived 
from joint rates or from combination through rates. 


But even if the matter in controversy were a “‘practice’’ within the 
meaning of the act, the Commission would not be authorized to set 
it aside without evidence that it is unjust or unreasonable. Par- 
agraph (6) of sec. 15 empowers the Commission to prescribe divisions 
of joint rates, but there must be evidence adequate to justify action. 
Brimstone Railroad & Canal Co. vs. United States, 275 U. Ss. —. 
United States vs. Abilene & Southern Ry. Co., 265 U. S. 274. New 
England Division Case, 261 U. S. 184. That rule may not be avoided 
by a broad construction of the word “practice.” The record here 
contains all the evidence that was submitted to the Commission. 
Its report shows that “the propriety of divisions was not the subject 
of inquiry and investigation.” The appellee lines adopted the policy 
of absorbing the transfer charges in order to meet competition of the 
Alton and have since continued to divide joint rates and apply their 
St. Louis-East St. Louis rates in combination on that basis. There 
is a strong presumption that the general level of their rates has been 
adjusted to include reasonable compensation for the services covered 
by them. The Commission found that appellee lines have long ac- 
Quiesced in the division of revenue derived from traffic moving on 
joint rates. They have not, by tariff provisions or otherwise, 
attempted to limit to St. Louis their St. Louis-East St. Louis rates 
when used in combination to move through traffic. The Alton and 
Other like competitors of appellee lines bear the cost of the transfer 
across the river. The order makes no change as to them. But it 
takes the corresponding costs off appellee lines and puts that burden 
On the east side lines. The latter are required to absorb the transfer 
cost only when the traffic moves over the appellee lines. 

The Commission appears to have relied on evidence tending to 
show that, usually when interchange is effected by means of an 
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intermediate carrier, the delivering carrier bears the cost of switching. 
But such a practice does not tend to prove that it is unjust or 
unreasonable for the appellee lines, in order to meet competition 
of other west side lines, to bear the cost of transfer in both directions, 
or that the east side lines may not justly and reasonably limit their 
rates to East St. Louis when used in combination on through traffic 
at that gateway and so put appellee lines on equal footing with their 
competitors. The same considerations apply in determining the 
reasonableness of the apportionment of revenues derived from com- 
bination rates as govern the divisions of joint rates. The merits of 
the changes made by the order cannot be determined without a con- 
sideration of facts substantially similar to those specified in par- 
agraph (6) of sec. 15 relating to the division of joint rates. The 
case was not presented by complainants or considered by the Com- 
mission on that basis. There was no evidence to show the amount of 
revenue required to pay operating expenses, taxes and a fair return 
on the property of appellee lines or that their rates were not adjusted 
or were not sufficient to cover the transfer charges in question. 
There was nothing to support a finding that it is or will be unjust 
or unreasonable for the appellee lines to bear the cost of transfer of 
the westbound through traffic. The order cannot be sustained. 
Fiorida East Coast Line vs. United States, 234 U. S. 167. Louis. & 
Nash. R. R. vs. United States, 238 U. S. 1. Decree reversed. 


O’FALLON RECAPTURE CASE 


The government has filed a motion in the Supreme Court 
of the United States to advance the O’Fallon recapture case. 
The proceeding is docketed as No. 980, the St. Louis & O’Fallon 
Railway Co. and Manufacturers’ Railway Co., appellants, vs. 
United States of America and the Interstate Commerce Com- 
mission, and No. 981, United States of America and the Inter- 
state Commerce Commission, appellants, vs. the St. Louis & 
O’Fallon Railway Co. and Manufacturers’ Railway Co. The 
lower court upheld the Commission’s decision in the recapture 
case, but did not allow interest on the amount the Commission 
found was due the government in excess earnings. The gov- 
ernment is appealing from that part of the decision of the 
lower court. 


PETROLEUM REPARATION CASE 


The Supreme Court of the United States, May 21, in No. 909, 
St. Louis-San Francisco Railway Co., the St. Louis, San Fran- 
cisco & Texas Railway Co., petitioners, vs. Montrose Oil Refining 
Co., Ins., denied a petition for writ of certiorari to the Circuit 
Court of Appeals for the Fifth Circuit. The suit was filed in the 
district court for the northern district of Texas for recovery 
by the oil company of an award of reparation for $55,850.15, and 
attorneys’ fees in the amount of $7,500. The principal sum was 
the amount awarded by the Commission against the railroads 
on account of unreasonable rates on petroleum between Cement, 
Okla., and North Fort Worth, Tex., in Docket No. 11975, decided 
April 10, 1923. The trial court found for the oil company and 
this was upheld by the circuit court. The carriers, in their 
petition, said the later court had erroneously construed sections 
1 and 4 of the act to regulate commerce and section 208 (a) 
of the transportation act, 1920. 


PERSONAL INJURY CASE 


In No. 893, New Orleans & North Eastern Railroad Co., peti- 
tioner, vs. Mrs. J. D. Snelgrove, administratrix, the Supreme 
Court of the United States, May 21, denied a petition for writ of 
certiorari to the Supreme Court of Mississippi. 


S. P. ADMIRALTY CASE 


In No. 472, Southern Pacific Co., petitioner, vs. Hildur Hag- 
lund, as administratrix of the estate of Ernest Haglund, and 
No. 473, Southern Pacific Co. vs. Moore Shipbuilding Co. et al., 
the Supreme Court of the United States, May 21, in an opinion 
by Associate Justice Sanford, affirmed the Circuit Court of 
Appeals for the Ninth Circuit for upholding judgments against. 
the Southern Pacific. 

The suits arose out of a collision between the ferryboat 
Thoroughfare, owned by the Southern Pacific, and the steamship 
Enterprise in charge of the tug Relief, in the Oakland estuary, 
resulting in damages to the vessels and the death of Haglund, 
a workman on the Enterprise. The federal court for northern 
California found that the collision was caused solely by the 
negligence of the Thoroughfare without fault on the part of 
either of the other vessels, and entered decrees against the 
Southern Pacific for damages to the Enterprise and for the: 
death of Haglund. The Court of Appeals affirmed fhe findings. 
The highest court agreed with the. lower courts. 


RAILROAD TAX CASE 


In No. 16, original, ex parte Thomas E. Williams, tax com- 
missioner of Nebraska, the Supreme Court of the United States, 
in an opinion by Associate Justice Brandeis, May 21, upheld the: 
action of Judge Woodrough of the federal court for Nebraska. 
in denying a motion of Williams and 71 county treasurers of 
Nebraska for a three-judge court to try an injunction suit 


:: brought by the Chicago, Burlington & Quincy against the collec- 


tion of certain taxes. 


CAR SUPPLY DAMAGES 


Litigation on the Pacific coast in which the plaintiffs claim 
damages as a result of failure by carriers to provide sufficient 
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refrigerator cars for the transportation of grapes to eastern 
markets probably will come to the Supreme Court of the United 
States. Two cases have been disposed of temporarily at least. 
In No. 17133, A. B. Tarpey, as executor of the estate of M. F. 
Tarpey, vs. Southern Pacific, in the federal court for the north- 
ern district of California, southern division, a jury disagreed 
as to whether the Southern Pacific was liable in damages on 
account of its failure to supply as many refrigerator cars as 
Tarpey said he needed in the grape shipping seasons of 1922 
and 1923. 

In another case, No. 219-J, W. M. McNamara vs. A. T. & 
S. F., Judge McCormick, at Fresno, Calif., held that the question 
of the adequacy of a carrier’s car supply was an administrative 
one of which the Commission had exclusive jurisdiction. He 
directed the jury to find a verdict for the Santa Fe on the ques- 
tion of its alleged negligent failure to have an adequate re- 
frigerator car supply. A motion for an instructed verdict such 
as was given in the McNamara case was made in the Tarpey 
case, but Judge Kerrigan, presiding, declined to follow the ruling 
made by Judge McCormick. He submitted the issues to the 
jury for determination, but, as before said, the jury was unable 
to agree. It is believed the McNamara case will ultimately 
reach the Supreme Court of the United States. It is known 
for a certainty that if the Tarpey case is retried and goes against 
the defendant it will be taken to the Supreme Court. 

The Tarpey case was tried by H. C. Booth and James E. 
Lyons for the Southern Pacific, and by Max Thelen, formerly 
a member of the California commission, and Paul Marrin, for the 
plaintiff. The complaint brought by the Tarpey estate asked 
damages on account of the alleged negligent failure to have an 
adequate supply of refrigerator cars available in 1922 and 1923, 
and damages on account of alleged unjust discrimination by the 
Southern Pacific in the distribution of available cars in those 
years, 

There are many other car shortage cases of this sort in- 
volving claims, amounting to millions, now pending against both 
the Southern Pacific and the Santa Fe. The McNamara and 
Tarpey cases were the first of them to be tried and were in the 
nature of test cases. The Tarpey claim was for $211,777. 


PIEDMONT & NORTHERN SUIT 


The Piedmont & Northern Railway Co. has filed a suit in 
equity against the United States in the district court of the 
United States for the western district of South Carolina, to 
enjoin, set aside and annul the order of the Commission deny- 
ing the, application of the Piedmont & Northern for authority 
to extend its lines. The carrier contends in the suit that the 
authority of the Commission does not extend to an interurban 
electric railway of the class of the Piedmont & Northern and 
further that the construction proposed is part of a construction 
plan that the carrier started before the effective date of the 
Commission’s jurisdiction over extensions of lines, under the 
transportation act. 





REPARATION SUIT RULING 


The Supreme Court of the District of Columbia has dis- 
missed a petition for writ of mandamus compelling the Com- 
mission to enter an order for reparation in No. 11468, Bartles- 
ville Zine Co. vs. Director General, 74 I. C. C. 26. The com- 
plainant, which asked for the writ, contended that the findings 
of fact in the report entitled it to an award of reparation. The 
Commission took the position that mandamus was not an ap- 
propriate remedy and also that there was no merit in the 
contention of complainant. An appeal was noted to the Court 
of Appeals of the District of Columbia. 


SHIPPER’S COUNT NOTATION 


A wrong construction, as to which party had prevailed in 
the lower court in Michigan in Clifton H. Swinnell et al. vs. 
Duluth, South Shore & Atlantic, was placed on the decision of 
the Supreme Court of Michigan in the digest published in The 
Traffic World of April 28, p. 1038. The shipper prevailed in 
the lower court and has received payment on the claim. The 
railroad took the appeal in which the Supreme Court affirmed, 
as stated in the digest, the verdict and judgment. In the course 
of its disposition of the case the Supreme Court of Michigan 
stated the law on the subject as set forth in the language of 
the court used in the digest. 


HOCH-SMITH CHALLENGE CASE 


Arguments were made in the Supreme Court of the United 
States on May 21 in the appeal of the Ann Arbor and other 
railroads for a stay or suspension of the order of the Com- 
mission in Ann Arbor et al. vs. United States and Interstate 
Commerce Commission pending the appeal for a setting aside 
of. the Commission’s order in No. 19130, California Growers’ & 
Shippers’ Protective League vs. Southern Pacific et al., 129 
I. C. C. 25. That is the case in which the Commission ordered 
“a reduction in the rates on deciduous fruits, other than apples, 
from California to eastern transcontinental groups on the the- 
ory that the lowered rates were required by the Hoch-Smith 
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resolution. Blackburn Esterline appeared for the government 
in opposition to a stay. Herman Phleger appeared for the raij. 
roads. 

A three-judge court in the northern district of California 
dismissed the bill of the railroads that are prosecuting an ap. 
peal. The carriers contended that the order should be stayed 
pending the determination of their appeal for the following 
reasons: 


Doubtful, grave and novel questions of law are brought before 
this court for the first time for decision; unless the order be stayed 
the carriers will be subjected to irreparable injury to the extent of 
approximately $3,000,000 during the coming eight months, if jt 
shall finally be held that the order is invalid; the shippers will not 
be substantially injured or inconvenienced if the stay be granted and 
the order is finally held to be valid. The carriers offer to pay on 
demand to the shippers the difference between the old and the new 
rate should this court finally hold that the Commission’s order js 
— F wes they offer to execute a satisfactory bond conditioned to 

at effect. 


TELEPHONE MANDAMUS 


The Department of Justice has been advised by the United 
States attorney at Scranton, Pa., that the United States dis 
trict court has issued a writ of mandamus against the Cumber. 
land Valley Telephone Co. of Pennsylvania, commanding that 
company to file with the Commission monthly reports of rey- 
enues, expenses and capital changes, within the period of 40 
days after the end of each calendar month, which period was 
prescribed by order of the Commission pursuant to its authority 
under the interstate commerce act. Petition for the writ of 
mandamus was filed by the United States attorney. The in- 
terstate commerce act provides for the issuance of a writ of 
mandamus to compel common carriers engaging in the car. 
riage of property and intelligence in interstate commerce to 
comply with the provisions of the act. The Commission has 
been unable to obtain these reports from the company within 
the 40-day period prescribed therefor. The telephone company 
dii not resist the issuance of the writ. 


ELKINS ACT FINE 


The Commission has received word from the district attor- 
ney’s Office at Chicago that G. M. H. Wagner & Sons, fruit 
shippers, have pleaded guilty to two counts in an indictment 
accusing them of violating the Elkins act and have been fined 
$2,000. The indictment, in ten counts, accused the firm of 
obtaining concessions in freight charges on shipments of ap- 
ples, stored in transit and moving out of storage under 
refrigeration. (See Traffic World, December 25, 1926.) The 
remaining eight counts were dismissed. 


FINAL VALUATION REPORTS 


_ Valuation No. 857, Detroit, Toledo & Ironton Railroad Co. et al. 
opinion No. B-665, 141 I. C. C. 115-90, final value, for rate-making 
purposes of the property owned and used for common carrier pur- 
poses, found to be $11,931,300; of property used but not owned, $410,012, 
and of property owned but not used, $3,933,.as of June 30, 1918. Final 
value, for rate-making purposes, of the property of the Toledo-Detroit 
Railroad Co., owned but not used, leased to the Detroit, Toledo & 
age for common carrier purposes, found to be $392,500, as of June 

Valuation No. 402, Uintah Railway Co., opinion No. B-669, 141 
I. C. C. 259-86, final value, for rate-making purposes of the property 
owned and used for common carrier purposes, found to be $1,035,200, 
as of June 30, 1919. .In connection with the report in this case the 
Commission held that a hotel used solely by a railroad company for 
the accommodation of its employes and patrons should be classified 
as common carrier property. It further held that hazards of the 
enterprise and unusual conditions affecting railroad service furnish 
no basis for a special value for rate-making purposes. 





RAILROAD FUEL COSTS 


Coal and fuel oil consumed in locomotives of Class I rail- 
roads, exclusive of switching and terminal companies, for 
the three months ended with March cost $90,765,429, as com- 
pared with $102,636,751 for the same period of 1927, according 
to the monthly fuel cost statement prepared from carrieT 
reports by the bureau of statistics of the Commission. For 
March the total cost was $30,625,145, as against $34,029,517 
for March, 1927. Other statistics in the statement follow: 


Net tons of coal consumed in road train service and yard switch- 
ing service—29,475,391 for three months ended with March and 
31,466,784 for same period of 1927; 9,964,567 for March and 10,492,850 
for March, 1927. 

Average cost per net ton, including direct freight charges—$2.56 
for three months ended with March as against $2.69 for same period 
of 1927; $2.56 for March as against $2.66 for March, 1927. 

Average cost per net ton, excluding direct freight charges—$2.16 
for three months ended with March as against $2.27 for same peri 
of 1927; $2.14 for March as against $2.24 for March, 1927. : 

Gallons fuel oil consumed in road train service and yard switching 
service—585,389,467 for three months ended with March and 596,354,- 
150 for same period of 1927; 199,906,140 for March and 204,669,993 for 
March, 1927. 6 

Average cost per gallon, including direct freight charges—2. 
cents for three months ended with March and 3 cents for same 
period of 1927; 2.57 cents for March and 2.97 cents for March, 1927. 1 

Average cost per gallon, excluding direct freight charges—2.5 
cents for three months ended with March and 2.93 cents for — 
period of 1927; 2.52 cents for March and 2.91 eents for March, 1921, 
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Freight Rates : : 


Thirtieth of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Eastern Rate Adjustment—Part II 


Class rates between Trunk Line and Central Freight Asso- 
ciation territories and the westbound percentage groups, west 
of the western termini of the trunk lines at Buffalo, Erie, Pitts- 
burgh, and Wheeling, are related to the rates from New York 
to Chicago and to each other by varying percentages of these 
basic rates. The boundaries of each percentage group are 
sometimes difficult to trace and often more difficult to account 


Table No. 1 


WESTBOUND CLASS RATES 
TRUNK LINE-CENTRAL FREIGHT ASSOCIATION TERRITORY 
UNDER ONE HUNDRED PER CENT 


From New York, N. Y., to 


Rates in Cents Per 100 Pounds 
a 


Chicago, Ill. 

Buffalo, N. 

Erie, Pa. 

Dunkirk, Pa. 
TOUMBBIOWN, ©... 6.06 cicccee 
SS Se 
Cleveland, O. 

Columbus, O. 

Toledo, O. 

Detroit, Mich 

Port Huron, Mich. 
Lima, O. 

Chillicothe, O. 
Springfield, O. 

Dayton, O 

Cancinnetl. O.. 2<.6.c<8s es 
Port Wayne, Ind: .....«- 
ere 
Lansing. BAM, -< o-.< 00+ «% 
Battle Creek, Mich. ..... 
Kalamazoo, Mich. 

Grand Rapids, Mich. .... 
Indianapolis, Ind. ....... 
South Bend, Ind. 
Logansport, Ind. 


CrSS1st1981e1 
orororo 


Croro1oreoie1e 


rote 


Os er ef dg et ot 
COTS SOroTrore1ct 
ol 


iT 
Crosser = oTo1ore 





for because of the irregularity of the outlines. The bases for 
the group boundaries are not definitely explained by the car- 
riers, but the Interstate Commerce Commission has found them, 
in general, to be established on substantial and presumably 
sound grounds. 

“The fact that no group rates in this country have been 
subjected to less criticism than the rates to and from the per- 
centage-basis territory and the Atlantic coast is some evidence 
of the care with which the system has been developed.’ 

Changes have been made from time to time to meet changed 
industrial and railroad requirements so that the groups may 
not be considered to be frozen, but to be in a slowly changing 
state of flux. 

In general, the percentages increase with the distance west 
of the Buffalo-Erie-Pittsburgh-Wheeling line and there is a 
tendency for the groups to the south of a line drawn from 
Buffalo to St. Louis to be rated at higher percentages than 
those north of this line. The lower percentage groups in north- 
ern Ohio, Indiana, and Illinois are accounted for by the water 
competition on the Great Lakes and the availability of rail-and- 
lake rates via the lake ports. 

The present class rates from the New York group to the 
Chicago group and the rates from New York to typical points 
in percentage groups taking less than one hundred per cent 
are shown in Table No. 1. 

Table No. 2 shows corresponding westbound class rates 
from the New York group to Central Freight Association groups 
taking one hundred per cent or more of the New York-Chicago 
key rates. 


Westbound Rates from the Atlantic Port Groups 


Class rates from other eastern port groups to points in the 
Central Freight Association groups are adjusted on the basis 
of the rates from New York to these percentage groups. The 


. bort differential relationship applies, not only to traffic origi- 


nating at the port cities, but to freight shipped from many other 
Points in these comparatively large rate groups. From the 
Philadelphia group, westbound class rates to points in the Cen- 
tral Freight Association groups are made by deducting differ- 
entials of six cents for the first and second classes, and of two 
cents for the third to sixth classes from the corresponding 


— 


Saginaw Board of Trade vs. Grand Trunk Ry., 17 I. C. C. 128-132. 


rates from the New York groups. An example of this adjust- 
ment is shown below: 


Rates in Cents Per One Hundred Pounds 


—Classes— 
1 2 3 4 5 “ee. 
New York-Chicago ..... 142 124.5 94.5 66 56.5 47.5 
(100 per cent group) 
Philadelphia Differentials 6 6 2 2 2 2 
Philadelphia-Chicago ... 136 118.5 92.5 64 54.5 45.5 
New-York-Detroit ,..... 111 97 73.5 51.5 44 37 
(78 per cent group) 
Philadelphia Differentials 6 6 2 2 2 2 
Philadelphia-Detroit .... 105 91 71.5 49.5 42 35 


Rates from the Philadelphia group to other Central Freight 
Association groups are made in the same way. 

Westbound class rates from the Baltimore group are made 
by deducting differentials of eight cents for first and second 
classes, and of three cents for third, fourth, fifth, and sixth 
classes, from the New York rates to the same Central Freight 
Association percentage groups. 

Rates in Cents Per One Hundred Pounds 


—Classes— 

1 2 3 4 i 6 
New York-Chicago ..... 142 124.5 94.5 66 56.5 47.5 
Baltimore Differentials. . 8 8 3 3 3 3 
Baltimore-Chicago .«..... 134 116.5 91.5 63 53.5 44.5 
New York-Detroit ...... 111 97 73.5 51.5 44 37 
Baltimore Differentials... 8 8 3 3 3 3 
Baltimore-Detroit ....... 103 89 70.5 48.5 41 34 


Class rates from the Norfolk group, the most southerly of 
the North Atlantic Differential groups, are sometimes con- 
structed by deducting differentials of eight cents for the first 
two classes and three cents for the third to sixth classes, in- 
clusive, from the New York rates. The Norfolk group class 
rates to Central Freight Association percentage groups are often 
the same as those from the Baltimore groups, to groups west 


Table No. 2 
WESTBOUND CLASS RATES 


TRUNK LINE-CENTRAL FREIGHT ASSOCIATION TERRITORY 
ONE HUNDRED PER CENT GROUPS AND OVER 


From New York, N. Y., to 


Rates in Cents Per 100 Pounds 
ae 


Chicago, Ill. 

Terre Haute, Ind. 
Sheboygan, Wis. 
Louisville, Ky. 
Lafayette, Ind. 
Milwaukee, Wis. 
a eA 
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of central Ohio, placing these two important groups on an equa! 
competitive basis. 
Rates in Cents Per One Hundred Pounds 


lasses— 
1 2 3 4 5 6 
Norfolk-Chicago .......- 134 116.5 91.5 63 53.5 44.5 
Norfolk-Detroit ......... 103 89 70.5 48.5 41 34 


Westbound class rates from the Boston group to 60 per 
cent groups in Central Freight Association territory are made 
by adding the following differentials to the rates from the 
New York group to 60 per cent territories: 


Differentials in Cents Per 100 Pounds 
—Classes— 
1 2 3 4 5 6 
Boston Arbitraries ..... 5 4 3 3 2.5 2 


Class rates from Boston to Pittsburgh, constructed accord- 
ing to this formula are, therefore: 


Rates in Cents Per One Hundred Pounds 


—Classes— 
1 2 3 4 5 6 
New York-Pittsburgh ... 85 74.5 56.5 39.5 34 28.5 
Boston Differentials .... 5 4 3 3 2.5 2 
Boston-Pittsburgh ...... 90 78.5 59.5 42.5 36.5 80.5 


Rates from the Boston group to Central Freight Association 
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erminals 


Locate dt: Modern Equipment. 
Fast Service-LowRates 


Dy ge tse supervision and operation assures 
high efficiency and uniform service to vessels and 
cargo interests alike. Waterside storage eliminates one or 
two transfers. Large electric elevators provide for safe 
movement of merchandise. Direet transfer Ship- Rail 
(except in New York, where the terminal is located with- 
in “free lighterage limits” ) provides for the handling of 
cargoes with utmost safety and dispatch. Fire-proof build- 
ings with modern equipment bespeak low insurance rates. 


An organization rendering efficient, economical service 
to great numbers. 





BOSTON TIDEWATER TERMINAL, INC. NORFOLK TIDEWATER TERMINALS, INC. 


J. M. Hoffman, V. P. & Gen’! Mgr. J. A. Moore, Manager 
666 Summer Street, Boston, Mass. Norfolk, Va. 
ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE CO. 
G. W. Green, V. P. & Gen’l Mgr. W. S. Bishop, Gen’! Mgr. 
17 State Street, New York Seneca and Hamburg Sts., Buffalo, N. Y. 
PHILADELPHIA TIDEWATER TERMINAL MERCHANTS WAREHOUSE CO. 
G. M. Richardson, Gen’! Mgr. & Treas. Snowden Henry, Supt. 


10 Chestnut Street, Philadelphia 10 Chestnut St., Philadelphia 





RICHARD D. JONES, Western Traffic Mar. 
1646 Transportation Bldg., Chicago 
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rate groups 66% per cent to 70 per cent, inclusive, are the same 
as from New York to the 71 per cent rate groups. Class rates 
from Boston and New York to typical points in these groups 
are shown below: 


Rates in Cents Per One Hundred Pounds 
' ae 


1 2 5 » 6 
New York-Youpgstown,O. 95 83.5 63,5 44 38 32 
(67 per cent point) 
Boston to Youngstown, O. 101 88.5 67 47 40 33.5 
New York to Cleveland, O. 101 88.5 67 47 40 33.5 


(71 per cent point) 


Rates from the Boston group westward to the 71 per cent 
to 120 per cent groups in Central Freight Association territory 
are the same as the rates from New York to the same groups: 


Rates in Cents Per One Hundred Pounds 


—Classes— 
3 2 3 4 5 6 
New York-Cleveland ... 101 88.5 67 47 40 33.5 
(71 per cent point) 
Boston-Cleveland ....... 101 88.5 67 47- 40 33.5 
Rates in Cents Per One Hundred Pounds 
—Classes— 
1 2 3 4 5 6 
New York-Chicago ..... 142 124.5 94.5 66 56.5 47.5 
_ (100 per cent point) 
Boston-Chicago ......... 142 124.5 94.5 66 56.5 47.5 
New York-St. Louis..... 166 145.5 110.5 77 66 55.5 
(117 per cent point) 
Boston-St, Louis ....... 166 145.5 110.5 77 66 55.5 
New York-Cairo ........ 170.5 149.5 113.5 79 68 57 
(120 per cent point) 
Boston-Cairo ....... Sice BVGse 149.5 113.5 79 68 57 


Eastbound Port Differentials 


Eastbound class rates from Central Freight Association per- 
centage group points to the north Atlantic port groups are con- 
structed on virtually the same plan as the westbound class 


Table No. 3 


EASTBOUND CLASS RATES 
TRUNK LINE-CENTRAL FREIGHT ASSOCIATION TERRITORY 
UNDER ONE HUNDRED PER CENT 
To New York, N. Y., From 
Rates in Cents Per 100 Pounds 
oe 


Chicago, II]. 
Buffalo, N. Y 
Dunkirk, Pa. 
Erie, Pa. 
Wheeling, W. Va. % 
Foungstown, O. ..). «seve 66.5% 
Ashtabula, O. 
Cleveland, O. 
Columbus, O. 
Toledo, O. 

Detroit, Mich. 

Port Huron, Mich. 
Chillicothe, O. 

J See 
Springfield, O. 
JS eee 
Cincinnati, O.. 2.660. 
Muncie, Ind. 

Fort Wayne, Ind. ....... 
EASE. MICK. ...00000% 
Battle Creek, Mich. ..... 
Grand Rapids, Mich. .... 
Kalamazoo, Mich. 
Indianapolis, Ind, . 
South Bend, Ind. 
Logansport, Ind. 


. s 6 286 4.4% 
enorenenenorenenen 
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rates, except that other scales of differentials are sometimes 
used. The Chicago-New York rates form the nuclei of the 
eastbound adjustment, with the rates from other percentage 
groups to New York taking a percentage relationship to the 
rates from Chicago to the New York group. Representative 
class rates are shown in Tables Nos. 3 and 4. 


Eastbound rates to the Philadelphia group from the 60 per 
cent group are fixed by deducting differentials of six cents, first 
and second class, and two cents for the third to sixth class 
rates from the rates from 60 per cent territory to the New York 
group. Rates from the 66% to 120 per cent groups to the Phil- 
adelphia group are constructed by deducting differentials of 
two cents for all six classes from the rates from these respec- 
tive. groups to the New York groups. 


Rates in Cents Per One Hundred Pounds 


Zi —Classes— 
1 2 3 4 5 6 

Chicago-New York ...... 142 124.5 94.5 66 56.5 47.5 
Pittsburgh-New York ... 85 74.5 56.5 39.5 34 28.5 
Chicago-Philadelphia ... 140 122.5 92.5 64 54.5 45.5 
Pittsburgh-Philadelphia.. 79 68.5 54.5 37.5 32 26.5 
Cleveland-New York .... 101 88.5 67 47 40 33.5 
Cleveland-Philadelphia .. 99 86.5 65 45 38 31.5 


Eastbound class rates to the Baltimore group from 60 per 
eent groups are constructed by deducting differentials of eight 
cents, first and second class, and three cents, third to ‘sixth 
class, inclusive. Rates from the 66% per cent to 120 per cent 
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groups are made by deducting differentials of three cents, al] 
six classes, from the rates from these groups to New York, 
The eastbound class rates from the Central Freight Association 
groups to the Norfolk group are adjusted on the basis of the 
Virginia cities’ rates, which will be discussed later. 

Class rates eastbound to the Baltimore and Norfolk groups 


Table No. 4 


WESTBOUND CLASS RATES 


TRUNK LINE-CENTRAL FREIGHT ASSOCIATION TERRITORY 
ONE HUNDRED PER CENT GROUPS AND OVER 


To New York, N. Y., From 


Rates in Cents Per 100 Pounds 
—Classes— 
1 2 6 

Chicago, Ill. 142 124. 47.5 
Terre Haute, Ind. .....- 142 124. 
Sheboygan, Wis. 142 124, 
Louisville, Ky. 124. 
Lafayette, Ind. 124. 
Milwaukee, Wis. 00% 124. 
Ludington, Mich. ....... 00% 124, 
Evansville, Ill. .......... 1 130. 
Bloomington, Il. 137 
Decatur, Ill. 137 
ee ae re 137 
pe eer 137 
i. ae 137 
Dubuque, Ia. } 145. 
oO a 145. 
POUPHMBUOR, BBs co <ccivccces 145. 
Quincy, Il. 145. 
eee ) 145. 
Cairo, Ill. 149. 
Paducah, Il. 149. 


CISTONOWONVONOI 
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from representative Central Freight Association percentage 
groups are shown below: 


Rates in Cents Per One Hundred Pounds 


—Classes— 
1 2 3 4 5 6 
Chicago-New York ...... 142 124.5 94.5 66 56.5 47.5 
Chicago-Baltimore ...... 139 121.5 91.5 63 53.5 44.5 
Chicago-Norfolk ........ 139 125.5 91.5 63 53.5 44.5 
Pittsburgh-New York ... 85 74.5 56.5 39.5 34 28.5 
Pittsburgh-Baltimore ... 177 66.5 54.5 -36.5 31 25.5 
Pittsburgh-Norfolk ..... 106.5 93 70 48 40.5 33.5 
Cleveland-New York..... 101 88.5 67 47 40 33.5 
Cleveland-Baltimore .... 98 85.5 64 44 37 30.5 
Cleveland-Norfolk ...... 106.5 93 70 48 40.5 33.5 


Arbitrary Territories 


South and east of New York, Philadelphia, and Baltimore, 
on Long Island, in New Jersey, Delaware, on the eastern shore 
and elsewhere in Maryland, and Virginia, are the so-called ar- 
bitrary territories. Because of the physical location of these 


Table No. 5 


Rates in Cents Per 100 Pounds 
—Classes— 
° 2 3 4 5 6 
Chicago-New York 124.5 94.5 66 56.5 47.5 
Chicago-Long Island City, N. Y. 142 124.5 94.5 66 56.5 47.5 
(Other points on Long Is- 
land made by adding arbi- 
traries.) 
(Beach Haven Arbitraries over 
nm © 10 10 


Chicago-Beach Haven, N. J... 134.5 104.5 
Chicago-Philadelphia 122.5 92.5 
(Atlantic City Arbitraries over 

Philadelphia) 7 7 
Chicago-Atlantic City, N. J... 129.5 99.5 
Chicago-Baltimore, Md. 121.5 91.5 
(Delmar Arbitraries over Bal- 

timore) ae 3 3 
Chicago-Delmar, 124.5 94.5 
(Crisfield Arbitraries over Bal- 

timore) 3 3 
Chicago-Crisfield, Md. ........ 124.5 94.5 
(Cape Charles Arbitrary over 

Baltimore) 3 3 3 
Chicago-Cape Charles, Va.... 124.5 94.5 
Chicago-Norfolk, Va. ......... 139 121.5 91.6 
Chicago-Quantico, Va. 139 121.5 91.5 
Columbus, O.-Baltimore, Md.. 106.5 93 70 





sections, large’ parts of which are cut off from the territories 
of the rate groups to which they are related by bodies of water 
such as Long Island Sound, the Delaware River and Delaware 
Bay, the Chesapeake Bays and other waterways, the rates are 
on a higher basis than the rates to and from the adjacent rate 
groups. These districts are areas of relatively lighter traffic 
density and of sparser population, and the roads that servé 
them are lines built and developed as separate local roads, 
though many of these roads have been absorbed by the trunk 
line systems. The Long Island Railroad, the West Jersey and 
Seashore, the Atlantic City Railway, the New York, Philadelphia 
and Norfolk, and many smaller lines are now controlled through 
ownership or lease by the larger trunk line systems. 


Rates to and from stations in these territories are made _ 
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by adding arbitraries to the rates applicable to or from the 
New York, Philadelphia, or Baltimore groups to which the 
arbitrary points are adjacent, on traffic to or from the Central 
Freight Association percentage groups. The scales of arbi- 
traries are not uniform and have often been changed out of all 
semblance to the arbitraries fixed originally by horizontal rate 
increases and decreases. In New Jersey the arbitraries are 
added to the Philadelphia or New York rates, depending on 
the locations of the arbitrary points. The nearest group is 
usually used as a basis. On Long Island the rates are made 
arbitrarily over the New York group rates. In Delaware and 
Maryland the arbitrary points take Philadelphia, Wilmington, or 


Table No. 6 


Rates in Cents Per 100 Pounds 
— 


New York-Chicago 
Long Island City-Chicago 
Beach Haven-Chicago 
Atlantic City-Chicago 
Philadelphia-Chicago 
Delmar-Chicago 
Wilmington-Chicago 
Baltimore-Chicago 
Crisfield-Chicago 
Cape Charles-Chicago 
Norfolk-Chicago 
Quantico-Chicago 
Baltimore-Columbus 
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oo 
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Baltimore as bases, depending on location. Rates to and from 
arbitrary points in Virginia are based on Baltimore, Norfolk, or 
Richmond, or based on the water rates and transfer charges to 
and from the Philadelphia, Baltimore, Norfolk, and Richmond 
groups. The origin of many of these precise arbitraries is lost 
in the mists of ancient rate history and abide only in the memo- 
ries of men who assisted in adjusting them years ago. The 
use of arbitraries in certain sections adjacent to the Baltimore 
group is modified, in some instances, by the observance of the 
rates between the Baltimore and Columbus, Ohio, groups as 
minima. 

Typical rates to destinations in arbitrary territory are shown 
in Table No. 5. 

Representative class rates westbound from the arbitrary 
territories are shown in Table No. 6. 

Eastbound class rates from points in the Central Freight 
Association 60 per cent group to the Boston group are made 
by adding differentials of five cents, first class; four cents, 
second class; three cents each for third and fourth classes; 
two and one-half cents, fifth class; and two cents, sixth class, 
to the rates from this group to New York. Thus, class rates 
from Pittsburgh are constructed as follows: ° 


Rates in Cents Per One Hundred Pounds 
—Classes— 


1 2 3 4 5 6 
Pittsburgh-New York ... 85 74.5 56.5 39.5 34 28.5 
Boston Differentials .... 4 - 8 3 2.5 2 
Pittsburgh-Boston ...... 90 78.5 59.5 42.5 36.5 30.5 


From the 66% per cent to 120 per cent groups in Central 
Freight Association territory the rates to the Boston group are 


Table No. 7 


Rates in Cents Per 100 Pounds 
ee 


1 
Youngstown, O.-New York.... 94.5 
Boston Differentials 7 
Youngstown-Boston 

Cleveland-New York 

Boston Differentials 
Cleveland-Boston 

Chicago-New York 

Boston Differentials 

Chicago-Boston 

St. Louis-New York 
Boston-Differentials 

St. Louis-Boston 

Cairo-New York 
Boston-Differentials 

Cairo-Boston 
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constructed by adding differentials of seven cents, first class; 

six cents, second class; five cents, third class; four cents, fourth 

class; three cents, fifth class; and two cents, sixth class, to the 

rates to the New York groups. Representative class rates east- 

7 to the Boston and New York groups are shown in Table 
0. 7. 


Commodity Rates 


A large portion of the through traffic moving between the 
Central Freight Association percentage groups and the Atlantic 
Port groups and arbitrary territories adjacent to these groups 
are made on a number of different bases. Commodity rates 
are established by exceptions to the Official Classification by 
Splitting classes, by granting as percentage relationships to an- 
Other class rating, on rough mileage scales, on an arbitrary 
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basis, or by granting one commodity the same basis of rates 
as the rates applicable to analogous or related articles. Re- 
gardless of the basis on which the rates are established, com- 
modity rates are sometimes established from and to all points 
in the percentage or port groups and sometimes on a specific 
point-to-pgint basis. The establishment of rates applicable to 
and from the groups generally is known as the establishment 
of commadity rates by general application, in contrast to the 
point-to-paint rates established by specific application. 

If the rates are made by specific application, the port dif- 
ferential relationships and the percentage group relationships 
are not generally observed. In rates constructed by general 
authorization, the same. differentials used for class rates are 
used in maintaining the port differential relationships. Thus, a 
commodity rate 44 cents from New York to Chicago is used 
as a basis for constructing commodity rates on the same traffic 
from the Philadelphia group by deducing the differential ap- 
plicable to the class rate nearest 44 cents, or the sixth class 
differential of two cents, making the rate from Philadelphia 
42 cents. The sixth class differential of three cents is deducted 
from the New York rate to establish a rate of 41 cents from 
the Baltimore group. The same rate as from the New York 
group would be applied to traffic moving from the Boston group. 

Commodity rates to and from arbitrary territory established 
by general authorization are made by adding the corresponding 
class arbitraries or specific commodity arbitraries to the com- 
modity rates to or from the rate group to which the arbitrary 
territories are related. 

The reader ‘will find it convenient in studying this article 
to have before him maps outlining the various percentage groups 
and rate groups to which references are made. Those spe- 
cifically applicable are the eastbound percentage group and 
westbound percentage group maps of Central Freight Association 
territory, and the eastbound rate group and westbound rate 
group maps of Trunk Line and New England territories. Copies 
of these four maps, printed in two colors, size 42 by 42 inches, 
may be purchased from the Merchandise Department of The 
Traffic World at $1 each. 


LUMBER SHIPMENTS 


Another big week in the lumber industry was recorded 
for the period ended May 19, when production, shipments and 
orders approached the year’s highest levels, according to the 
weekly analysis of the National Lumber Manufacturers’ Associ- 
ation, based on reports received from 828 of the country’s most 
important softwood and hardwood mills. All three items were 
within 500,000 to 2,000,000 feet of the highest figures for the 
year of the Association mills; production totaling 326,657,000 


feet; shipments, 352,187,000 feet and orders, 359,280,000 feet. 


The softwood mills, of which there were 408 reporting as 
against 406 the preceding week, showed gains all along the line, 
production advancing 7,283,246 feet, shipments, 10,320,221 feet 
and orders 33,031,609 feet over the week before. The figures 
are not comparable, however, with those of a year ago because 
of the much larger number of currently reporting mills. 

Substantial gains also were recorded in the hardwood 
branch of the industry. The 420 units reporting for the last 
week had an increase of 6,000,000 feet in production, 2,000,000 
feet in. shipments, and a loss of 1,800,000 feet in orders. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000’s omitted: 


Corresponding Preceding Wk., 


Past Week Week, 1927 1928 (Revised) 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
Mills (or 

Units*) © ...«. 408 420 300 169 406 396 
Production ....272,748 53,909 206,004 17,842 265,465 47,945 
Shipments ..... 294,432 57,755 214,738 26,643 284,112 55,696 

Orders (New 
po ee 307,171 52,109 217,247 26,225 274,139 53,998 





*A unit fs 35,000 feet of daily production capacity. 


ADDITIONS TO ROLLING STOCK 


Class I railroads in the first four months this year installed 
561 locomotives, according to reports filed by. the carriers with 
the car service division of the American Railway Association. 
Compared with the corresponding period last year, this was 
a decrease of 73 in*the number of locomotives installed and a 
decrease qf 198 compared with the corresponding period in 1926. 
For the month of April alone, the railroads placed in service 
96 locomatives, compared with 187 in April the year before. 
Locomotives on order on May 1 this year totaled 137, compared 
was 217 on the same date last year. 

Freight cars installed in service in the first four months in 
1928 totaled 15,635, compared with 22,066 for the same period 
in 1927 amd 31,980 for the same period in 1926. Freight cars 
installed in April this year totaled 5,571, compared with 6,270 
in April, 1927. The railroads on May 1 had 22,242 freight cars 
on order, compared with 26,675 on the same date last year and 
48,762 on the same date in 1926. 

These figures as to freight cars and locomotives include 
new and leased equipment. 
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BARGE LINE EXPANSION 


The Traffic World Washington Bureau 


A brief hearing was held by the Senate commerce com- 
mittee on the Denison barge line expansion bill May 19, at 
which Representative Denison, of Illinois, appeared in support 
of the bill as it was passed by the House. He opposed*an 
amendment proposed by Senator Shipstead, of Minnesota, de- 
signed to provide for disposition of the barge line system as 
a whole if and when conditions specified in:the bill were met. 
Mr. Denison expressed fear that unless the bill were passed 
by the Senate as it passed the House, providing as it did for 
disposition of the property of the Inland Waterways Corpora- 
tion in units, it might be vetoed by the President. , 

Cc. S. Duncan, economist of the Association of Railway 
Executives, testified along the line of the statement he made 
on the Denison bill before the House committee on interstate 
and foreign commerce. A protest against the bill was filed by 
Senator Sheppard, of Texas, on behalf of the Chamber of Com- 
merce of Galveston, Tex. This organization and others appeared 
in opposition to the bill before the House committee. (See 
Traffic World, April 28, p. 1046.) ; 

W. W. Tommins, traffic manager of the Savannah Sugar 
Refining Corporation; E. B. Gaines, representing the Savannah 
(Ga.) Board of Trade; A. B. Lovett, representing the port of 
Savannah and the sugar refining corporation, and Henry F. 
Cochran, of the National Sugar Refining Corporation, with 
plants at Brooklyn, N. Y., and Edgewater, N. J., appeared before 
the Senate commerce committee May 22 in opposition to the 
Denison barge line bill. Theodore Brent appeared in support 
of the bill and answered statements made by the opposition 
witnesses as to the effect of the government’s barge line opera- 
tions on the refiners of the east and southeast. 

Mr. Tommins submitted the following statement: 


The Savannah wae Refinery is an independent concern which 
began operating in July, 1917, and has a capacity of 2,000,000 pounds 
of sugar .per diem. It was located at Savannah as no: refinery was 
at that time located between Philadelphia, Pa., and New Orleans, 
La., and Savannah was deemed a logical distributing point. Prior 
to the establishment of the Savannah refinery, the price of. sugar 
was fixed in New York or New Orleans, and the lowest freight rate 
obtaining from one or the other, fixed the delivered price of sugar 
at destination. With the opening of the Savannah refinery Savannah 
became a basing point for sugar prices, and the advantage of freight 
rates on account of the proximity of the en 4 to ‘the * consuming 
territory was passed on to the consumers, which was decidedly in 
the public interest. 

he saving in freight rates to the consumers of sugar in Georgia, 
South Carolina, Florida, Alabama, Tennessee, Kentucky and North 
Carolina have amounted to thousands of dollars per year, and the 
trade has been served in a satisfactory manner by the Savannah 
Sugar Refining Corporation. 

From the advent of the barge line, the movement of sugar via 
this facility has increased until in 1927 the total movement was 
3,057,618,000 unds. The growth of the movement from the New 
Orleans district Raving been as follows: 

1918 (3 months), 12,000 pounds; 1919, 36,972,000 pounds; 1920, 2,598,- 
000 unds; 1921, 38,952,000 pounds; 1922, 397,466,000 pounds; 1923, 
262,534,000 unds; 1924, 300,056,000 pounds; 1925, 385,148,000 pounds; 
1926, 737,976,000 pounds; 1927, 895,904,000 pounds. és 

ith the growth of the federal barge line and its extension of 
rates into additional territory, the Savannah Sugar Refining Corpora- 
tion has found it increasingly difficult and costly to market its prod- 
uct in a territory which it was built to serve, the amount of ab- 
sorptions to meet the barge line rates at points largély in the terri- 
tory which is geographically in Savannah territory being large. 

The attached comparison (omitted) of all rail rates and dis- 
tances from Savannah versus the all rail rates and distances from 
New Orleans as well as the barge line rates from New Orleans dis- 
trict demonstrate the unfair advantage enjoyed by our’ Louisiana 
soe “g ~y-~ due to the existence of the barge line. 

t is our thought that this service has been extended far beyond 
what was in the mind of the Congress in the beginning and also 
when the Inland Waterways Corporation was organized in 1924, 
at which time the House committee which drew the bill incorporat- 
ing the barge line referred to it as a demonstration and experiment. 
At the time the bill was drawn incorporating the Inland.,;Waterways 
Corporation the thought was expressed that the $5,000,000 appropriated 
would enable the barge line to conclude the demonstration, but in 
considerably less than five years we find advocates of the barge line 
demanding sums of money for the furtherance of this project, which, 
if granted, will yong gee put the government permanently into busi- 
ness with the idea of competing with privately invested capital in 
both manufacturing plants and the railroads. 

Is it not time for the government to pause and.consider the 
effect of its action upon the millions of dollars privately invested 
in industries which are adversely affected by the operation of the 
Inland Waterways Corporation? : 


As the matter now stands this service enjoys traffic to and from 
forty-one of the forty-eight states of the nation, and is insisting on 
rates to still other states. ; 7: 

The Warrior division of the Inland Waterways Corporation has 
never earned a penny, but has shown large deficits for each year 
of its . —— the deficit for 1926 being $299,899.61 and for 1927 
$191,524.46, which means that the government is paying dearly for 
each ton of freight handled over this line and the deficits are: being 
made in part by the Savannah Sugar Refining Corporation and 
other industries whom this device of the government: is deptiving 
of legitimate business. The Inland Waterways Corporation. now has 
a case before the Interstate Commerce Commission démandi the 
- establishment of rates to additional points in Georgia, the Carolinas 

and Virginia to which it seeks to extend this wasteful service. 

The whole country is paying taxes in support of this experiment 
which is causing the rail carriers to lose money, and the government 
is also experimenting with the commercial life of the country, when 
it maintains an oer which assists the shippers of one section 
of the country to sell their goods under preferential ratés in a terri- 
tory which geographically and commercially is in. the trade territory 
of other manufacturers and shippers of like eommodities. 

The sugar industry is not the only one suffering loss of territory 
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to its competitors due to the fact that their competitors enjoy, this 
subsidy, but they are reluctant to make their hurt known due to 
the fact that the Inland Waterways Corporation is a government 
institution. The continual expansion of the barge line with re- 
sultant loss of revenue to the railroads, will, we believe, in course 
of time result in the carriers making application for increases in 
freight rates to enable them to earn a reasonable return on the 
private capital which is invested in them. When that time comes, 
it will be proper for those benefitting by this subsidy to be assessed 
a percentage increase in their rates greater than assessed in portions 
of the country which do not benefit by barge line service. 

Certainly it will not be fair to further penalize other sections of 
the country in order to maintain this subsidy. 

The rail carriers handled efficiently in the year 1926 a tonnage 
unsurpassed in the history of the country and were prepared to 
handle even a greater tonnage. 

From a national standpoint of transportation, a further need of 
the Inland Waterways Coropration does not now - exist as~the rail 
carriers are amply prepared to handle the traffic of the country in 
a satisfactory manner. 

Further appropriations should not be made for the continuation 
of this. project which merely tends to build up a portion of the 
country at the expense of the entire nation. 


Mr. Cochran said the extension. of-the service of the barge 
lines by establishment of joint rail and barge routes and rates 
so that sugar could be carried by barge from New Orleans to 
St. Louis and thence into Ohio by rail, for example, would 
make it impossible for his company to compete in the markets 
of Ohio cities. He made the argument that there was no rea- 
son why one part of the country should be favored by a gov- 
ernmental operation at the expense of another part of the coun- 
try. He contended that it would not be possible for a privately 
owned and operated barge line to make available service at the 
rates of the government owned and operated line. 

Mr. Brent said the sugar rate question had been before the 
Commission. He said the barge line had not carried enough 
sugar to Cincinnati to “wad a shotgun.” He did not think there 
was merit to the contentions of the eastern and southeastern 
sugar refiners, so far as the barge line was concerned. He said 
that with respect to the barge line being supported by govern- 
ment funds at the expense of all the people, the Inland Water- 
ways Corporation had not used a dollar of government money 
since 1924 because there had been no operating losses. He said 
the Warrior service had lost money—that it had been fighting 
the railroads to get rates to the southeast. He said the Denison 
bill would make it possible to get joint routes and rates. He 
voiced opposition to the provision in the Denison bill as it 
passed the House that would authorize sale or lease of part of 
the government’s barge operation. He urged the committee 
not to provide for sale of the service “piece-meal.” 

Senator Vandenberg, of Michigan, read a telegram from 
E. Wilson on behalf of the beet sugar industry of Michigan, 
protesting against the bill. The telegram said passage of the 
bill would give the New Orleans sugar refiners an advantage 
over the beet sugar industry of Michigan. Mr. Brent, asking 
permission to answer that protest, said, in effect, that the result 
would not be as claimed by the Michigan industry. 

Hearings on the bill were completed at the afternoon ses- 
sion of May 22, the committee taking a recess until the next 
day, when consideration of the bill was taken up in a closed 
session. 

Further opposition from cane sugar interests was expressed 
at the closing session by Gerald Ronan, attorney for the Penn- 
sylvania Sugar Co. and the McCann Sugar Co., and W. A. Angus, 
traffic manager for the first mentioned; also B. K. Raymond, of 
the National Sugar Refining Corporation of New Jersey. 

Beet sugar interests took as pronounced ground against the 
bill as the cane sugar refiners, typified by those mentioned in 
the preceding paragraph. They were represented by H. A. 
Austin, secretary of the United States Beet Sugar Association. 

Senator Hawes, of Missouri, suggested, while Mr: Raymond 
was speaking, that when the government gave money to estab- 
lish barge line service it did no more for those who could use 
it than when the government put a duty on foreign sugar. 


“When you put a duty on sugar, that establishes a national 


policy against the rest of the world for Americans,” retorted 
Mr. Raymond. He suggested that when government money was 
used for forcing barge line service in connection with the rail- 
roads it was making the latter bear some of the expense of 4 
service that was reflected on those compelled to use the rail- 
road service. He said there was no objection to competition 
by barges provided by private capital, even if the service per- 
formed by such barges furnished competition at points to which 
Mr. Brent said the government barge line had not carried 
enough sugar to wad a shotgun. 

G. H. Pouder, for the Baltimore Association of Commerce, 


“and G. Stewart Henderson, for the Baltimore Chamber of Com- 


merce, expressed the objections of Baltimore. commercial in- 
terests to the proposal. ‘ Pra 

Mr. Brent tried to explain the theory of barge-and-rail rate 
making for the benefit of senators interested in that phase. 
Senator Deneen, of Illinois, closed for the bill,. expressing the 
hope that if it could not be passed at this session it would 
be passed early in the next. 


Favorable Committee Report 


The Senate commerce committee, May 23, ordered a favor- 
able report on the Denison barge line bill. It amended the 
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pill as it was passed by the House by eliminating the provision 
inserted by the House authorizing the Secretary of War to 
dispose of, by sale or lease, any unit of the Inland Waterways 
Corporation’s service. If the bill should be approved as 
amended by the committee, the service would have to be dis- 
posed of as a whole. 

On motion of Senator Simmons, of North Carolina, the bill 
also was amended to provide that the Secretary of War should 
make a survey of the inland waterway from Boston, Mass., 
to Beaufort, N. C., to determine the amount of potential traffic 
that would be available for barge transportation thereon and 
with a view to extending the service of the government’s 
barge line agency to that waterway or to a part of it. The 
Secretary of War, under the Simmons amendment, would 
report to Congress the result of the survey and his recom- 
mendations. 

In the hearings on the bill in March, Senator Simmons 
indicated that he favored extension of the government barge 
line service to the Boston-Beaufort waterway and asked Mis- 
sissippi Valley representatives if they would support such a 
proposal. The answer was that the Mississippi Valley inter- 
ests were “100 per cent for your waterway.” 

In the report of the Senate commerce committee on the 
Denison bill, submitted by Senator Sackett, of. Kentucky, the 
folowing explanations were made as to the changes made in 
the bill by the committee: 


The bill as it passed the house was amended upon the floor in sec- 
tion 2, paragraph (5), to give authority to the secretary of war to 
dispose of the transportation faTilities covered by this bill in separate 
units through the introduction of the words ‘or any unit thereof.” 
The Senate committee on commerce believes that this would permit 
the dismembership of these transportation facilities through the sale 
of those divisions which should become profitable and leave in the 
possession and operation of the government of the United States, 
through the secretary of war, those divisions which had not reached 
a profitable position in furnishing transportation. The committee 
believes that the whole system of the Inland Waterways Corporation 
should be treated as a whole so as not to burden the federal govern- 
ment with those divisions which create losses in operating expenses 
without the benefit of those divisions which become profitable. For 
this reason the committee has offered the amendment which strikes 
from the bill as passed by the House, as shown in the first committee 
amendment to be offered, those words which would permit the Inland 
Waterways Corporation’s divisions to be sold piecemeal. 

The committee on commerce has recommended the adoption of 
the amendment, which shall be section 3 of the bill, wherein the sec- 
retary of war is authorized to cause an investigation and survey of 
the inland water route along the north Atlantic coast from Boston to 
Beaufort, N. C. This amendment provides for a survey only and a 
report to Congress of the feasibility and advisability of extending the 
service of the Inland Waterways Corporation to the north Atlantic 
inland route. This route has been completed from Boston to Beau- 
fort, N. C., with a depth of 12 feet practically the whole distance. 
There is a large amount of business available to this route if there 
were a regularly installed and operating barge system upon which 
shippers could count for regular service. For the purpose of deter- 
mining the amount of such business, the feasibility and advisability 
of providing a regular barge service upon this route, this survey is 


— and the committee recommends the adoption of the amend- 


The remainder of the report consisted of excerpts from the 
House committee’s report on the Dill. 


RAILROADS OPPOSE BARGE LINE 


“It should be distinctly understood that the action of the 
lower house of* Congress in authorizing an appropriation of 
ten million dollars to increase the capital and extend the serv- 
ice of the Inland Waterways Corporation is an effort to have 
the United States embark upon the uncertain sea of govern- 
ment ownership and operation of water transportation,” said 
C. D. Morris, of the Western Railways’ Committee on Public 
Relations, in an address at Rock Island, Ill, May 23. “This 
fact ought to be thoroughly understood by American business 
men, who are well known to be in strong opposition to govern- 
ment ownership and operation of any industry. Indeed, it is 
high time we begin looking this proposition squarely in the 
face. To longer deceive ourselves by calling government owner- 
ship by some other name would be the rankest folly.” He 
continued as follows: 





“Notwithstanding the obvious truth in these statements the gov- 
sehment is being continually urged to extend and expand the policy 
a public ownership, upon which policy it has already wasted hun- 
peo of millions of dollars. Before the present Congress there are 
milli three or four propositions, each calling for the expenditure of 
Stri ons of dollars, some of which are likely to be enacted into law. 
re bped of their deceptive dress each of these measures stands boldly 
woul as a socialistic enterprize, with which the American people 

ould have nothing whatever to do did they thoroughly understand it. 
, t the time the Inland Waterways Corporation was established 
pd People were told that the sole purpose in view was to demon- 
oon that river transportation is a sound investment for private 
is - al and the same sort of an excuse for the present appropriation 
tion ing broadcasted. Eight years have gone by since the orpora- 
a Was established and many millions of dollars of the peoples’ 
Amen. have been invested in the enterprise. So far, however, no 
afford can business man has been impressed with the idea that it 
is witty opportunity for the safe investment of private capital. There 
8 € doubt but that in another ont years there will be just as 
Used boa ee for another ten million appropriation as is being 
One of the stock arguments of those who 

are socialistically- 
faded is that there are some things the people need very badly 

Would cost more than private investors can supply. This assump- 
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tion is absolutely groundless. There is ample private capital in this 
country to provide whatever the people need. Indeed, it is waiting 
and anxious for investment but it quite naturally insists that it have 
at least a reasonable chance, under wise and economic management, 
to earn a fair return. It is not ready for investments that give no 
promise, in the very nature of things, of success. 

Under the laws of this country the Interstate Commerce Commis- 
sion is instructed to treat both rail and water transportation fairly, 
with a view. to developing each. Special laws must be passed in order 
to put the government into either branch of the business. It would, 
therefore, appear to be nothing more than fair if we are to subsidize 
one class of transportation to extend the same courtesy to the other. 
It is the privilege of the American people to undertake the develop- 
ment of any transportation agency they desire, but the very genius 
of our government should enable us to keep in mind the fact that we 
cannot safely expend the money of all the people for the development 
of an enterprise that, in the very nature of things, can be helpful to 
but a small rtion of them, and then only by doing great injury 
to the other branch of the same industry upon which all the people 
must depend. 

I submit that our governmental investments in water trans- 
portation have never proved profitable from a financial standpoint. 
We undertake at times to make it appear that they are profitable but, 
in order to do so, we must resort to such methods of accounting as 
will not stand the scrutiny of investigation. Some of our reports 
make it appear that the Inland Waterways Corporation operates with 
a profit, but to make it so appear we take no account of capital 
investment, taxes or maintenance of roadbed, and until this enter- 
prise can be made to show a profit with these items of expense 
provided for, there can be no hope of interesting private capital 
in its operation. 

Grant that the people are entitled to the very best transportation 
service possible, by the development of any agency that may be 
devised, it will at the same time be admitted that it would be worse 
than foolish to cripple the railroads, which are already serving the 
people adequately and economically, by subsidizing another agency, 
the record of which affords no definite promise that it can ever take 
the place of the steam railroads, which are operated without a dollar 
of cost to the tax payer. 


HOCH-SMITH LEGISLATION, ETC. 
The Traffic World Washington Bureau 


Chairman Parker, of the House committee on interstate and 
foreign commerce, said May 23 that the committee would not 
consider at this session of Congress the joint resolution (S. J. 
Res. 99) passed by the Senate amending the Hoch-Smith res- 
olution so as to include the products of fisheries in the agri- 
cultural “depression” paragraph of the resolution. The resolu- 
tion may be taken up at the short session in December. 


With Congress expected to adjourn not later than June 1, 
the indications were this week that the record of the present 
session with respect to transportation legislation was closed, 
with the exception of the Denison barge line bill, so far as final 
action on transportation measures was concerned. 


The House committee, according to Chairman Parker, does 
not plan to report any more railroad bills to the House at this 
session. Even though the Senate should pass the Robinson bill 
repealing the Pullman surcharge, for example, the understand- 
ing is that the House committee would not act on the bill at 
this session. 


The Senate some time ago passed the Pittman bill exempt- 
ing certain short lines from the recapture provisions of section 
15-a of the interstate commerce act. The Commission raised 
objections to the bill in a report to the House committee and 
nothing will be done on it at this session. 


With respect to the Denison barge line bill, proponents of 
that measure had some apprehension this week that it might 
not be possible to get it up in the Senate for consideration 
before adjournment and that action on it might be deferred 
until the short session. 


BROOKHART RAIL BILL 
The Traffic World Washington Bureau 


Senator Brookhart, of Iowa, in explanation of the bill 
(S. 4460) he introduced last week providing for a government- 
owned Atlantic-to-Pacific railroad, says his idea is that such a 
railroad would act as a corrective force with respect to rate 
discrimination against the west, divisions of rates between 
eastern and western railroads, and the long-and-short-haul 
problem. 

Under existing conditions, said he, the great railroad sys- 
tems “broke” at Chicago or St. Louis, generally speaking. He 
said the fact that the density of traffic was so much greater in 
the east than in the west resulted in the eastern lines getting 
the best part of the revenue and that the western roads com- 
plained that they did not obtain a proper division of rates 
from the eastern roads. Such a road as he proposed would 
correct that situation, said he. With one coast-to-coast sys- 
tem, he said the long-and-short-haul problem would. be taken 
care of. He said another reason for his bill was the fact that, 
in Canada, there was a government-owned and a privately 
owned system, both being coast-to-coast systems. He said the 
fact that Canada had a government-owned system acted as a 
corrective force with respect to rail transportation in Canada 
and he believed it would be a good thing for the United States 
to have a similar arrangement. He said the bill was a com- 
panion measure to one introduced by him some time ago pro- 
viding for consolidation of railroads into coast-to-coast systems, 
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PULLMAN SURCHARGE BILL 


The Trafic World Washington Bureau 


Senator Dill, of Washington, from the Senate interstate 
commerce committee, has submitted the following report to the 
Senate on S. 668, the Robinson bill providing for repeal of the 
surcharge on travel in parlor and sleeping cars: * 


The committee on interstate commerce, to whom was referred 
the bill (S. 668) amending paragraph 4 of section 1 of the interstate 
commerce act, having duly considered the same, recommends that it 
do pass without amendment. 

The Pullman surcharge is a tax that was first placed on the travel- 
ing public during the war-time period, namely, June 10, 1918. The 
then Director General of the Railroads, William G. McAdoo, dis- 
continued it promptly following the armistice. Two years later, the 
Interstate Commerce Commission on its own voluntary motion re- 
established this surcharge. The purpose of this bill is to repeal the 
Pullman surcharge. 


The Interstate Commerce Commission gave as a~reason for re- 
establishing the Pullman surcharge, the need of revenue by the rail- 
roads to meet the expected increase in wages to be made by the 
Railroad Labor Board. The estimated increase was $618,000,000. The 
actual increase was $518,000,000. In addition to that, the number 
of railroad employes decreased 243,551, between 1920 and 1926 and 
the average wage decrease from $1,820 in 1920 to $1,655 in 1926. Thus, 
the decrease in wages alone amounts to more than $600,000,000 per 
year, so that the reason the Interstate Commerce Commission had 
for reestablishing the Pullman surcharge to collect $40,000,000 extra 
thereby, has long ago been removed. The Senate has heretofore 
recognized this fact by three times passing bills similar to this 
providing for its repeal. 


The annual reports and statistics concerning railroads show that 
at the present time, the railroads generally are on sound footing and 
do not need the surcharge. Less than 1 per cent of the surcharge 
goes to small railroads that might be said to be in need of it. 


Congress has repealed practically every other war tax and the 
time has come to insist upon the repeal of the Pullman surtax which 
was created as a war tax also. The repeal of this surtax in no way 
interferes with rate making. It simply lays down a policy to the 
effect that the Interstate Commerce Commission shall not permit 
double payment for use of Pullman cars. 

The repeal of this Pullman surtax will in no way affect the pro- 
ceedings before the Interstate Commerce Commission to readjust 
freight rates. Such readjustments should be made upon its merits 
and the Pullman passengers should not be penalized to make up 
needed revenues of some few railroads which lack the necessary 
freight-making income. 


Senator Mayfield, of Texas, has had reproduced in the 
Congressional Record an editorial from the Washington (D. C.) 
Post headed “Pullman Ticket Graft,” and assailing the imposi- 
tion of the surcharge on travel in parlor and sleeping cars. 
Advocating enactment of the Robinson bill providing for repeal 
of the surcharge, the editorial said: 


The Pullman surcharge is a relic of the war days and should have 
been abolished long ago. No valid reason exists why the railroads 
should get this particular form of graft from Pullman passengers. 
The railroads provide nothing in the way of service in return for 
this charge. The occupant of a Pullman does not arrive at his des- 
tination a single minute before his fellow travelers in the day coaches. 
If anything, the use of Pullmans benefits the railroads by increasing 
travel and spreading the traffic load out over the 24 hours of the day. 

The Pullman Co., which provides the additional comforts, has 
never benefited from the surcharge. In order to keep its own skirts 
clean it is specifically stated on every Pullman ticket that the addi- 
tional 50 per cent is paid to the railroads. The carriers have resisted 
successfully the abolition of this excess payment. It is easy to un- 
derstand that they do not wish to surrender a source of revenue which 
is 100 per cent profit. The rates which the Pullman Co. charges are 
all that may be justly exacted. Anything above that amount is a 
polite form of highway robbery. 


When the Senate was considering bills by unanimous con- 
sent on the night of May 23, Senator Bruce, of Maryland, ob- 
jected to consideration of the Robinson surcharge bill. Senator 
Robinson, of Arkansas, author of the measure, said the bill 
ought to be considered. 

“It has been passed by the Senate twice, and favorably re- 
ported during two other sessions of Congress,” said he. “Every 
time it has been voted on by the Senate, it has passed almost 
unanimously. The conditions which now exist make a stronger 
case for the bill than has ever existed before. I hope the Sen- 
ate will take action on the bill.” 

“IT ask that the bill go over,” said Senator Bruce. 

Objection having been made, the bill was not considered. 
It may, however, be reached again before the end of the session. 


RATES FROM PACIFIC NORTHWEST 
The Traffic World Washington Bureau 


‘"yRepresentative Summers, of Washington, in remarks in the 
House, said the “whole agricultural freight structure in the 
Pacific northwest needs revamping.” He said that at various 
times in the last few years he had pointed out to the Commis- 
sion “the excessive and, as we believe, discriminating freight 
rates that obtain in the Pacific northwest.” He referred par- 
ticularly to rates on wheat and apples. Citing the Hoch-Smith 
resolution, he said: 


At the time we passed the resolution and every day sirice we 
passed it it has been common knowledge that the farmers were 
gripped by an almost unprecedented depression and that the rail- 
roads were more prosperous than ever before. Regardless of these 
facts ceaseless investigations by the Interstate Commerce Commission 
have gone on for three years. Of course, there are two sides to all 
questions and in fairness all parties at interest must be heard. How- 
ever, witnesses should not be permitted to filibuster. No good pur- 
pose is served by taking thousands of ges of testimony that can 
never be considered. The Congress provided in the Hoch-Smith reso- 
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lution an instrument for speedy adjustments and the reduction g 
excessive rates on farm products, but the Congress and the country 
are already weary of delays. 

True, beneficial adjustments have been given to certain sections 
of the country and on certain products but vast areas are still wait. 
ing. A freight reduction inaugurated several years after a farmer 
is bankrupt and out of business doesn’t greatly concern that par. 
ticular farmer. My wheat farmers and apple growers need their 
freight reduction benefits in 1928. 

If general reductions are not more speedily obtained under the 
Hoch-Smith resolution then I predict the repeal of section lida of 
the transportation act at no distant date. 


Mr. Summers then submitted a long letter from Chairma 
Campbell, of the Commission, in answer to a letter from Mr 
Summers with reference to the Canadian-American wheat-rate 
situation and the general grain-rate situation in the westen 
United States. Chairman Campbell, in part, said: 


As far as I know, there never was material complaint with re. 
spect to the general adjustment of grain rates for export from the 
western part of the United States prior to the war. Due to increase 
costs of materials and supplies and wages of employes, the expenses 
of operating railroads in this country increased heavily between 191} 
and 1920. Under such increased costs it became impossible to continue 
operation of the carriers in this country under the rates formerly in 
effect. While there has been a considerable drop in_ prices since 1920, 
the prices of almost everything still average about 50 per cent higher 
than in 1914. Freight rates were first increased in 1918 by 25 per cent, 
and again in 1920 by varying percentages, the increase in western 
territory being 35 per cent, except that in the territory west of the 
Rocky Mountains the increase was only 25 per cent. Speaking gen- 
erally, these increases applied alike to all traffic except that on grain 
the increase of 1918 was limited to a maximum of 6 cents per 1) 
pounds, so that the rates on that commodity that were more than 
24 cents were not increased as much as other traffic. 

During the depression of 1921, which was particularly pronounced 
in the grain-raising regions of the west, this commission conducted 
an investigation of grain rates throughout the west and reduced the 
rates on Wheat, hay and their products to the extent of removing 
one-half of the increase imposed in 1920. On coarse grains and their 
products the same reduction and an additional 10 per cent (reduction 
was made. The effect quite generally was to reduce wheat rates i} 
per cent and coarse-grain rates 20 per cent. The commission reduced 
all other rates on July 1, 1922, by 10 per cent. It is therefore apparent 
that, speaking generally, grain rates in the west have been reduced 
to a greater extent since 1920 than rates on other commodities. 


Chairman Campbell referred to the Hoch-Smith westen 
grain proceeding now pending and then discussed the Canadian- 
American wheat-rate situation along the lines of the Commis. 
sion’s report to the Senate published in The Traffic World, May 
19, p. 1239. 


COAL AND RAILROADS 


Chairman Watson, of the Senate interstate commerce com: 
mittee has introduced the bill (S. 4490) prepared by counsel 
for the United Mine Workers for regulation of the bituminous 
coal industry. (See Traffic World, May 19.) An identical bill 
was introduced in the House (H. R. 13880) by Representative 
Rathbone of Illinois. 


HOUSE COMMITTEE AND RAILROADS 


That the House committee on interstate and foreign con- 
merce “has persistently refused to report any important rail- 
road legislation” was asserted by Representative Shallenberger, 
of Nebraska, a member of the committee, in debate on the 
barge line expansion bill, adding that “we are strong for 
bridges and lighthouse bills.” Continuing, he said: 


Perhaps the committee’s policy was announced to me by. its 
former chairman when I first became a member, and I asked him 
if the committee would not consider bills to correct our transporta- 
tion laws. The chairman’s reply was, “This committee considers 
only what the President tells us to consider, and if you d—— Demo 
crats were in control you would do the same thing.’’ 

I am glad therefore that the committee under its present leader 
has at last reported a transportation measure, even thougn it only 
deals with a minor portion of the nation’s needs in this matter. It 
promises some slight competition in rates on basic agricultural prod- 
ucts which at present are excessive and unfair. 





DILL FOR LOWER RATES FOR FARMER 


Senator Dill, of Washington, in telling the Senate May 2 
of legislation he had favored to aid the farmer, said that, as 4 
member of the interstate commerce committee, “I have helped 
report legislation directing the Interstate Commerce Commis 
sion to lower the freight rates on farm products, even. though 
such lowering of freight rates might necessitate the raising of 
freight rates on other articles of commerce.” The reference 
was to the Hoch-Smith resolution. 


FREIGHT REBATE REJECTED 

An amendment to the tax reduction bill, offered by Senator 
McMaster, of South Dakota, providing, in effect, for refunds 
producers or shippers of designated agricultural products fot 
export equal to the transportation charges paid on such prot 
ucts, was rejected by the Senate by a vote of 44 to 14. The 
amendment provided that the allowances should be paid out of 
revenue from customs. 


HIGHWAY AID BILL PASSED 
The House has passed S. 2327, the bill providing for $75, 
000,000 for the fiscal year ending June 30, 1930, and $75,000,000 
for the fiscal year ending June 30, 1931, for federal aid to the 
states in the building of highways. 
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“The HOME RUN”. 
A freight train that packs 
the big wallop every day *7 







Wuar do you look for first in the 
morning paper? 


We don’t know, of course. But we’ve 
got a thin dime that says you turn to 
the sporting page to see how many big 
league sluggers socked the apple into 
the stands in yesterday’s games. 


It’s a great home run show that the 
ball players have been putting on for 
the folks lately. But listen to this! 


Here’s a home run that’s made every 
day—whether the grounds are as wet as 


the proverbial fish or whether the sun ~ 


decrees clear blue skies. Rain, fog, hail 
or shine “The Home Run,” a roaring 
Pennsylvania “TRS,” packs the big 
wallop once in every 24 hours. 


“The Home Run” carries empty 
tank, refrigerator, and stock cars from 
the Eastern Seaboard back to Chicago. 
Daily this freight train pulls out of 
Jersey City to begin its dash to the big 
town on Lake Michigan. And all along 
the line “The Home Run” receives the 
attention that keeps the famous freights 





of the Pennsylvania regularly and de- 
pendably on their schedules. 


“Back Home and Broke?” 
Well, that’s hardly fair... 


Maybe a “TRS” does seem a bit like 


an old soldier returning from the wars, 


Here are some other Penn- 
sylvania freight trains 
whose regular on time ar- 
rivals have earned them 
distinctive names: 


‘*THE MASCOT” 


Merchandise 


Chicago to Pittsburgh 


‘“*THE EAGLE” 
Perishable— Merchandise 
Cleveland to Seaboard Cities 


‘“*THE HUMMER” 
Merchandise 
Pittsburgh to St. Louis 





~ que al 


“THe Home Run” is one of the most important trains in the 
fleet of 61 named Pennsylvania freights that have set remarkable 
records for regularity and dependability of on time arrival. 


going home broke. But the prompt and 
dependable return of these “empties” 
is of greatest importance. It saves 
petroleum shippers many thousands of 
dollars that would otherwise be spent 
for more cars. 


For after an Eastern consignment 
has been delivered they are able. to 
load the same cars again in a few days. 
Likewise refrigerator cars are again 
ready to make up caravans of riches 
for the Seaboard, and stock cars can 
be put back to work hauling their four- 
footed passengers to the markets of 


the Coast. 
ca a * 


“The Home Run” has a companion 
train in “The Refiller” whose home 
plate is St. Louis. These two famous 
“TRS” trains are neck and neck in on 
time performance records. Splendid 
cooperation from the train crews and 
the men along the line who watch over 
their journeys has made them two of 
the most dependable trains in the 
Pennsylvania freight service. 


Carries more passengers, hauls more freight than any other railroad in America * 


PENNSYLVANIA RAILROAD 
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NEW ASPECT OF TRAFFIC 


(From an address by H. H. Rodenbaugh, vice-president, Florida East 
Coast Railway, before the American ilway Development 
Association at Miami, Florida.) 


Within the last few years, the search for traffic has taken 
on a new aspect. Formerly, when a project for developing new 
traffic, or for increasing the output of an existing source arose, 
it was reasonably certain that most, if not all, of it would move 
by rail. This is no longer the case. With the great increase 
in the extent and in the quality of the highway systems of the 
country, and with the improvement in the design, propulsion, 
and operation of vessels utilizing our coastwise waters and 
our inland rivers, stimulated by the urgent need of the World 
War activities, these two transportation media have been, are, 
and will continue, in an increasing ratio, to complicate the 
problem of obtaining traffic for our railways. Almost every 
day sees an increase in the quantity of highly desirable traffic 
which is being taken from the railways and moved either by 
motor trucks on the highways or by water-borne vessels. Each 
method of transportation is extending the capacity to handle 
more and more freight, at ever increasing distances, and is, at 
the same time, improving its operations, so that the serv- 
ice becomes more dependable, the losses less, the efficiency 
greater, and the net income more attractive. And now, the 
shadow.of the airplane appears as an omen of a further sharer 
of our country’s traffic. 


In fact, one wonders if the transportation facilities now 
available, in this cpuntry, are not too greatly in excess of the 
requirements. Have not highways, with their related army of 
sturdy and efficient motor trucks, been provided too liberally 
and too rapidly for the good of all the huge sums of money 
which are invested in transportation agencies? Have not water- 
ways, and channels, and harbors, and the modern vessels which 
use them, been constructed too far in advance of the economic 
needs of the country? Is not there so much transportation 
now available that there is not sufficient business to economic- 
ally utilize it, with the result that competition has, possibly, 
been forced beyond conservative limits, to the serious injury of 
the various types of carriers who engage in such practices? 


In the foregoing, I have referred to the economic factors 
which relate to the present day transportation situation. I had 
in mind the cost to the shipper, when making use of the several 
types of transportation available. When he pays for transporta- 
tion on a railway, he pays a charge that is supposed to cover, 
approximately, the cost of transporting the goods in question, 
an appropriate portion of the cost of the capital which was used 
in the construction of the railway and its equipment, something 
for taxes, possibly something for depreciation, and a very small 
sum for profit to the owner for arranging all of these various 
activities. When he pays for freight which is shipped by motor 
truck, on a public highway, about all his charges cover are 
those relating to the operation of the truck, with, possibly, 
something added to purchase a new one, when the life of this 
particular truck is over. The broad, well paved highway, and 
the city streets, are furnished to the shipper without direct 
charge. When a shipment is made by water, the shipper pays 
charges that cover the construction and the operation of the 
vessel which carries his goods, with a small portion for the 
use of the loading and the unloading docks. The channels from 
the open sea to the harbors, the harbors themselves, and the 
inland waterways have been constructed and made available 
at the public expense, the same as the highways and the streets 
have been constructed, and are maintained, which are used 
by the motor truck. Of course, the shipper by motor truck and 
by water-borne vessels helps to pay for these improvements 
of which he makes use, through the process of taxation, but 
what he pays is out of all proportion to the benefit he directly 
derives from them. 

The great benefit to the motor truck owner and to the ship 
owner is not clearly realized by many people. Some months 
ago I was interviewed by some successful merchants, who are 
engaged in business in a town in which I was visiting, who 
came to me to ask why it was that I could not haul their mer- 
chandise at as low a rate as the motor trucking company had 
just offered them, and as a small coastwise steamboat line had 
offered them. They assured me that they preferred to handle 
their business over our railway, a statement which I am positive 
was sincere, but they disliked, greatly, to ignore the very low 
charges that were offered them by the two competitors, the 
motor truck and the coastwise steamboat. I replied that if the 
state would pay $10,000 per year for each mile of our double- 
tracked railway, we would furnish the equipment, the locomo- 
tives, the cars, and the stations, and would handle their business 
at an even lower cost than was offered them by either the motor 
truck or the steamboat. They were surprised to hear of this 


situation, and I then explained to them that the $10,000 per mile 
was made up of a figure of $6,000 per mile per year for interest 
and taxes on the railway, and $2,000 per mile per year for 
maintenance of each of the two tracks made up the remainder. 
It was very clear to them, then, what I meant, and it was also 
very clear to me that they had never realized, before, just what 
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the public was offering the motor truck transport, in the way 
of free highways, and to steamboats, in dredged waterways and 
expensively constructed harbors. 


DIRECTOR GENERAL’S REPORT 


President Coolidge has transmitted to Congress the report 
of Andrew W. Mellon, as Director-General of Railroads, for 1997. 

The report stated that 3,186 suits in which the Directoy. 
General was interested, involving the sum of $8,560,069.13, were 
finally disposed of in 1927 at a cost of $433,841.22. 

Definitive obligations of carriers to the Director-General] jp 
the aggregate amount of $91,761,291.27 were liquidated. The 
operating expenses of the Railroad Administration, according 
to the report, were reduced by the sum of $256,908.04, a re. 
duction of 55 per cent as compared with 1926, and the number 
of employes was decreased from 100 to 34. 

“I take this occasion to commend most hightly the Assistant 
Director-General and general solicitor, Mr. Sidney F. Andrews, 
and his able staff for their loyal cooperation in securing the 
results evidenced by this report,’ said Mr. Mellon. 

Excerpts from the report, with reference to suits against 
the Director-General, follow: 


American Railway Express Co.—On January 1, 1927, there were 
pending 1,124 suits growing out of federal conrtol, which, together 
with two additional suits subsequently reported, brought the total 
for the year to 1,126. The suits involved claims aggregating in 
amount $367,432.66. Eight hundred and thirty of these suits, in- 
volving $212,438.20, were disposed of during the year for the sum 
of $6,659.08, leaving 296 suits barcory! on January 1, 1928, in which 
the amount claimed aggregated $154,994.46. 

Other suits against the Director General.—On January 1, 1927, there 
were pending against the Director General 1,963 suits in which the 
amounts claimed aggregated $11,888,054.84. These, together with 
the 66 additional cases involving claims amounting to $909,447.56 
reported during the year, brought the total number of cases pending 
against the Director General during the year to 2,029, in which the 
claims aggregated $12,797,502.40. Of these, 677 involving claims for 
$5,220,540.69 were disposed of ta | the year at a cost (including 
costs and attorneys’ fees) of $395,953.14. On January 1, 1928, there 
remained pending 1,352 of these suits involving claims in the total 
amount of $7,576,961.71. 

Suits by short-line railroads.—In addition to the foregoing, there 
were pending on January 1, 1927, 43 suits by short-line railroads 
against the Director General, which, together with one reported dur- 
ing the year, made a total of 44, in’ which the aggregate amount 
sued for was $910,737.52. During the year one of these suits, in 
which the amount claimed was $33,856.04, was dismissed, leaving 
unsettled as of January 1, 1928, 43 such suits in which the claims 
aggregated $876,881.48. Some of these suits are waiting to be heard 
in the court of claims and a large number are held up by the board 
of referees aWaiting a test suit in the court of appeals of the district. 

Reparation and overcharge claims.—There were 151 reparation and 
overcharge claims before the Interstate Commerce Commission on 
January 1, 1927, and in addition there were reported during the 
year 45 such claims, making a total of 196, involving claims aggre- 
gating $2,486,173.58 Of these, 119, involving $1,210,335.95, were dis- 
posed of during the year for $115,325.90, leaving pending on Janu- 
ary 1, 1928, 77 of such claims, involving $1,275,837.63. In addition, 
partial payments in the amount of $75,512.04 were made in two 
cases not reported closed, while 46 informal cases were disposed 
of by the payment of $19,834.99. 


As to suits by the Director-General, the report said: 


On January 1, 1927, there were pending 748 suits instituted by 
the director general, involving claims in the total amount of $1,551,- 
848.72. There were 194 additional suits reported during the year, 
es the total number of suits to 942, involving claims amount- 
ing to $2,592,702.36. Four hundred and two of these suits, involving 
a total amount of $690,992.75, were disposed of during the year 
as a result of which $159,377.60 was collected. On January 1, 1928, 
there were pending 540 suits, in which the amount claimed by the 
director general was $1,901,709.61. These are suits for demurrage 
rar under charges and are most difficult of collection at this late 

ate. 


Under the heading of “Finances,” the report said: 


Receipts and disbursements.—The receipts for the year were 
$98,576,212.30. The disbursements were $890,078.79. The disburse- 
ments for the year were $1,836,967.85 less than for*the 1926, which 
is due chiefly to a decrease of 74 per cent in the amount of judgments, 
decrees and awards and a decrease of 55 per cent, or $182,040.76, in 
administrative expenses. 

Expenses.—The total expenses for the calendar year 1927 amounted 
to $209,155.12 as compared with $466,064.06 for the calendar year 
1926; a decrease of $256,908.04, or 55 per cent. This decrease was 
largely due to (1) the transfer of the rent and operation of the 
Hurley-Wright building on July 1, 1927, to the director, Office of 
Public Buildings and Public Parks; (2) a reduction in the ad- 
ministration personnel, the latter having been decreased during the 
year from 100 to 34, thus reducing the pay rolls from $309,423.35 for 
1926 to $138,388.43 for 1927; or a reduction of $171,034.92; and (3) 4 
reduction of traveling expenses of field men from $44,811.20 for 1926 
to $8,561.06 for 1927. 

Definitive obligations of carriers.—The principal amount of rail, 
road securities acquired by the Director General under section 207 0 
the transportation act, 1920, sections 6 and 7 of the federal contro 
act of 1918, and the act of November 19, 1919, and held by him om 
January 1, 1927, aggregated $113,317,128.36. During the year wt 
761,291.27 of these securities were sold by the director general 0 
redeemed by the carriers, leaving a balance on hand as of January 
1, 1928, of $21,555,837.09. 





PARCEL POST REGULATION 
W. Irving Glover, second assistant Postmaster General, has 
announced that parcel post packages addressed for delivery 
Great Britain and Northern Ireland may be sealed with wa 
lead seals or otherwise. 
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$10,000,000.00 Ocean Terminals 
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Concrete Wharves 
Enclosed Fireproof Transit Sheds 
Extensive Shipside Fireproof Warehouses 
Cotton Compress and Warehouses 


Automatic Sprinklers All Buildings 
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Connecting with All Railroads 
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Port of Houston 


An inland port with 50 miles 
of deepwater frontage 


Serving as an outlet and approach 
to the Great Southwest Empire 


———) 


A reference to the map will show that 
Houston is at the base of a vast triangle 
reaching out on one side to the Great South- 
west and on the other to the Mississippi Valley, 
offering to shippers a logical port of entry or 
exit for goods entering or leaving this great 
sweep of territory. 


———— 


18 railroads serve Houston, assuring prompt 
transportation and competitive rates. The 
port has facilities for handling or storing 
any kind of merchandise. 
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CONSTRUCTIVE DELIVERY STATIONS 


The Trafic World New York Bureau 


The hearing, by the Commission, on constructive and off- 
track railroad freight stations on Manhattan Island, New York, 
Docket 19715, was opened this week at the rooms of the 
New York State Chamber of Commerce with representatives 
of approximately 400 railroads, chambers of commerce, civic 


organiaztions, shipping and receiving houses, trucking and 
lighterage companies, and others present. Examiner Ames 
presided. 


The testimony of shippers and consignees generally, with 
the support of various industrial organizations, as opposed to 
the attitude of the railroads, was in favor of retention of the 
constructive delivery stations. Their arguments were that 
abolition of this system would increase congestion of traffic 
and slow up delivery of freight. 

C. E. Smith, vice-president of the New Haven, said opera- 
tion of these stations had resulted in economy and that he was 
in favor of store door delivery, especially in its promises for 
the future. 

“The inauguration of trucking through a constructive sta- 
tion in lieu of floating to and from the piers was made solely 
from the standpoint of anticipated economy,” he said. “No 
doubt better service to shippers and consignees will result, 
although that was not the principal feature. It has been the 
hope and thought of the New Haven management that truck- 
ing could be enlarged to such an extent that it would dry up 
pier handling and*lighterage entirely, the pier division of the 
marine department could be given up and the maximum econ- 
omies effected. It is believed that this can be done.” 

He said, under examination, that the economies so far 
noticed amounted to 20 cents a ton net or $1.40 gross. He 
outlined the history of his road in seeking the best method 
of solving delivery problems. If the delivery stations were 
abolished, he testified, the New Haven would have to hire more 
piers, which he would regard as a backward step. 

Among the witnesses who testified at the first session 
were A. C. Snider, assistant freight traffic manager of the Erie; 
J. F. Condon, general manager of the Erie; Maurice Williams, 
assistant freight manager of the Lackawanna; A. MclIntyre, 
general freight manager of the Lehigh Valley; Harry E. Bailey, 
superintendent of the New Haven; J. H. Lofland, marine super- 
intendent of the New Haven; and Major Smith. 

Mr. Condon, in answer to a question from Wilbur LaRoe, 
Jr., of the New York Port Authority, said he agreed with a 
statement of Mr. Mantell, formerly vice-president of the Erie, 
that there was considerable congestion at the piers that had 
to be relieved by the adoption of constructive delivery stations 
and that, under the present plan, there is a lack of congestion, 
and handling of freight is expedited. 

Mr. McIntyre testified that the Lehigh Valley was compelled 
to adopt this system after the Erie had inaugurated it, as a 
matter of competition to avoid the loss of business. 

The attitude of the Pennsylvania was outlined by J. W. 
Roberts, general superintendent of transportation in the east, 
who said his company was strongly opposed to the establish- 
ment of store door delivery in New York as objectionable, and 
was in favor of abandonment of the constructive delivery sta- 
tions. He said, however, that the road did not propose to 
abandon inland stations or the trucking in lieu of lighterage 
privileges. With these two in operation, he remarked, he be- 
lieved his company would be able to give an efficient and ade- 
quate freight service, as his figures showed that their shippers 
were not using the constructive delivery stations to any extent. 

Mr. Roberts gave as his reasons leading to his recommenda- 
tion for the abandonment of the constructive delivery stations: 


The result of our experience of the last eleven months’ operation 

was disappointing, as we expected that a large percentage of mer- 
chandise traffic would be handled and the inland stations would be 
relieved and that we would have a single operation to handle under 
this system. 
* The inland stations have operated satisfactorily, as we predicted, 
and the reduction of delays to motor trucking has been verified. The 
—— in that respect has been satisfactory in freeing pier 
stations. 

The result of our experience has been disappointing in now 
handling a comparatively small percentage of: carload merchandise 
through constructive delivery stations, which we had hoped would 
attract business after the new practice had become effective. 

Further, there have been rumors of manipulation in trucking 
charges beyond constructive stations, the carriers not being in a 
position to regulate that. 

* Next the delays on the Jersey side have exceeded our expecta- 
te) 


ns. 

With small part of the general merchandise carload freight being 
handled by constructive delivery stations we have been compelled to 
handle two forms of service, which is always objectionable. The west- 
bound traffic is almost nothing, which unbalances operation. 

These reasons combined with the manipulation of charges, if they 
do prevail, will lead ultimately to delivery free without adequate 
compensation to the railroads and therefore this would lead to 
store door delivery. 


The witness stated that, as a matter of fact, only 288 ship- 
pers had used the constructive delivery stations during the ex- 
perience of the Pennsylvania Railroad during the last year, the 
period of its test with it. He added that, if the new tariff went 
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into effect it would, under it, still provide greater facilities fo, 
handling freight traffic than before June 1, 1927, when the roaq 
put constructive delivery stations into operation. 

W. F. Richardson, freight traffic manager of the Baltimore 
& Ohio, which has inland stations in New York, disclaimeg 
initiating the plan for abandonment of the constructive delivery 
stations. 

W. H. Chandler, traffic manager of the Merchants’ Aggo. 
ciation, received an answer in the negative from Major Smith 
to the following question: “If you can save money by trucking 
to 59th street, instead of floating and unloading and using piers, 
and at the same time enable merchants in New York to reduce 
their handling cost, do you know of any reason for abandoning 
an economic service and substituting one in conflict with see. 
tion 15-a of the transportation act?” 

Mr. LaRoe denounced the practice of permitting irrespon. 
sible loaders at railroad pier stations to coerce or prevent ship. 
pers from loading or unloading their own goods. Mr. Roberts 
replied that it was a condition over which the railroads had no 
contrel, though he admitted that such control would be proper, 

In support of continuing trucking in lieu of lighterage, Mr, 
Roberts testified that the operation was by the Motor Haulage 
Company and involved the movement of traffic between the pier 
or unloading point and a terminal, and with his company is 
almost exclusively outbound freight that can be handled at less 
expense than lighterage. 

Mr. Roberts said the new tariff did not propose to change 
this practice, but is adopted to insure uniformity by the rail. 
roads. He conceded that when the railroads first introduced 
the use of constructive delivery stations it was with the object 
of reducing congestion at the piers. 

Questioned by Mr. LaRoe as to his stand on the store door 
delivery plan, Mr. Roberts cited the uncertainty of the labor 
situation and the raises in rates which might be a consequence. 
He said he also had many other objections. Mr. LaRoe sug. 
gested that the manipulation of charges could be removed by 
the railroads operating their own trucking services. 

Mr. LaRoe remarked that there was almost a unanimous 
demand from shippers for continuance of the constructive de 
livery stations, to which Mr. Roberts replied that he had not 
noticed any particular ‘‘clamor”’ for them. He said that store 
door delivery, to be acceptable, must be optional. 


COAL PRODUCTION AND SHIPMENT 


’ Total production of soft coal the week ended May 12 was 
estimated at 8,382,000 net tons by the Bureau of Mines of the 
Department of Commerce. This represented an increase of 
208,000 tons aS compared with the revised estimate for the 
preceding week. Anthracite production was estimated at 1,888, 
000 net tons, an increase of 62,000 tons as compared with that 
for the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended May 12 totaled 1,079,063 net tons. Anthracite 
shipped from Lake Erie ports the week ended May 13 totaled 
20,281 net tons. - 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended May 12 totaled 326,399 net tons, of which 191,58 
tons were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended April 28 were reported 
as follows: Bituminous, 2,164; anthracite, 3,045. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended May 19 totaled 18,198 cars, as compared with 
17,482 cars (revised). the preceding week and 15,757 cars in 
the corresponding period of 1927, according to carrier reports 
to the Bureau of Agricultural Economics of the Department 
of Agriculture. Shipments were reported as follows: 


Apples, 367 cars; asparagus, 107 cars; cabbage, 1,127 cars; can: 
taloupes, 976 cars; imports, 40 cars; cauliflower, 73 cars; carrots, 9 
cars; celery, 257 cars; imports, 41 cars; cherries, 227 cars; cucumbers, 
264 cars; eggplant, 4 cars; imports, 1 car; grapefruit, 213 cars; = 
ports, 7 cars; green peas, 268 cars; lemons, 389 cars; lettuce, 1,1 
cars; miscellaneous melons, 1 car; imports, 18 cars; mixed cited 
fruit, 91 cars; mixed deciduous fruit, 7 cars; mixed vegetables, 
cars; imports, 7 cars; onions; 874 cars; oranges, 1,199 cars; impor S, 


11 cars; peaches, 3 cars; peppers, 69 cars; imports, 13 cars; pun 


prunes, 3 cars spinach, 171 cars; strawberries, 2,793 cars; —o 
beans, 299 cars; sweet potatoes, 169 cars; tomatoes, 1,332 care: 
ports, 60 cars; watermelons, 29 cars; imports, 13 cars; potatoes, 


2,563 cars; imports, 28 cars. 


ELIMINATION OF REPORTS 


The House has passed H. R. 12064, a bill discontinuiné 
certain reports now required by law to be made annually to 
Congress. The bill would relieve the Commission of filing an 
annual statement showing, in detail, the expenditures for the 
fiscal year, including the number of persons employed and ve 
amount of compensation to each, and a complete statemel 
showing the employments under all appropriations made for 
the valuation of carriers, etc. Substantially the same inform’ 
tion called for in the reports is now submitted to the Bureau 
of the Budget. 


G} 
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These are the G-E controllers 
which give the operator absolute 
direction over this 2200-hp. car 
dumper 






Let the G-E monogram and 
the distinguishing ‘‘CR”’ 
number be your guide 
whenever you purchase con- 
trollers. 
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TBenend 


Car dumper designed and built by 
Wellman-Seaver-Morgan Company 


120 tons unloaded 
every 90 seconds 


High up in the little cabin of this electrified car dumper 
sits a man. The engineering marvel of G-E controllers 
has placed in his hands the absolute direction of 2200 
horsepower—power to lift and power to dump, into the 
waiting ship, huge carloads of coal. 


One hundred and twenty tons unloaded in 90 seconds. 
That’s speed! The cost averaging less than 5 cents a 
ton. That’s economy! Operators, motors, and equip- 
ment afforded complete protection. That’s safety! 


All over the world, G-E controllers may be found doing 
the unusual, the gigantic, the difficult tasks of industry. 
And for every unusual task there are thousands of 
common tasks which G-E controllers are handling 
dependably, safely, and economically. 


Controllers 


~gquide and conserve tndustrys power 


301-28 


GENERAL ELECTRIC 


GENERAL SENERAL ELECTRIC COMPANY, 





SCHENECTADY, N. Y., SALES OFFICES IN PRINCIPAL L_ CITIES 
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MARINE BILL NOW LAW 


The Trafic World Washington Bureau 


President Coolidge May 22 signed the Jones-White merchant 
marine bill and it became. law. 

Chairman. O’Connor, of the Shipping Board, says the Jones- 
White marine act, called the merchant marine act of 1928, “is 
notice to the maritime world that the United States is on -the 
sea to stay.” 

“This constructive legislation will stimulate the develop- 
ment of our private shipping in the foreign trades and will have 
the effect of hastening the transfer of government-owned ton- 
nage to private American hands for operation on a permanent 
basis, at the same time safeguarding against the abandonment 
of American flag services in those trades where it may yet be 
impossible for private ownership to succeed,” said he. “I am 
confident that the new act will result almost immediately in 
the construction of new vessels and the improvement of old 
ones for our merchant marine.” 

He said Henry Herbermann, president of the Export Steam- 
ship Corporation, had notified the board that he would apply 
immediately for a loan from the ship construction loan fund 
to build four combination passenger-cargo ships to be operated 
between north Atlantic ports and ports on the Mediterranean. 
Other private operators will shortly avail themselves of the loan 
provisions of the new law, in the opinion of the chairman. 

“Fine and fast as the foreign ships are, finer and faster 
American ships will be launched as a result of the Jones-White 
law,” said he. 

He said the rest of the world was derisive and cynical 
“when we tried to operate our war emergency fleet commer- 
cially,” but “let it laugh now.” 

After approving the Jones-White merchant marine act, 
President Coolidge transmitted to Congress drafts of proposed 
legislation recommended by the Bureau of the Budget to give 
effect to the money provisions of the new act. 

With respect to the ship construction loan fund, which 
may be increased to $250,000,000 under the act, the President 
recommended legislation authorizing the board to enter into 
contracts for loans not in excess of $150,000,000. The Senate 
agreed to an amendment along that line to the deficiency ap- 
propriation bill. In explanation of the legislation, the Director 
of the Bureau of the Budget said: 


Under the provisions of the merchant marine act, 1928, it is esti- 
mated that the United States Shipping Board may be called upon 
during the fiscal year 1929 to make contracts for loans from the con- 
struction loan fund which, including the amount of loans that may 
be made from the amount credited to such fund, may reach a total 
of $150,000,000. The available cash balance standing to credit of 
this fund is considered ample to meet demands for cash during the 
next fiscal year, but contracts for loans therefrom may not legally be 
made in excess of said balance without further action by Congress. 

The legislation herein proposed is intended to meet this situation 

by.authorizing the board to enter into contracts for loans in excess of 
the amount credited to the loan fund, with the provision that the 
total of all outstanding obligations for loans, whether heretofore or 
hereafter made, shall not exceed $150,000,000. This plan contem- 
lates that estimates for appropriations, to be credited to the loan 
und under section 302 of the above-mentioned act, will be submitted 
to Congress in such amounts and at such times as determined neces- 
sary to meet the obligations that may be entered into under the 
legislation proposed herein. 


The Shipping Board has about $68,000,000 in the construc- 
tion loan fund. 

The President also transmitted a message approving a 
recommendation of the Bureau of the Budget for an appropri- 
ation of $7,500,000 to enable the Postmaster General to make 
ocean mail contracts as provided in the marine act. This sum 
is in addition to $9,800,000 appropriated for the fiscal year end- 
ing June 30, 1929, for transportation of the foreign mails. 

In explanation of the mail item, the Bureau of the Budget 
said: 

The purpose of this estimate is to supplement the regular annual 
appropriation for the fiscal year 1929 for transportation of foreign 
mail, so as to enable the Postmaster General to conform to the 

rovisions of the “‘merchant marine act, 1928," approved May 22, 


928, in respect to making contracts for carrying foreign mails on~- 


. American ships. The amount requested represents the estimated 
additional cost to the department during the fiscal. year 1929, by 
reason of the provisions of the act referred to, due allowance having 
been made for the fact that all of the contracts which it is expected 


will be made will not be effective from the beginning of the fiscal 
year. 


OCEAN AGREEMENTS APPROVED 


The following agreement filed in compliance with section 15 
of the shipping act has been approved by the Shipping Board: 


An agreement between common carriers by water in the trade 
between Atlantic and Gulf ports of the United States and Porto Rico 
filed for section 15 approval by the board. 

Under the agreement the carriers are to be bound by the rules 
and to maintain the rates established by them in conference. Changes 
in rates, unless otherwise agreed, are to become effective immediately, 
except that increases in maximum rates on file with the board, are, 
of course, to become effective in accordance with section 18. All 
conference action is to be by unanimous vote of members present at 
meetings, and, failure on the part of any line to comply is to be re- 
ported to the conference for appropriate action. 

Provision is made for admission of new members to the con- 
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ference upon unanimouse vote of members present, and no, eligible 
applicant is to be denied admission except upon just and reasonable 
grounds. No modification of or addition to the agreement on file is 
to become operative unless and until approved by the board. 


The carriers who are parties to this agreement are: Balti. 
more-Insular Line, Inc., Lykes Brothers Steamship Company, 
Inc., the New York & Porto Rico Steamship Company, Red ‘“D” 
Line of Steamships, and Bull Insular Line, Inc. 


OCEAN FREIGHT RATES 
The Traffic World New York Bureay 


While the full cargo markets in the last week have shown 
no material change in conditions, underlying strength has been 
more evident and brokers are advising their clients that the 
outlook for the immediate future indicates further advances in 
rates. The number of vessels chartered increased to some ex-. 
tent and more inquiries for additional space were noted. De- 
mands from shippers seem sufficient to absorb the vessels avail- 
able for the remainder of the month and any further revival 
in traffic will undoubtedly be reflected in stronger rates. 

The present outlook for full cargo rates on the new wheat 
crop is for 15 cents a 100 pounds from the Gulf to Antwerp. 
Rotterdam,»and 13 cents from Montreal to the same ports, 
European buyers of wheat are waiting for a break in prices, 
and if a reaction develops in the grain market further stean- 
ship activity is expected. 

Among the fixtures of the week were vessels from Mon- 
treal to the Mediterranean, not east of West Italy,.at 15 cents 
per 100 pounds for June loading; 1044 cents Montreal to Rot- 
terdam, with option of Bremen at 11% cents. A coal vessel 
was closed from Hampton Roads to Santos at $3.50 a ton. 
Some activity was noted in the sugar trade, with rates quoted 
at 16s 6d from Cuba and 18s 6d to 19s from Santo Domingo to 
the United Kingdom and Continent. 

The prevailing average of heavy grain rates is as follows: 
from Montreal for May and June loading, 2s 9d per quarter to 
the United Kingdom, 11% to 12 cents to Antwerp-Rotterdam, 
12% to 13 cents to Hamburg-Bremen, and 15 cents to the 
Mediterranean. 


Great Britain and Ireland.—The following new conference 
contract rates have been established: Water and _ feeding 
bowls for agricultural purposes, 30 cents per cubic foot, or 60 
cents per 100 pounds, ship’s option; stalls (cattle and stanch- 
ions) for agricultural purposes, 30 cents per cubic foot, or 60 
cents per 100 pounds, ship’s option; and macaroni, in cases, 
strapped or wired on two ends or cross strapped, 50 cents per 
100 pounds; single strapped or wired, 55.cents per 100 pounds, 
and not strapped or wired, 60 cents per 100 pounds. 


Argentine and Uruguay.—The following changes in rates 
have been made to Montevideo and Buenos Aires: Marble and 
imitation marble, $13.50 and $12.00 per ton of 2,240 pounds, or 
40 cubic feet ship’s option on passenger and freight steamers, 
respectively. Rate on onyx blocks has been changed from 
$13.50 and $12.00 per ton of 2,240 pounds on passenger and 
freight steamers, respectively, to $13.50 and $12.00 per ton of 
2,240 pounds, or 40 cubic feet ship’s option on passenger and 
freight steamers respectively. 

Rio de Janeiro and Santos.—The following changes in rates 
were made to Rio de Janeiro and Santos: 

Per ton of 2,240 = 


or 40 cu. ft. S-0. 

Passenger Freight 

Steamers Steamers 

Alum and chrome alum, Rio Janeiro................ $12.25 $11.00 

Alum and chrome Sim, SAMOS ... .ccicvvccccovscecs 13.50 12.00 

Stone material, artificial, Rio Janeiro............... 14.50 13.00 

weCONO “UGEOPIN, BEUMICINL, TMG se odcicic cc i vccievencece 15.50 14.00 

Phosphate rock, in lots of 3,000 tons or over........ Open Open 
Phosphate rock, under 3,000 tons, fertilizer rates 
apply, as follows: In bags, Santos and Rio 

ae RR Ey Saas 2 00 8.00 
Phosphate rock, in packages other than bags, Rio 

MEME. 5. ne Coe aaned sone etiates< chs vceeide abaccees 12.25 11.00 

Phosphate rock, in packages other than bags, Santos 13.50 12.00 


It is understood that the Morgan Line is preparing to make 
a reduction from 26% to 20 cents a 100 pounds on wheat flour, 
carloads, from Galveston and Houston to New York. The re 
duction will also apply from Galveston to Baltimore via direct 
service. 


The River Plate and Brazil Conferences have made the 
following rate changes: to Rio and Santos, asphalt weight $7.00 
via freighters and $8.00 weight via passenger liners; to the 
River Plate, cream separators changed to 5th class. 

A proposition for the adoption of uniform bills of lading 
will be the chief subject for discussion at the general meeting 
of the Association of West Indies-Transatlantic Lines which is 
to open in Paris on June 4. It is proposed under the new plan 
that the captain of the ship shall sign bills of lading only after 
the goods covered by the document shall have been placed on 
board the ship. 

Heretofore agents at outports have been authorized to sign 
bills of lading when the goods to be shipped have been deliv: 
ered on the piers. The movement for the adoption of the neW 
plan is said to be the outgrowth of the experience of the Ham 
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ge. Last Spike 


The Frisco’s New Through 
Freight Route to Pensacola 





Now Open 











Another march to the sea has 
been accomplished. 


Another army—this time an 
army of railroad builders—is 
ready to demobilize. 


The new thru All-Frisco route 
from Kansas City, St. Louis and 
Memphis to Pensacola is com- 
pleted. It will be opened for 
freight traffic May 28th. 


This new route brings with it 
a new opportunity to northern 
shippers .. Pensacola, the gulf 
port of the future, now becomes 
more accessible to the many 
exporters who already appreci- 
ate its advantageous: location 
as a loading point for the grow- 
ing South American trade. 


Through Freight 
Service to Mobile 
Now in Effect 


Regular through freight sched- 


ules from St. Louis, Kansas - 


City and Memphis are in effect 


. via Frisco Lines to Aliceville, 


thence Alabama, Tennessee & 
Northern Railroad to Mobile. 


J. M. KURN 
President—Frisco Lines 
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Announcement 
regarding thru 
passenger service 
to Pensacola will 
be made‘shortly 
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burg-American Line with two representatives at Port-ai-Prince, 
Haiti, who managed to raise some $800 from banks on. bills of 
lading purporting to show that certain cargo had been shipped 
on vessels of the line, whereas no such goods had ‘ween re- 
ceived. 

The deception was not discovered until several iiavestiga- 
tions’ had been instituted following complaints by European * 
banks that goods described in bills of lading forwarded to them 
had not been received. The scheme, it appears, had been cov- 
ered up by means of substitutions and changes in entiies, but 
the culprits were finally brought to book and sentemced to 
terms of imprisonment. 

The Paris conference also is to discuss the prormsed in- 
crease of rates on shipments of coffee from the West Indies 
and Caribbean ports to Europe. At present the rate on, Haitian 
and Colombian coffee is 50s per ton and it is proposed to in- 
crease it to 65s per ton, which would mean an incifease in 
prices to the European consumer. The lines hold that the 
present rate scale is inadequate, but efforts are being ‘made by 
shippers to find some way of circumventing the plan. 

The lines engaged in the West Indies-Europe trade! include 
the Royal Mail, Royal Netherlands, Hamburg-American, Roland 
and Horn lines. 


SHIPS OFFERED FOR SALE 


The Shipping Board has offered for sale twelve steel cargo 
vessels now laid up on the Pacific coast. The ships average 
around 9,000 deadweight tons. Bids will be received June 1. 


PORT DIFFERENTIAL CASE 


Hearing on the petition of the Maritime Association of the 
Boston Chamber of Commerce for readjustment of ocean rate 
structures between Atlantic ports of the United States and 
northern Europe, so as to place through rates from interior 
points via Boston on a parity with those through Philadelphia 
and Canadian ports, will be begun July 9 instead of Jume 6 as 
previously announced. Postponement of the date was approved 
by the Shipping Board at the request of interested parties. 


SANDBERG FOR SHIPPING BOARD 


Samuel S. Sandberg, of Los Angeles, Calif., has been nomi- 
nated by President Coolidge as a member of the Shipping Board 
to succeeed Commisisoner Philip S. Teller, whose term will 
expire June 8. 

Mr. Sandberg has had long experience at sea as a master 
of vessels. For five years he was captain of vessels for the 
Pacific Mail Steamship Company. He also was identifted for 
several years with the Luckenbach Steamship Company. For 
the last six years he has been chief of the Los Angeles Harbor. 
He is 60 years old and a Republican. 

After the war he went abroad for the Shipping Board to 
make a study of foreign shipping conditions. He had the sup- 
port of Los Angeles business interests for the appointment. 

The nomination of Mr. Sandberg was approved by the Sen- 
ate commerce committee May 23. 


BALTIMORE PORT CASE 


The Maritime Association of the Boston Chamber of Com- 
merce, Fall River Chamber of Commerce, New London Chamber 
of Commerce, Portland (Me.), Chamber of Commerce, New Bed- 
ford Chamber of Commerce, and the Providence Chamber of 
Commerce have asked for the Commission to give a rehearing 
in No. 18715, Baltimore Chamber of Commerce et al. vs. Ann 
Arbor et al., the Baltimore differential case. The organizations 
are interveners in the case. As ground for the rehearing, the 
organizations, by Frank S. Davis, of the Boston association, 
asserts that the examiner, by allowing the introduction of evi- 
dence as to terminal costs at Philadelphia, broadened the issues 
in the case, contrary to the limitation placed upon them when 
they were permitted to intervene. 

It is asserted in the petition that exhibit No. 81, upon which 
the Philadelphia interveners relied to show terminal costs at 
Philadelphia, was not filed until the day preceding the close of 
the hearing, no opportunity for cross examination thereon being 
afforded. It is further asserted that the introduction of evidence 
and exhibits to show terminal costs at Boston and other New 
England ports was impossible without broadening the issues 
as defined by the examiner, or exceeding the limitation imposed 
by the Commission’s order permitting intervention. 

The New England organizations say they desire opportunity 
to intrdduce evidence and exhibits, similar to those filed on 
behalf of Baltimore, New York and Philadelphia for the pur- 
pose of showing terminal costs at Boston and other New Eng- 
land ports; or, as an alternative, that the Commission enter 
upon a formal investigation into the relative terminal costs and 
services to which they apply which are included in the rates on 
export and import traffic to and from all ports in the north 
Atlantic group, and further, that the Commission consolidate 
such a proceeding with the pending proceeding. 

In exceptions filed by the Port of New York Authority to 
the report submitted by Attorney-Examiner R. N. Trezise, the 
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declaration is made that no greater blow could be struck at 
our foreign commerce than to ignore the practical considera- 
tions that have governed the adjustment of rates to and from 
the ports and attempt to readjust the rates upon what New 
York claims is the new and untried theory submitted by Balti- 
more and recommended by the examiner. When tested by 
long established principles of law and long recognized methods 
of rate construction, the Port Authority declares, the present 
rates are found to be both lawful and proper. It further declares 
that they cannot now be declared unlawful by invoking a new 
and arbitrary theory by which to test them. 

The Maritime Association of the Boston Chamber of Com- 
merce and the New England organizations associated with it 
excepted to the proposed report, because, as asserted by them, 
the findings dealt piecemeal with the subject of port differ- 
ential adjustments on. export and import traffic at ports in the 
north Atlantic group, “a matter that has engaged the attention 
of and been dealt with for many years by the Commission in 
numerous proceedings fully as exhaustive and thorough as the 
one here under discussion.” The New England organizations 
said it was a foregone conclusion that the theoretical rate- 
making formula prescribed in these findings would simply 
aggravate the highly controversial situation between the ports 
now existing under the present differential adjustment. 

The New York Produce Exchange, in its exceptions, said 
that, in his conclusion, the examiner suggested that “the pro- 
ceeding presents a very old problem, but in a unique manner.” 
That, according to the Produce Exchange, expresses the situa- 
tion very well. It says the rates under attack have been con- 
sidered lawful for many years and that they are now considered 
unlawful because the case is presented “in a unique manner.” 
The expression quoted referred to the theory upon which Balti- 
more was alleged to have rested its case. 

Alleging that the tentative report is so replete with errors, 
the findings therein so impracticable of application, and would 
result in such wholesale disturbance of the existing adjustment 
on export grain and grain products, the Millers’ Traffic Com- 
mittee of Buffalo and the Corn Exchange of that city assert 
the examiner’s recommendations should not be adopted, but that 
in so far as the report relates to grain and grain products, the 
case should be dismissed. 

If the Commission should adopt the examiner’s findings in 
this case, suggests the Baltimore & Ohio, then the Commission 
should find that export and import rates on general commodi- 
ties, except coal, between differential territory and Philadelphia, 
are unreasonable and unduly prejudicial to Philadelphia, to the 
adyantage of New York and should permit a relative modifica- 
tion of such rates to and from Philadelphia. 


According to the Illinois Central, there is no justification 
for the proposed findings that the present rates to and from 
Baltimore are unreasonable. It asserts that the case is one of 
relationship and that if the Commission concludes that the 
present differences between New York and Baltimore result in 
undue prejudice to Baltimore, no order should be made for the 
removal of the prejudice by a reduction in the Baltimore rates. 

Alleging that what Attorney-Examiner Trezise proposes, 
increased differentials between New York, on the one hand, 
and Baltimore and Philadelphia, on the other, is in violation 
of the Constitution of the United States, the New York Cen- 
tral, the Lehigh Valley, the Erie, and the Lackawanna have 
asked the Commission to dismiss the so-called Baltimore port 
differential case. They claim that the adjustment proposed 
would violate section 9 of article 1, which forbids preference 
of the ports of one state over those of another. 


The carriers mentioned assert that the assumptions in the 
Trezise report have no basis in any evidence of record and 
that therefore the recommendations constitute and endeavor 
to give a preference by a regulation of commerce to the port 
of Baltimore, “the great and rate controlling port of the state 
of Maryland, over the port of New York, the great and rate 
controlling port of the states of New York and New Jersey, 
and the port of Boston, the great and rate controlling port 
of the state of Massachusetts,” contrary to the provisions of 
the section and article of the Constitution mentioned. 


The practical effect of the proposed report, say the car- 
riers, would not be to establish a new or different differential 
basis, but would mean only that as to general commodities 
rates to New York had to be at least 5 or 6 cents over the 
rates applicable to Baltimore. They point out that no basis 
of differentials is, recommended or prescribed for any other 
north Atlantic port, either in its relation to New York or 
Baltimore, and that the carriers serving Norfolk, Philadelphia, 
Boston or Portland may immediately meet any competitive 
situation which may arise due to an increased differential at 
Baltimore. The carriers serving Baltimore, they point out, are 
left with certain latitude, but those serving New York “are 
stripped of all managerial prerogatives and must continue to 
apply rates so many cents higher to New York than the 
maximum rates which the carriers serving Baltimore are able 
to convince the Commission are just and reasonable.” 

“It is apparently the purpose of the proposed report to 
select Baltimore by means of a pretended regulation of com 
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Great Lakes 


The Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 
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For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, inc. 


MEMBERS ? 25 Broadway, New York City, N. Y. 


BUFFALO OFFICE: Chamber of Commerce Building 





N. Y. Produce Exchange 
N. Y. Maritime Exchange 
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! ! Why your competitors are using this service!! 


—they save money by this route! 
—they get quicker deliveries! 
—there is no side-tracking of cars! 

—there is no transshipment of cargo! 

—there is no “red tape’’! 

—they can ship trainload lots with the ease of a carload! 
—they can obtain space on short notice! 


Barge Capacity —about 650 gross tons—4 barges=1 fleet—2600 gross tons. Nothing less than full barge loads accepted. 


Pp: New York 
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merce, as the chosen north Atlantic port for exports and 
imports to all countries in South America, Europe, Asia and 
Africa, and thereby build up that port as the export and im- 
port port of the United States at the expense of the ports 
of other states,” say the New York Central and its associates. 

In conclusion, the carriers submit that an order requiring 
the carriers serving New York to assess on the enormous 
export and import traffic passing through that port, amounting 
up to approximately 25,000,000 tons per annum, rates $1.20 per 
ton on the first four classes and $1 on the fifth and sixth classes 
in excess of those assessed by the carriers serving Baltimore 
on shipments of similar commodities passing through that port, 
as well as rates on grain, three or two cents per 100 pounds 
in excess of the maximum rates applicable through Baltimore 
constitutes preferences which “arbitrarily and directly prefer 
the ports of one state to those of another.” 


PITTSBURGH STEEL PROTESTS 


Asserting that the United States Steel Corporation owner- 
ship of the Isthmian Steamship Line and the Elgin, Joilet & 
Eastern results in a situation incompatible with the terms of 
section 5 (9) of the interstate commerce act, Clayton Mark & 
Co. and the Acme Steel Co. of Chicago have asked the Com- 
mission to reverse its finding in 57 I. C. C. 513 and 771. C. C., 
685, and hold that there may be competition between the steam- 
ship line and the railroad line. Both are wholly owned subsi- 
diaries of the United States Steel Corporation, according to the 
petition filed by Clayton Mark & Co., and the Acme Steel Co. 
The latter are so-called independent steel producers in the Chi- 
cago district. 

This move to force a separation of the Elgin, Joliet & East- 
ern and the Isthmian Steamship Line is part of a petition by 
the Chicago steel companies asking the Commission not to sus- 
pend Illinois Central I. C. C. No. A-10314, which equalizes rates 
on iron and steel and other commodities from Chicago with 
those from Pittsburgh and other eastern points. Their petition, 
signed by Robert Hula, traffic manager and assistant sales man- 
ager of the Mark company, and J. B. O’Rear, traffic manager for 
the Acme company, asserts, upon information and belief, that the 
ownership of the steamship line by the steel corporation results 
in a policy of having the railroads maintain high rates on iron 
and steel from the Chicago district to the Pacific coast because 
it desires to supply the Pacific coast market from its Pittsburgh 
district mills via the Atlantic ports and the Isthmian line. They 
assert further that the opposition to the Illinois Central’s tariff 
is largely at the behest of the steel corporation “in pursuance of 
the general policy of said corporation to stifle and suppress com- 
petition by preventing producers of wrought steel pipe, band 
iron, hoop steel, and hot and cold rolled strip steel and other 
iron and steel articles in the Chicago district and other portions 
of middle western territory from reaching Pacific coast markets.” 

The Chicago steel men cite the fact that the Elgin, Joliet & 
Eastern is a member of the Central Freight Association, one of 
the Associations that has asked suspension of the Illinois Central 
tariff, to show the opposition of the United States Steel Corpora- 
tion to rates from the Chicago territory to the Pacific coast on a 
basis which they assert would enable the Chicago steel men to 
compete in California with iron and steel producers in the 
Pittsburgh and other eastern districts. 

Prior to the development of the Isthmian line they point 
out that the United States Steel Corporation favored low rates 
from the Chicago district to the Pacific coast. They point out 
that in Transcontinental Cases of 1922, 74 I. C. C. 48, the Illinois 
Steel Co., a subsidiary of the steel corporation, supported a 
fourth section application, the purpose of which was to obtain 
low rates from the Chicago district to the Pacific coast; that 
subsequently, on March 7, 1923, in Commodity Rates to Pacific 
Coast Terminals, fourth section applications No. 12436, 107 I. C. C. 
421, the corporation changed its policy in respect to fostering the 
movement of iron and steel] from the Chicago district and 
“actually opposed reduced rates from the Chicago district in said 
proceedings because said corporation had in the interim between 
said cases developed said Isthmian line to the point where said 
steamship line was able to handle all of the Pacific coast busi- 
ness of said corporation, thus making it profitable for said cor- 
poration to allocate all the Pacific coast business to its plants 
in the Pittsburgh district. Petitioners are also informed and 
believe and so state the fact to be that this change in policy 
was brought about subsequent to and because of the acquisition 
by said corporation of said Isthmian Steamship Line which, as 
a facility for transportation, enables said corporation to perform 
at cost the water haul on iron and steel articles moving from 
the Pittsburgh district plants of said corporation to the Pacific 
coast, and that much of the opposition to the proposed tariff 
by the Illinois Central, both by shippers and carriers, has been 
instigated by said corporation pursuant to its policy to foster 


higher rates to Pacific coast points so as to enable it to stifle 


competition and monopolize Pacific coast markets.” 

The petitioners allege, on information and belief, that the 
Elgin, Joliet & Eastern has not only positively refused to concur 
in the rates proposed by the Illinois Central but that acting 
under the direction and control of the steel corporation, it has 
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asked for their suspension “all to the detriment of the middle 
west and Chicago producers of iron and steel articles and the 
railroads serving the said districts, including Elgin, Joliet & 
Eastern.” They further assert that this opposition is the direct 
result of the ownership of the Isthmian line by the steel cor- 
poration and that the effect of that is the maintenance of the 
present rates from the Chicago district and middle western 
territory to Pacific coast markets, both all rail and rail-and-water 
via the Panama canal which are so much higher than the rail- 
and-water rates from the Pittsburgh district via the canal that 
middle western producers are virtually excluded from the Pacific 
coast markets. ' 

The prayer of the Chicago steel men in respect of the 
ownership of the steamship line and the Elgin, Joliet & Eastern 
is: 

Petitioners further aver that because of the foregoing mat- 
ters the ownership by said United States Steel Corporation of the 
Isthmian Steamship Line is in direct violation of section 5 (9) 
of the interstate commerce act, and that the Commission, on its 
own motion, should reopen docket No. 11214, Application of the 
United States Steel Products Co. et al., under the provisions of 
section 5 of the interstate commerce act in connection with the 
ownership and operation of steamer lines through the Panama 
Canal, reported in 57 I. C. C. 513 and 77 I. C. C. 685, and modify 
its report and order therein by reversing its findings that Isth- 
mian Steamship Line did not and may not compete with said 
Elgin, Joliet & Eastern Railway Co., and by finding instead that 
said Elgin, Joliet & Eastern Railway Co. and said Isthmian 
Steamship Line, both wholly owned subsidiaries of the United 
States Steel Corporation, are in actual and potential competition 
for traffic to Pacific coast ports, and that the future control of 
said Isthmian Steamship Line and of said Elgin, Joliet & Eastern 
Railway Co. by said corporation is unlawful under section 6 (9) 
of the interstate commerce act. 


In its answer to requests for the suspension of the Illinois 


Central tariff, Redwood Line, Inc., asserted that the protestants 
sought the suspension of a joint rail and water tariff naming 
rates from Chicago via New Orleans which placed shippers at 
.Chicago and other origin points named on a parity with eastern 
shippers of steel and other commodities to California terminals, 
in competition with Pittsburgh and other eastern origin points. 
It pointed out that the Illinois Central did not serve any of the 
protesting shippers or localities and that this was the first joint 
rail and water rate in which an “independent gulf line has 
voluntarily sought the jurisdiction of the Commission in order 
to participate in important traffic from the middle west through 
the Panama Canal to the Pacific coast.” 

“At the outset, therefore,” continues the answer ‘the Com- 
mission must determine the policy it will pursue when a water 
line voluntarily seeks to bring itself fully within the jurisdiction 
of the Commission, as the initial attitude of the Commission will 
be watched with the utmost interest by other water carriers 
who in the future may deem it wise and in the public interest 
to join with rail carriers in -joint routes and rates. Since the 
jurisdiction of the Commission over joint rail and water rates 
is limited to the fixing of maximum rates, its authority in the 
suspension of this tariff is limited to an equal extent, and 
unusual questions are presented.” 

The water line presented facts, which, in its estimation, 
presented an unusual situation in favor of permitting the 
tariff to be filed, in the sense of becoming operative. The 
tariff is now filed in a physical sense. It also presented what 
it called the peculiar situation of the Redwood Line for parti- 
cular consideration at the hands of the Commission, argued the 
question of the Commission’s jurisdiction, and the fundamental 
questions of public policy it asserted were involved. 

As to jurisdiction it said that in the absence of a showing 
of illegality, the Commission was given by sub-section 7 of 
section 15, no discretion as to the suspension of this tariff. It 
said that in the absence of proof of some fact tending to show 
the tariff to be illegal, the Commission had to file it and refrain 
from using its power to suspend. It said the basis of the pro- 
tests were that the rates were too low. 

Should the Commission suspend the tariff and hold that the 
rates were illegal, the Redwood Line argued, it could only enter 
a cease and desist order. 

“It (the Commission) could not in any way substitute its 
judgment as to what the rates should be,” says the.answer, “and 
the effect of this might well be that this traffic could not move, 
and no rate would be filed in place of the present rate.” The 
water line also said that the Commission might inquire whether 
the revenue accruing to the rail carrier would be so low as to 
call for the application of the authority vested in the Commis- 
sion by section 15a. It noted, however, that the eastern car- 
riers which protested, even by inference, did not suggest the 
possibility that the financial status of the Illinois Central would 
be affected by what they claimed to be the low divisions to be 
taken by it out of the proposed rates. 

In order to avoid any question about divisions the Redwood 
Line offered to stipulate that the Commission might make 42 
order as to divisions retroactive to the, day the tariff became 
effective, thus applying the divisions ordered to all traffic that 
might be handled under the rates proposed. It expressed con- 
fidence that the Commission would not disturb the divisions. 
The offer was made so as to eliminate the question of divisions 
from the suspension case. 

The Redwood Line asserted that the protestants monop 
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VIRGINIA 
Cuts Tax Rates 


‘THE Governor of Virginia, in his message to the 
1928 General Assembly, said: 


cc J HE eves of investors are 

turned to Virginia, for they 
see here a State reducing the small 
debt she has, refusing to contract 


new bonded indebtedness, lower- 
ing taxes and revealing a spirit of 
economy sustained by prevailing 
public opinion.” 


DURING the session of the Assembly, the following 


reductions in tax rates were made: 


F vee NNING January 1st, 1929, Virginia will demand no 
tax from her residents upon shares of stock owned by 
them in non-resident corporations. 


The estates of non-residents will no longer be charged an in- 
heritance tax upon stock owned in Virginia corporations. 


The tax on bonds of political subdivisions of the state has 


been repealed. 


The tax on Capital in Business for 1929 is reduced by 
one-third as compared with 1926. 


The tax on the capital stock of State and National Banks in 
Virginia has been materially reduced. 


Beginning with the tax year 1929, Virginia's income tax law 
will allow deductions for contributions and donations upon the 
same terms as allowed by the Federal Income Tax law. 


: Appropriations. Increased. 


y - Virginia is spending $15,000,000 yearly on good 
roads, financed, without bond issues, on the “pay- 
‘a8-you-go” plan. ee 


HESE reductions in tax rates do not mean a 
= decrease in appropriations for the needs of 
the State. At the same session of the..Legis- 
lature $1,000,000 was appropriated for a National 
Park within the State. The appropriation for 
Education was increased by $1,250,000 for . the 
next biennium. fe 


Among other progressive movements, an appro- 
priation was made for Air Ports. 


State Conservation and 
Development Commission 


. . These increased appropriations, in the face of. 


reductions in tax rates, have been made possible 
by greater efficiencies in State Government: Ad- 
ministration, which are saving the State large 
sums each year, and by the increase in taxable 
values brought about by great industrial develop- 
ment and growing prosperity. 


State Office Building 
RICHMOND 


VIRGINIA — 
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olized the Pacific coast market on all the goods mentioned in 
the tariff and that the basis of their protests was that their 
market would be diminished to the extent that goods produced 
in Chicago and other origin points would be consumed on the 
Pacific coast. 

“The injection into any monopolistic field of a new and 
healthy form of competition is always resented and opposed 
by those who monopolize the trade,” asserts the steamer line. 
It added that in every case which had come before the Commis- 
sion in the last ten years involving the introduction of joint 
rates with a water line the Commission would find its record 
filled with just such pleas as were here offered; and also the 
same sort of prophecies of general demoralization, “the most 
of which have never come true.” 

The fact cited as constituting an unusual situation in favor 
of permitting the tariff to become operative is that the Redwood 
Line steamers, chartered to bring logs from California to the 
mills, in Mississippi, of the Finkbine-Guild Lumber Co., the pro- 
prietary interest, had little traffic to carry westbound, the largest 
cargo having been 2,200 tons in a 7,700-ton ship. The average, 
it is asserted, is much lower. The line now has an opportunity, 
says the answer, to participate in valuable traffic from Chicago 
which will give it relief and permit it to continue the operations 
in which it has been engaged. 

The Redwood Line contends that the rail carriers know that 
this voluntary arrangement is one clearly contemplated by law 
and in strict accordance with the contemplation of Congress. 

“They know that Congress gave to the Commission the 
power to fix minimum rates of the railroads,” says the Redwood 
Line, “as an adjunct to those provisions of section 15a which 
conferred upon this Commission the power to protest the rail- 
roads’ revenue from unnecessary depletion. They know that 
no such power was given to the Commission to control all-water 
rates or joint rates where one of the carriers is a water line. 
They know or should know, that this was done because Con- 
gress took upon itself no burden of insuring adequate revenues 
to coastwise steamship lines but left them to fend for them- 
selves the best they could.” 

Replying to the petition and answer of Clayton Mark 
& Co. and Acme Steel Company, called the Mark-Acme com- 
panies, the United States Steel Corporation and its sub- 
sidiary manufacturing companies direct attention to the fact 
that the Mark-Acme companies do not have plants on the 
Elgin, Jolient & Eastern and that, therefore, they have no 
concern in the rates and charges of that railroad, which, the 
steel corporation says, acts merely as a terminal receiving 
and delivering carrier for the industries it serves. The cor- 
poration says that the entire capacity of the Mark plants is 
one-ninth of the production of pipe in the Chicago district. 
It asserts that the Acme plants have a negligible production of 
steel in the Chicago district. 


Answering a specific allegation, the corporation says that 
the Mark-Acme companies erroneously infer that the Elgin, 
Elgin, Joliet & Eastern and that, therefore, they have no 
Freight Association. It says that carrier is not a party, as 
may be ascertained by reference to the protest and supple- 
mentary papers. 


The corporation characterizes as absolutely untrue the 
statement that “the general policy of the steel corporation is 
to stifle and suppress competition by preveriting producers of 
wrought steel pipe and other iron and steel articles in the 
Chicago district and other portions of the middle western 
territory from reaching the Pacific coast markets.” 

“The very fact that the steel manufacturers as a whole 
in all other steel producing districts are opposing the new 
rail and water rates, even including the major portion of the 
production in the Chicago steel producing district, answers 
conclusively this allegation of the Mark-Acme companies,” 
says the corporation. 

It further points out that its position is that, in the event 
that the tariff is found just and reasonable, after the in- 
vestigation for which it asks, the lower rates be not allowed 
to become effective until such time as the eastern carriers 
shall have made comparable reductions in the present rates 
from the middle steel producing districts to the north Atlantic 
ports. Further, it says, that it and all steel manufacturers in 
all districts, with the possible exception of the Mark-Acme 
companies, are asking for the maintenance and establishment 
of rates from the various producing districts which will accord 
to each district its relative position from a _ transportation 
standpoint. 

As to the effect of the proposed rates, the corporation 
points out that the steel industries, as a whole, seek, if the 
Chicago-New Orleans rate is allowed to go into effect, the 
establishment of a comparable rate from Pittsburgh to New 
York, say, about 18 cents, with proper differentials under to 
the other ports. It points out that such a complementary 
adjustment would require a fifty per cent reduction in the 
general level of all iron and steel rates throughout Official 
Classification territory. 

A further point is that the proposed rail-and-water rates 
are contrary to the rule of rate-making in Consolidated South- 
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western Cases, 123 I. C. C. 203, and are considerably lower 
than the scale of rates fixed therein. Here, says the corpora- 
tion, is a flagrant violation of the interstate commerce act, 
for, as pointed out in. the protest of the Jones & Laughlin 
Steel Company, the Illinois Central, by according to shippers 
on its own line a substantially lower basis of charges than 
the basis participated in by that railroad from Chicago to the 
entire southwestern territories, will violate the third section. 
Paradoxical as it may seem, says the corporation, the Illinois 
Central, in the Southwestern Case, contended for rehearing 
on the ground that the defendants therein were not in financia] 
condition to stand revenue losses. 

“Is it possiible,’” asks the corporation, “that the Illinois 
Central was there seeking to impose higher rates upon the 
users of steel products in the southwestern markets to enable 
it unduly and unlawfully to prefer a few steel industries in 
the Chicago steel producing district, to the detriment of the 
manufacturers of iron and steel in general and to the prejudice 
of the users of steel throughout this country, in contravention 
of the prohibitions of the interstate commerce act?” Con- 
tinuing, it says: 


In a we desire to emphasize that no such preferential 
treatment is being sought by the manufacturing plants of the steel 
corporation situate either in the Chicago steel producing district, or 
any other steel producing district, and no one is authorized, or has 
ever been authorized, te support such an unlawful preferment for 
any manufacturing company of this corporation of the character 
contended for by the Mark-Acme companies. 

Thus it is plain that the proposed rail and water rate under 
discussion is unwarranted and a wholesale attack upon the revenues 
of the carriers and will ultimately disrupt the long established rate 
relationships that have existed between these various steel produc- 
ing districts. qui 

In answer to the statements relating to the position of the Elgin, 
Joliet & Eastern, it should be pointed out that that road is not a 
party to the proposed depressed rail and water rate under discussion 
here. The petition of Mark-Acme companies relating to the Panama 
canal section of the interstate commerce act, is so irregular that we 
deem it unnecessary to prolong further this discussion by answering 
the statements therein contained. We assume, of course, that if 
the Commission should consider the reopening of the case referred 
to, an opportunity will be given the parties to be heard before any 
such action is taken. 

The ulterior motive of the Mark-Acme companies in this request 
is obvious; a selfish desire to seek low and depressed rates for their 
products moving to the Pacific Coast to the unlawful prejudice of 
the steel manufacturers in general and to the users of steel prod- 
ucts located in the intermountain and southwestern territory, a 
purpose flagrantly against the interests of the general public. 


Theodore Brent, president of the Redwood Line, Inc., C. C. 
Cameron, assistant freight traffic manager, and J. Carter Fort, 
assistant general counsel of the Illinois Central, made an in- 
formal call on May 24, on the Commission’s board of suspension 
in regard to the representations they had made against the sus- 
pension of the tariff. They had nothing to add to what they 
had said in their argument in support of their law proposition, 
inasmuch as the Commission had no power to fix a minimum 
joint rate to which a water line carrier was a party, it should 
not suspend the tariff. 





Personal Notes 
ty 


J. L. Condon has been appointed general agent, Western 
Pacific, at Detroit. 


C. A. Maull has been appointed assistant general freight 
agent, Atlantic Coast Line, at Miami, Fla. W. S. Evans has 
been appointed assistant general freight agent at Orlando, Fila. 
G. D. Williams has been appointed commercial agent at Pal- 
metto, Kla. G. P..LeMoyne has been appointed commercial 
agent at Fort Myers, Fla. Z. S. Norville has been appointed 
commercial agent at Arcadia, Fla. W. McG. Brooks has been 
appointed general agent at Espigon del Arsenal, Havana, Cuba. 


H. C. Deckman has been appointed commercial freight 
agent, Western Maryland, at Youngstown, O., succeeding F. M. 
Stienbarger, who died. C. E. Busey has been appointed traveling 
freight agent at Baltimore, Md., succeeding Mr. Deckman. 


J. L. Totten has been appointed general agent, freight de 
partment, Union Pacific, at San Francisco. R. M. Ritchey has 
been apponited general agent at San Jose, Calif. J. H. Cun 
ningham has been appointed district freight and passenger 
agent at Walla Walla, Wash., succeeding W. J. Leonard, who 
died. 


The following appointments have been made on the Kansas 
City Southern and Texarkana and Fort Smith: J. F. Griffitts, 
commercial agent, San Antonio; F. W. Eby, traveling freight 
agent, Kansas City, succeeding Mr. Griffitts; E. W. Button, 
soliciting freight agent, Kansas City, succeeding Mr. Eby. 

L. D. Chaffee has been appointed assistant general freight 
agent, Mississippi Warrior Service, at New Orleans. 

Heber M. Wells, who has been assistant treasurer of the 
Merchant Fleet Corporation, has been appointed disbursing 
officer of the Shipping Board and treasurer of the Merchant 
Fleet Corporation, to succeed BE. H. Schmidt, who died last week. 
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Mr. Wells, formerly governor of Utah, had been assistant to 
Mr.:Sehmidt since October, 1921. .- -.. . 

Ernest L. Ewing, traffic counsel, Grand Rapids, Mich., died 
at his home May 20. 

The Carnegie Steel Company announces that L. C. Bihler, 
who has been traffic manager, has been appointed an assistant 
to president and general traffic manager; W. S. Guy, who has 
been assistant traffic manager, has been appointed traffic man- 
ager; G. W. Seaman and C. W. Trust have been appointed assist- 
ant traffic managers. 

H. D. Rhodehouse, who has been traffic manager of the 
Youngstown Chamber of Commerce for the last ten years, has 
been appointed traffic manager of the Republic Iron and Steel 
Company, which has recently taken over the Trumbull Steel 
Company, making it one of the five largest steel organizations 
in the country. 


MEN IN TRANSPORTATION 





Appointment by President Coolidge of Real Admiral H. I. 
Cone, retired, as successor to Commissioner William S. Ben- 
son, of the Shipping Board, also a retired admiral, and con- 
firmation of the appointment by the Senate at midnight May 





H. |. CONE 


19, brought back memories of turbulent hours in Shipping 
Board affiairs. In those days there was a majority on the 
board opposed to President Coolidge’s ideas of what should 
be done by the board with respect to management of the 
government merchant marine. Admiral Cone, at that time 
vice-president and general manager of the Fleet Corporation, 
stood by the President—and resigned. Time has worked to 
the advantage of the President. 

In October, 1925, when President Coolidge was absent from 
Washington, Commissioners Benson, Haney, Plummer and 
Thompson, constituting a majority of the board, deposed 
Admiral Leigh C. Palmer as president of the Fleet Corpora- 
tion. After June 8, when the term of Commissioner Benson 
expires, only one of the four commissioners who voted for 
the removal of Palmer will be on the board—Commissioner 
Plummer. Admiral Palmer, it was generally understood, was 
made president of the Fleet Corporation at the suggestion of 
President Coolidge. Following the removal of Admiral Palmer, 
Admiral Cone submitted his resignation to the board and in 
connection therewith said: 
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The action of the board in shearing the Fleet Corporation of 
its powers and removing President Palmer before the inquiry of 
Mr. Dalton, the President’s representative, has been completed, is 
interpreted by me as openly defying the President. Without regard 
to other considerations, I cannot, as a retired naval officer, serve 
any organization that defies the wishes and policies of the President 
of the United States. 

The inquiry referred to in Admiral Cone’s statement was 
that made by H. G. Dalton, of Cleveland, at the request of 
the President, who wished to ascertain the-facts about the 
situation involving differences between Admiral Palmer and 
the board and the management of the government merchant 
marine. Although the President believed the affairs of the 
Fleet Corporation could be more efficiently managed under 
one exeecutive, the board, in ousting Mr. Palmer, also assumed 
a greater degree of control over the corporation than it had 
exercised while the deposed president was in charge. Later, 
the board assumed complete control by electing Chairman 
O’Connor and Vice-Chairman Plummer president and vice-presi- 
dent, respectively, of the Merchant Fleet Corporation, and by 
making the seven members of the board the trustees of the 
corporation. General A. C. Dalton, who was president of the 
corporation, was made a vice-president and general manager. 

Exercising the appointive power vested in the Chief Ex- 
ecutive, and by and with the advice and consent of the Senate, 
President Coolidge has in the last year put two new members on 
the board. _He appointed A. H. Denton, of Kansas, as suc- 
cessor to former Commissioner Hill, and Admiral Cone as 
successor to..Commissioner Benson. He followed the appoint- 
ment of Admiral Cone with that of Samuel S. Sandberg, of 
California, as successor to Commissioner Teller. At the time 
this was written the Senate had not yet acted on the last 
nomination. It remains to be seen what effect these appoint- 
ments will have on the policy of the board, but it is generally 
believed that the new appointees will not cause such a stir as 
did the members who removed Admiral Palmer. The indica- 
tions are that there will be more harmonious relations between 
the White House and the board than existed several years ago. 

Under the Jones-White merchant marine act passed by 
Congress, and approved May 22 by President Coolidge, the 
board will have many important duties. It will be the admin- 
istrator of the huge ship construction loan fund of $250,000,000 
created by the act, the purpose of which is to aid in the estab- 
lishment of a privately owned and operated American merchant 
marine. It will decide as to what lines of vessels operated 
through the Fleet Corporation shall be offered for sale. It will 
decide as to recommendations to Congress with respect to the 
building of new ships for the government merchant marine. 
In conjunction with the Postmaster-General, it will have duties 
under the ocean mail contract provisions of the new law de- 
signed to provide aid to ship operators under the American flag 
through the payment of larger sums for the transportation of 
the mails than otherwise would be paid. for such service. The 
machinery under the new act soon will be put in motion.— 
SH. 8. 


DOINGS OF THE TRAFFIC CLUBS 


The resolution adopted by the delegate convention of the 
Associated Traffic Clubs of America at Richmond, Va., subject 
to ratification by member clubs, reiterating the demand of the 
traffic clubs for repeal of the Hoch-Smith resolution, has been 
ratified by a majority of member clubs and is now the action 
of the association. 





G. H. McHugh, district freight and passenger agent, Nickel 
Plate, will represent the Transportation Club of Peoria as del- 
egate at the annual meeting of the Associated Traffic Clubs of 
America at San Francisco, instead of S. M. Russell, as previ- 
ously announced. 

A. H. Glickman, Caterpillar Tractor Company, San Lean- 
dro, Calif.,.and J. R. Holmes, Western Pacific, will represent 
the Oakland Traffic Club as delegates at the annual meeting of 
the Associated Traffic Clubs of America at San Francisco. D. L. 
Wilson, of the Southern Pacific, and H. B. Lewis, of the Cali- 
fornia Wire & Cable Company, have been selected as alternates. 





The annual outing of the Traffic Club of Erie will be held 
at Conneaut Lake Park July 19. 





The Traffic Club of Chicago the evening of May 22, under 


the auspices of its public affairs committee, held the first of 4 
series of open forum meetings. These meetings were popular 
in Chicago several years ago but had been discontinued. The 
idea is to afford something valuable to those interested in 
using their club for the purpose of obtaining information with 
respect to matters of vital concern to them in their business. 
About two hundred members and guests from the Junior Traffic 
Club of Chicago were present. The subject was Chicago switch- 
ing rates. Those who took part in the discussion were W. J. 
Hammond, of the Inland Steel Company; Murray Billings, of 
the Illinois Steel Company; J. S. Brown, of the Chicago Board 
of Trade; George W. Oliver, who made the cost studies for the 
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shippers in the Chicago switching case; R. J. Wallace, of the 
Jaques Manufacturing Company; Professor Lewis C. Sorrell, 
of the University of Chicago; and J. A. Brough, of Crane 
Company. 





The Co-Operative Traffic Association of New York held a 
meeting May 24. The second annual banquet and entertain- 
ment will be held at Henry’s Restaurant, 215 Fulton St., June 28. 





The Akron Traffic Club will hold its eleventh annual picnic 
and golf tournament at the Silver Lake Country Club June 12. 
A buffet luncheon will be served at 12:00 P. M. and dinner at 
6:30 P. M. 





The Oklahoma City Traffic Club held a luncheon at the 
Skirvin Hotel May 21. The Rev. Hale V. Davis, Exchange 
Avenue Baptist Church, spoke on “Business Ideals.” Music 
was furnished by the Capitol High School Glee Club. 





The Transportation Club of St. Paul held an “Off Line 
Representatives’ Day” at the Saint Paul Hotel May 22. There 
was a program of entertainment. 





The Traffic Club of Tulsa will hold its eighth annual golf 
tournament and .outing June 5 and 6 at Sand Springs Park. 
There will be various games, with prizes, and a bridge tourna- 
ment for the ladies, with prizes for the first four winners. 
Harold W. Roe, traffic manager of the Mid-Continent Petro- 
leum Corporation, is in charge of the golf tournament and has 
arranged for a day’s play at Oakhurst Country Club. There 
will be about fifteen prizes in the various flights. The cham- 
pionship cup now held by Tom Green, L. & N., at Dallas, Tex., 
will be at stake. 





The Traffic Club of Detroit will hold its first golf tourna- 
ment of the 1928 season, for members and out-of-town guests, 
at Birch Hill Country Club June 5. There will be prizes for 
both afternoon and morning rounds. 





The Traffic Club of Memphis held a “Ladies’ Luncheon” at 
the Hotel Gayoso May 21. There was a program of entertain- 
ment. A golf tournament will be held at the Colonial Country 
Club May 28. Twenty-eight prizes are to be distributed. 





Mayor James Rolph of San Francisco will make the ad- 
dress of welcome at the annual meeting of the Associated 
Traffic Clubs of America at San Francisco June 12. Bishop 
E. L. Parsons, of the Episcopal Church, will give the invocation. 





The Traffic Club of St. Louis made a trip by special train 
to Jefferson City, Mo., May 17, in honor of D. M. Oberman, of 
that city. The train was under the supervision of Col. C. D. 
Hicks, assistant to President Baldwin of the Missouri Pacific. 
Approximately 360 club members took the trip. The State 
Capitol Building and the penitentiary were inspected and a ban- 
quet was held at the Missouri Hotel at noon. The banquet was 
attended by members of the chamber of commerce and other 
service clubs of the city. Mayor Cecil W. Thomas acted as 
toastmaster. Among the speakers were Mr. Oberman; W. R. 
Huey, president of the traffic club; S. S. Butler, general traffic 
manager, Frisco, and Hugh Stephens. Golf was played in the 
afternoon. The fourth annual meeting and installation of of- 
ficers* will be held at the Hotel Statler June 5. 





The Transportation Club of Louisville will hold an outing 
at West Baden Springs, Ind., June 9 and 10. The “Louisville 
Transportation Club Special” will leave via the Monon Route 
at 1:00 P. M., June 9, making a stop at New Albany, Ind., and 
arriving at West Baden at 3:30 P. M. On the return trip, the 
train will leave West Baden at 5:00 P. M., June 10, and will 
arrive at Louisville at 7:35 P. M. Entertainment will include 
dancing, golf and other sports. 





The Cincinnati Traffic Club has elected Theo. Davis, sec- 
retary-manager, Lumber Traffic Association, president, succeed- 
ing George Krause, Jr., who died. The club will make a trip 
to Louisville by boat, leaving the evening of May 25 and arriv- 
ing in Louisville the next morning. The Transportation Club 
of Louisville will entertain the members in the morning with 
a sight-seeing trip through Louisville, followed by luncheon at 
the Brown Hotel. 





The Norfolk-Portsmouth Traffic Club has ratified the reso- 
lutions pertaining to the consolidation of railroads and the 
Hoch-Smith resolution adopted by the Associated Traffic Clubs 
of America at Richmond. 





The following schedule of events was drawn up by the Lit- 
tle Rock Traffic Club at a meeting of the officers and directors 
May 17: June 11, “Secretary’s Day”; June 18 to August 12, no 
meetings because of the warm weather; September 10, “Oil 
Mill Day”; November 12, “Wholesale Grocers’ Day” and De- 
cember 15, election. An outing or picnic will be held at some 
time in the months of July or August. 
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The Brooklyn Traffic Club held a meeting May 17 at the 
Hotel St. George, presided over by the president, F. Bilek, 
traffic manager, Chelsea Fibre Mills, Brooklyn. The Speake 
of the evening was W. J. Edwards, manager Trunk Line Inga, 
tion Bureau, whose subject was “Freight Inspection Fron 
Viewpoint of Carrier and Shipper.” Traffic matters were qj 
cussed, after which the chairman of the Entertainment (po 
mittee, L. Harber, traffic manager, U. S. Printing & Lithograp, 
Company, Brooklyn, presented some well known artists. 





The Association: of Traffic Students, of Cincinnati, Ohi 
consisting of industrial traffic managers and railroad men, 
closed the year with a banquet and election at the Gibso, 
Hotel May 14. R. V. Marienthal, traffic manager of the Lun. 
enheimer Company, was elected president. Mr. Woeste, 
Procter & Gamble, was elected vice-president. W. Barber, 9 
I. N. Price Company, was elected secretary and treasure, 
Many new phases of transportation are to be included in the 
study group program for next year. 





The Junior Traffic Club of Chicago will hold its first go} 
tournament of the season at the Golfmore course, 5600 Wes 
79th street, May 26. 





The Traffic Club of Kansas City held a luncheon at the 
Kansas City Athletic Club May 22. Bishop Brenton T. Brad. 
ley, of Bombay, India, spoke on the “Situation in India.” 





Joseph Lallande, president of the Traffic Club of New Or. 
leans, will represent that organization at the annual meeting 
of the Associated Traffic Clubs of America at San Francisco, 





The Traffic Club of Wichita had a chicken dinner, to which 
the ladies were invited, at the Green Parrot Inn May 24. The 
Wichita railroad members were in charge. Entertainment ip. 
cluded cards and dancing. 





The Traffic Club of Minneapolis held a “Civic and Con. 
merce Association Day” at the Nicollet Hotel May 24. A. R, 
Rogers, president of the association, spoke on ‘Minneapolis 
Results.” The officers and directors of the association were 
guests. 





The Los Angeles Transportation Club held an open forum 
meeting at the Builders’ Exchange Building May 23. A. V. 
McDonald, Furniture Manufacturers’ Association, spoke on “The 
Proposed Law to Create a Board of Examiners for Certified 
Traffic Managers,” in connection with the legislation before the 
Alabama state legislature. 





The annual outing of the Wheeling Traffic Club will be 
held June 20. 





The Indianapolis Traffic Club will hold a golf tournament 
in the afternoon, June 5, and a banquet in the evening for the 
members of the Ohio Valley Shippers’ Advisory Board who at- 
tend the meeting of the board there June 4 and 5. The ban- 
quet will be held-at the Claypool Hotel. Entertainment will 


be provided by the Glee Club Chorus of the B. & O., of fifty- 
five voices. 





The Traffic Club of Dallas has elected B. W. Thomas, 
traffic manager, Southern Cotton Company, delegate to the 
annual meeting of the Associated Traffic Clubs of America at 
San Francisco. J. L. Erwin, purchasing agent and traffic man- 


ager, Mosher Steel and Machinery Company, has been appointed 
alternate. 


aD 


The Traffic Club of Syracuse will hold its annual outing 
June 14, at Barnum’s, Three Rivers. In addition to the usual 
outing a golf tournament will be held the morning of June 14 
at the Seneca Golf and Country Club. 





The Traffic Club of the Manufacturers’ Association of 
Lancaster, Pennsylvania, held its “Annual Chicken and Waffle 
Dinner” at Murrell, Pennsylvania. The speakers were Dr. 
Charles H. Gordinier, principal of the Millersville State Normal 
School, Millersville, and Frank Lutz, representative of the Penn- 
sylvania, Harrisburg, Pennsylvania. J. D. Mummert and A. J. 
Kohler were re-elected to their respective offices of president 


and secretary-treasurer, and G. E. Heide was elected vice- 
president. 





The Transportation Club of St. Paul will be represented 
at the annual meeting of the Associated Traffic Clubs of Amer- 
ica at San Francisco by P. R. Flanagan, assistant general freight 
agent, Chicago Great Western. 





The Shreveport Traffic Club has designated M. J. Dooley, 
district freight and passenger agent, Southern Pacific, delegate 
to the annual meeting of the Associated Traffic Clubs of Amer- 
ica at San Francisco. C. C. Phillips, traffic manager, Long Bell 
Lumber Company, has been appointed alternate. 
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. be the cause of getting out a car 
%| today that could have been held 
@ over until tomorrow to take 
advantage of a reduction. It may 





mean a lost opportunity to hurry 
out a ear today to forestall 
tomorrow’s advance. 







And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
elaims resulting from shipping 
under rates that have been revised 
without his knowledge. 






The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week 
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Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. 











Chicago, Illinois 
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The Law of Life Is 
The Law of Growth 





The tremendous expansion of the transporta- 
tion field, from a comparatively insignificant 
beginning to its present highly-developed state, 
was the result of obeying this law. 


And—it is only natural that traffic and trans- 
portation should exact a corresponding, if not a 
faster, growth of the men it calls upon to handle 
its scientific and technical phases. 


If you aspire to the better salaries and the 
bigger positions in traffic, you must GROW 
with the transportation field. Keeping up is not 
sufficient—you must keep at least a step ahead 
of the other fellow if you want traffic to pay you 
larger dividends on your knowledge and ability. 


Continually are we fitting men for greater 
opportunities in traffic by our PRACTICAL 
resident and resident-by-mail courses in: 


(1) Traffic Specialization 
(2) Traffic Law and Practice 


Ours is an unusual school—like no other—in 
the way we train. More practical—more per- 
sonal in our contact with every enrolled mem- 
ber—more advanced. 


Send coupon for FREE catalogue explaining 
this new, effective, different, and better traffic 
training. 


COLLEGE OF ADVANCED TRAFFIC, Dept. AA, 
608 S. Dearborn St., Chicago. 


Please send me your new catalogue, without obligation 
or expense. 
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ORIENT EMERGENCY BOARD REPORT 
The Trafic World Washington Bureau 


The emergency board appointed by President Coolidge, 
under section 10 of the railway labor act, to investigate and 
report as to the dispute between the Kansas City, Mexico & 
Orient Railway system and certain of its train, engine and 
yard service employes, has submitted its report and findings to 
the President . 

The board said that in view of the accumulated financial 
difficulties ofthe carrier and inadequate earnings to meet cur- 
rent needs of maintenance, the carrier was not at present justi- 
fied in paying rates of wages, to the employes represented by 
the fourth brotherhoods, higher than the advances that were 
proposed by the carrier, having due regard to the maintenance 
of the road and the equitable compensation of employes in other 
branches of service. The Orient offered to increase the rates 
of pay of the employes represented by the four brotherhoods 
in an amount that it claimed would increase its annual payroll 
expense. $62,000 and that this amount was approximately $47,000 
less than the amount asked by the brotherhood employes. 

The board said the four brotherhoods “are not justified 
under the circumstances stated in carrying out their strike 
order, and should either accept the advances offered them, or 
they should arbitrate their wage dispute under the railway labor 
act; and if they accept the increase offered it should be made 
effective by the carrier from April 16, 1928, the date on which 
increases to other employes took effect.” 

The board found that the Orient was not bound by the 
award of the Chicago arbitration of the western carriers with 
the conductors and trainmen, rendered in May, 1927, “but that 
the carrier is now and in the future morally bound by its 
promise, made in connection with Railroad Labor Board’s deci- 
sion 1933, to restore standard rates of pay to its brotherhood 
employes, and, as nearly as such standards can be determined, 
to a other of its employes as soon as operating revenues will 
permit.” 

The board found that the Orient should become a member 
of the Southwestern Train Service Board of Adjustment of which 
the brotherhoods and other carriers are members and that such 
board “would care for the eight unadjusted grievances of which 
the brotherhoods are now complaining, and of future grievances, 
and that it is not the province of this emergency board to deter- 
mine the merits of individual cases.” 

The dispute involved the question of pay and the eight griev- 
ances referred to. The brotherhoods asked for restoration of 
standard rates of pay of Class I carriers in Western territory. 

The report reviewed the condition of the Orient in recent 
years and its financial history. It said the revenues of the 
Orient were still in a precarious condition. 

The report was submitted to the President late May 20. 
Under the railway labor act, the employes are understood to be 
bound not to strike for a period of 30 days from the date of 
the report. Hope was expressed in official circles in Washington 
— the report would pave the way for settlement of the dis- 
pute. 

The board was composed of James R. Garfield, of Cleve- 
land; Carl Williams, of Oklahoma City; Arthur Thacher, of St. 
Louis; Davis R. Dewey, of Cambridge, Mass., and Homer B. 
Dibell, of Duluth, Minn. The latter was chosen chairman of 
the board which held hearings at Wichita, Kan. 


WAGE STATISTICS 


Class I railroads in February had: 1,608,371 employes to 
whom total compensation of $221,813,084 for the month was paid. 
Compared with the returns for February, 1927, the number of 
employes: reported for February, 1928, showed a decrease of 
112,149, or 6.52 per cent, and the total compensation decreased 
$6,358,486 or 2.79 per cent. 


REVENUE FREIGHT LOADING 


Loading of revenue freight reached the million-car mark 
for the first time this year the week ended May 12, according 
to the car service division of the American Railway Association. 
Total loading for that week amounted to 1,001,983 cars. 

Compared with the preceding week, this was an increase 
of 22,321 cars, due principally to the heavier movement of ore, 
although there was also an increase in the number of cars 
loaded with coal and forest products. Small decreases com- 
pared with the week before were reported in the loading of all 
other commodities. The total for the week ended May 12 was 
a decrease, however, of 27,441 cars below the same week in 
1927, as well as a decrease of 27,765 cars compared with the 
corresponding week two years ago. 

Revenue freight loading the week ended May 12 and for 
be corresponding period of 1927, by districts, was reported as 
ollows: 





Eastern district: Grain and grain products, 6,952 and 8,914; li 
stock, 2,329 and 2,671; coal, 43,291 and 41,790; ‘coke, 2,313 and 41,940: 
forest products, 5,289 and 5,029; ore, 1,567 and 5,375: merchandise, 


Cc. La, and 71,554; miscellaneous, 104,671 dil 
1928, 238, "13" oot 242, 000; 1926, 251,403. aa aide 
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Allegheny district: Grain and grain products, 2,975 and_ 3,4. 
live stock, 1,728 and 2,106; coal, 41,563 and 39,738; coke, 5,278 mand 
5,366; forest een oe and 3,347; ore, 3,226 ‘and 11,102; 
chandise, L., 54,889 a 5,859; miscellaneous, 90,803 and 894 i843. 
total, 1928, eo, 389; 1927, 210," 198: P26, 211,042. 

Pocahontas district: Grain ‘and grain products, 209 and 198; live 
stock, 45 and 78; coal, 38,964 and 45,239; coke, 341 and 451; ores 
products, 1,576 and d 2,113; ore, 103 and 96; merchandise, L. 

7,629 and 7,726; miscellaneous, 6,839 and 7,099; total, 1928, Sem 
1927, 63,000; 1926, 56,390 

Southern district: Grain — Pap erqende. 3,829 and 3,900; live 
stock, 1,579 and 2,195; coal, 098 and 23,276; coke, 572 and 703: 
forest products, 20,132 and 22, 29; ore, 1, 160 and 1,284; merchandise, 

Cc. L., 40,737 and 40,969; miscellaneous, 54,622 ‘and 58 ,o04; total, 
1928, 143, 1295 1927, 153, 290; 1926, 148,547. 

Northwestern district: Grain and grain products, 11,558 and 8,734; 
live stock, 6,728 and 7,003; coal, 49061 and 4,365; coke, 1,298 and 1,78: 
forest products, 17,471 and 18, 723; ore, 28, 455 and 36,899; merchandise, 
L. C. L., 34,133 and 34,528; miscellaneous, 43,230 ‘and 43,652; total, 
1928, 146,934; 1927, 155,690; 1926, 153,001. 

Central ‘Western district: Grain and grain products, 11,112 ang 
10,345; live stock, 11,643 and 11,770; coal, 7,455 and 6,104; coke, 329 
and 467; a products, an 539 and 11, 442; ore, 3,338 and 3,148; 
merchandise Cc. and 34,928: miscellaneous, 57,594 and 
55,790; total, 1938, 137, Bon i927, 133,992; 1926, 134,639. 


Southwestern district: Grain and grain products, 5,471 and 4,697; 
live stock, 2,966 and 3,333; coal, 3,282 and 2,509; coke, 100 and 195: 
forest products, 8,254 and 7,711: ore, 400 and 482; merchandise, |, 
Cc. L., 16,758 and 16, 571; miscellaneous, 38,686 and 35, 156; total, 1928, 
75, 917; 1927, 70,654; 1926, 74,726. 

Total, all roads: Grain and grain products, 42,106 and 40,225: 
live stock, 27,018 and 29,156; coal, 159,714 and 163, 021; coke, 10 231 
and 10, 908; forest products, 67, 138 ‘and 70, 994; ore, 38, 249 and 58,384: 
merchandise . 261,082 and 262,135; miscellaneous, 396,445 and 
394,601; total, T0208, Lor 983; 1927, 1,029, 424; 1926, 1,029, 748. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 

Four weeks in January......... 3,447,723 3,756,660 3,686,696 
Four weeks in February........ 3,589,694 3,801,918 3, 677, 9302 
Five weeks in March........... 4,752,031 4,982,547 4,805, 700 
Four weeks in April............ 3,738,295 3,875,589 3,862,703 
Week ended May 5............. ~ 979,662 1,024,761 996,216 
Week ended May 12............ 1 ,001, 983 1,029,424 1,029,748 

| ee ee ere reer 17,509,388 18,470,899 18,058,395 


CLEARING INDUSTRIAL ASSOCIATION 


The Clearing Industrial Association, which serves the Clear- 
ing Industrial District of Chicago as a chamber of commerce, 
recently opened a new $200,000 club house at 65th street and 
Central avenue. There are approximately 90 industries in the 
industrial district, which covers an area of about 3,000 acres. 
There are two divisions to the district—one residential, just 
inside the city limits, and the other, just outside the city limits, 
restricted to business. The population of the residential sec- 
tion is estimated to be about 5,000, most of the residents having 
chosen their location to be near their business. All modern 
civic improvements, such as stores, churches and good streets, 
have been provided under the guidance of the association. In 
the business district outside the city, the land owners arrange 
their own civic improvements, through the association. Harry 
Crooks, of Crooks Terminal Warehouses, is president of the 
association. The other officers are as follows: Vice-president, 
Walter Shenk; vice-president, Martin Bersted; secretary and 
treasurer, H. L. Kellog. 


MEDALS OF HONOR 


Upon recommendation of the Commission, the President has 
awarded medals of honor to Mr. Charles W. Van Buren, of Jack- 
son, Miss., and Miss Jessie Knight of Mattoon, Ill. These medals 
have been awarded under the act of February 23, 1905, which 
provides for bronze medals of honor to be awarded for outstand- 
on feats of bravery in connection with the saving of life upon 
railroads. 


CIVIL SERVICE EXAMINATION 


The United States Civil Service Commission announces an 
open competitive examination for ‘senior transportation rate 
and traffic auditor (freight). 


Applications must be on file at Washington, D. C., not later 
than June 27. The examination is to fill vacancies in the de- 
partmental service, Washington, and in positions requiring simi- 
lar qualifications. The entrance salary is $2,400 a year. A pro- 
bationary period of six months is required; advancement after 
that depends on individual efficiency, increased usefulness, and 
the occurrence of vacancies in higher positions. The duties 
are to quote freight classification ratings; to route freight ship- 
ments via rail and water lines; to determine proper deductions 
on account of land-grant laws, equalization or other special 
agreements with a view to moving government property at the 
lowest possible rates; to supervise a group of employes engaged 
in these duties; and to perform related work as required. Com- 
petitors will not be required to report for examination at any 
place, but will be rated on their education and experience. Full 
information may be obtained from the United States Civil Serv- 
ice Commission at Washington, D. C., or the secretary of the 
United States civil service board of examiners at the postoffice 
or custom house in any‘ city. 
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Fastest Service hy Sea 
Passenger and Freight 


Itinerary: New York—Havana—Panama 


nual Meeting of the Asso- Canal—Balboa—San Diego (Westbound)— 
p Los Angeles—San Francisco. 

ciated Traffic Clubs of be age Bills of Lading 4 or from > 

America to Be Held at San ree ee Sn tee tara 


Francisco, June 12 and 13 


Send Your Mail 


Care of 


Panama MailS.S.Co. vere 


2 Pine St. 
San Francisco _ 


and Australian ports. 





Proposed Sailing Dates 
Eastbound from 
cisco—Los 


CALIFORNIA (new) June 2 MONGOLIA........ 


MANCHURIA..... 
MONGOLIA ...... June 30 MANCHURIA........ 


PANAMA Paciric LINE 


Passengers’ automobiles accepted un- 
crated as baggage at moderate charge. All 
steamers equipped for refrigerator cargo. 


Westbound from New York San Fran: Angeles 
June 2 


June 16 CALIFORNIA (new) ... June 23 


July 7 


INTERNATIONAL MERCANTILE MARINE COMPANY 


Y. c 
A seed Se) OE Chelsea 6760 
cago, . Michigan Ave. 
Philadelphia, Public Ledger Bldg. 
San Francisco, 60 California St. 





Fast Freight Service: Mexico 





Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- 
American Line.) 


Through bills of lading issued by 
steamship lines to all destinations 
on the National Railways of Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 


Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


For complete information, communicate with 
F. P. De Hoyos, Gen. Agent G. B. Aleman, Gen. Agent 


en 
1515 Penn Build 2195 Ry. Exch. Bldg. 
fe al York City» & is, Mo. 9 


F.N. Puente, Gen. Agt. A. Horcasitas, Com. ie F. C. Lona, Com. Agt. 
1 Monadnock Bidg. 414 Whitney Bank Bldg. 301 Marquette Building 
Francisco, Calif. New pe Ramen La. Chicago, Ill. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront —— dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions mp yrs practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. ; z 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Notice to Consignor of Refused or Unclaimed Shipment 

Wisconsin.—Question: 
ion on the following: 

A shipment is made to a customer, and when it arrives at 
destination, a public drayman signs the railroad company’s 
receipt, takes delivery of the merchandise, and attempts to de- 
liver it to the original consignee. 

The consignee refuses to accept the shipment and the pub- 
lic drayman takes it back to the railroad depot and places it 
there without issuing a bill of lading for the return movement 
or notifying the railroad agent in any way as to dispo- 
sition. The merchandise is on hand at the railroad station for 
several months and we traced the railroad to establish delivery 
and dre furnished with a copy of the signed delivery ticket indi- 
cating a clear receipt on the shipment and it is not until after 
this information was acquired that our representative happened 
to find out that the shipment is in the railroad depot. 

The merchandise is wortthless, and, as the consignee re- 
fused the shipment for a very good reason, he cannot be ac- 
countable for doing so. 

Inasmuch as the shipment was consigned to a very small 
town, we feel that the railroad agent surely must have known 
that the candy was there; in fact, we have information to the 
effect that he did. Although the carriers have a clear receipt 
covering the delivery fo the authorized drayman, we think some 
steps should have been taken to effect disposition of the mer- 
chandise before it was totally destroyed. 

Another angle that enters into this is the fact that an 
authorized drayman seems to have the privilege of going to a 
railroad station, picking up a shipment and taking a chance on 
the consignee accepting it. 

This does not seem to be a good procedure, as the consignee 
may refuse any shipment, and the same thing is liable to occur 
in the future. 

It seems to be the regular procedure when a shipment is 
received by the destination agent to send the consignee a postal 
notice notifying him of the arrival and in turn this consignee 
makes a notation on this card authorizing the railroad agent 
to make delivery to a certain party. If this was followed out 
intelligently, all controversies of this kind would be eliminated, 
inasmuch as no drayman would pick up a shipment the con- 
signee did not want to accept. 

Will you kindly give us your views on this particular case 
and let us know who, if anybody, is liable for the depreciation 
of the’ merchandise in question, as it was a food product of 
semi-perishable nature? 

Answer: Where a public drayman is held out by a con- 
signee as its agent, authorized to accept delivery of goods from 
a carrier for account of the consignee, a delivery to the dray- 
man by the carrier is a delivery to the consignee. See Payne 
vs. Johnson, Fluker & Co., 108 S. E. 803. 

A delivery to the agent of the consignee, or to any other 
person entitled to the goods who has been duly authorized to 
receive the goods for his principal, is a good delivery and will 
relieve the carrier from further liability. And if the person to 
whom delivery is made is really the agent authorized to receive 
the goods, the delivery will be sufficient, although the authority 
was not known to the carrier, or although the delivery was 
made on insufficient or even on false evidence. But an agent 
engaged in the general employment of the consignee in connec- 
tion with his business may not have such authority as to ex- 
cuse the carrier in making delivery to him if he has not actual 
authority to receive the goods. And when the carrier is sued 
for misdelivery, it must show that the agent was authorized 
to receive the goods, or at least that he had been clothed with 
such apparent authority as to justify it in presuming his au- 
thority; but no greater degree of proof of authority in the person 
to whom they were delivered is required than for any other 
issue in a civil case. 


However, delivery to other than the consignee named in a 
straight bill of lading, where the bill of lading has not been 
indorsed, constitutes conversion on the part of the carrier. 
Florence & C. C. R. Co. vs. Jensen, 108 Pac. 974. 

The duty of the carrier is not merely to convey safely the 
goods intrusted to it, but also to deliver them to the party 
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designated by the terms of the shipment, or to his order, at the 
place of destination. This duty to deliver to the proper Dersoy 
is absolute. If the carrier delivers goods to a person not oe, 
titled to receive them it is liable to the person who is entitled 
to them for conversion, rendering it immediately liable, irr 
spective of its good faith in making the delivery. 

As to the liability of a carrier for failure to give notice to 
the consignor of the refusal of goods by the consignee, see oy 
answer to “North Carolina,” on page 1540 of the June 11, 199 
Traffic World, under the above caption. 

Reconsignment—Disclosure to Final Consignee of Original 
Shipper 

lowa.—Question: Will you please advise if you can cite 
us a ruling on the following: 

Mr. Jones ships from point A to Mr. Smith at point p 
Mr. Smith at point B reconsigns the car to Mr. Wilson at point 
Cc. Mr. Smith at point B is shown as shipper. 

Mr. Wilson at point C has the right to know original point 
of shipment, but can he demand from the R. R. Co. to know 
the name of the original shipper who is located at point A? 

Answer: With respect to this question, see In the Matte 
of Freight Bills, 38 I. C. C. 91, in which case the Commission 
said: 


This brings us to a consideration of the special question raised 
upon the rehearing, namely, whether after reconsignment the freight 
bill should disclose to the new consignee the name of the original 
consignor. The consignee of a_reconsigned shipment ordinarily is 
a stranger to the transaction between the original consignee and 
the original consignor. The reconsignment implies a commercial 
transaction between the original consignee and the ultimate con- 
signee which has no relation whatever to the transaction between 
the original consignor and the original consignee. As to this second 
transaction we think the original consignee has a right of privacy 
which may not be lawfully violated by the carrier by revealing to 
the ultimate consignee the name of the original consignor without 
first securing the consent of the original consignee; and we hold that 
without such consent the freight bill issued upon a shipment that 
has been reconsigned in transit should not show the name of the orig- 
inal consignor. ; ; 

Something has been said also as to the right of the carrier 
to show upon such a freight bill the original point of origin. Just 
how that can be avoided when the through charges are collected at 
the ultimate destination of the reconsigned shipment has not been 
made clear to us. There may be instances where the charges accru- 
ing up to the point of reconsignment on basis of the full local rate 
are paid by the original consignee. In such cases the ultimate con- 
signee is concerned only with the rate from that point and there is 
no reason why the freight bill should disclose any information to 
him as to the origin or routing of the shipment, except from the re- 
consigning point to the ultimate destination. When, however, the 
ultimate consignee is called upon to pay the through charges from 
the original point of origin, or a portion of the through charges based 
upon the remainder of a joint through rate, he is entitled to know 
whether in making out the freight bill there has been a proper ap- 
plication of the published rates of the carriers, and of this the 
ultimate consignee can not be well advised unless the point from 
which the shipment first started, as well as the route of the move- 
ment, are shown upon the freight bill. We shall therefore limit our- 
selves to the finding that the freight bill upon a reconsigned ship- 
ment must not show the name of the original consignor, except with 
the consent of the original consignee, and must not show the point 
of origin or the routing except to the extent just explained. 


Notice of Claim—Necessity for Filing of 

North Carolina.—Question: Will you please advise us at 
your earliest convenience of any court decisions that you know 
of concerning payment of loss and damage claims when the 
claim is not filed within the six months’ period as allowed by 
the bill of lading? 

Answer: The decisions of the courts in general hold that 
unless a claim, or notice of claim, is filed within the period of 
time specified in the bill of lading, i. e., the six months’ period, 
no recovery can be had, the failure to file such claim or notice 
thereof being a legal defense to the carrier and one which Cab- 
not be waived. See Watts vs. Southern Railway Company, 138 
S. E. 290; Douglas Shoe Company vs. Pere Marquette Railway 
Co., 217 N. W. 12; Freeman vs. A. C. L., 113 S. E. 69; Schaff 
vs. Ike Exstein & Brother, 270 S. W. 589; L. &.N. R. R. Co. 
vs. Herrell & Murphy, 120 S. E. 35; Browning, King & Co. 
vs. Davis, 199 N. Y. S. 775; Stern vs. American Railway Express 
Co., 198 N. Y. S. 531; Rogers & Co. vs. East Carolina Railway, 
118 S. E. 885. 

That the filing of a claim within the six months’ period 
provided for in paragraph B, of section 2, of the Uniform Bill 
of Lading Contract Terms and Conditions, is a condition prece- 
dent to the filing of suit, except under certain conditions, is 
the basis of the decisions of the Supreme Court of the United 
States in Barrett vs. Van Pelt, 268 U. S. 85; Davis vs. John L. 
Roper Lumber Co., 269 U. S. 158, and C. & O. vs. Thompson 
Manufacturing Co., 270 U. S. 416. 

With respect to claims of the class covered by the proviso 
of paragraph B, of section 2, of the Uniform Bill of Lading, as 
this provision has been construed by the Supreme Court in the 
above referred to cases, unless a claim or notice of claim is 
filed within the stipulated time, the shipper must prove neg- 
ligence on the part of the carrier, which is not the case where 
a claim or notice of claim is filed within the stipulated time. 

While changes have been made in the phraseology of the pro- 
viso of paragraph 11, of section 20, of the interstate commerce 
act relating to the filing of claims through the amendment of the 
act, by Senate bill 3286, it is our opinion that the changes in 
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Cie (2n\> Steamship Service 


FLEET 
\, 





Regular Freight hin 


between 


New York, New Orleans, 
and San Francisco 


and 
Havana and Santiago, Cuba; Jamaica, 
Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, and via trans- 
shipment at Cristobal to West Coast Ports 
of Mexico, Central and South America 


Boston 









For rates and other information, address 


FREIGHT TRAFFIC DEPARTMENT 





17 Battery Place 
New York, pe Y. New Orleans, La. 

40 So. Dearborn St. 
=. Ill. 


433 California St. 

San Francisco, Cal. 
Long Wharf 

Boston, Mass. 
















321 St. Charles St. 
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MURSSN 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 






From Baltimore, Philadelphia and 
New York 
Bi-Weekly or Fortnightly 










DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 
Through Bills of Lading issued to other 


Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Chicage, St. Louis, Pittsburgh, Balti: 
o i. ore 
Philadelphia, Mobile, New Orleans. 















McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 









Mexico’s Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE 
















NEW ORLEANS NEWYORK 
CUYAMEL WAME a a) WARD 
LINE 
PACHUCA A 
235 KS 
Mexico city WW 
MEXICAN 
a CUSTOM HOUSE - 
HOURS TT eu. il UT TTT TTT TURRRR RUTH oT] ere = ERE mn 
' Sj MEXICAN RAILWAY €—<& ee 
29. Sen NY _ HAVANA 
PUEBLA @ Design 
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the phraseology made by this amendment are not such as to 
make inapplicable thereto the decisions of the Supreme Court 
of the United States in the cases above cited, in so far as the 
burden of resting upon the shipper of proving the carrier’s neg- 
ligence is concerned. 

See also, with respect to this question, St. L.-S. F. Ry. Co. 
vs. Rouw, 294 S. W. 414; C. R. I. & P. Ry. Co. vs. S. L. Rob- 
inson & Co., 298 S. W. 873; Douglas Shoe Co. vs. Pere Marquette 
Ry. Co., 217 N. W. 12. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
May 8-14, inclusive, was 299,629, as compared with 301,897 cars 
in the preceding period, according to the car service division 
of the American Railway Association. No shortage was re- 
ported. The surplus was made up as follows: 


Box, 113,366; ventilated box, 2,219; auto and furniture, 16,354; 
total box, 131,939; flat, 6,592; gondola, 60,028; hopper, 57,216; total 
coal, 117,244; coke, 1,160; S. D. sotck, 20,362; D. . stock, 3,586; 
refrigerator, 16,789; tank, 410; miscellaneous, 1,547; total, 299,629. 


Canadian roads reported a surplus of 11,000 box, 350 S. D. 
stock, 500 refrigerator and 304 miscellaneous cars. 


NICARAGUAN CANAL SURVEY 
President Coolidge has transmitted to Congréss an esti- 
mate of an appropriation of $150,000 for the War Department to 
make an investigation and survey for a Nicaraguan canal. In 
explanation of the item, the Bureau of the Budget said: 


On August 5, 1914, a convention was concluded with the govern- 
ment of caragua, proclaimed June 24, 1916, by which the govern- 
ment of Nicaragua granted in perpetuity to the government of the 
United States, forever free from all taxation or other public charge, 
the exclusive proprietary rights necessary and convenient for the 
construction, operation, and maintenance of an interoceanic canal 
by way of the San Juan River and the great Lake of Nicaragua or by 
way of any route over Nicaraguan territory, the details of the terms 
upon which such canal shall be constructed, operated, and main- 
tained to be agreed to by the two governments whenever the govern- 
ment of the United States shall notify the government of Nicaragua 
of its desire or intention to construct such canal. 

The purpose of the estimate of appropriation herewith submitted 
is to enable the secretary of war to cause to be made the necessary 
investigation and survey to determine the practicability of an inter- 
oceanic ship canal over Nicaraguan territory. 


NEW ENGLAND ADVISORY BOARD 


The New England Shippers’ Advisory Board will hold its 
next meeting at the Copley-Plaza Hotel, Boston, June 25. The 
commodity committees will estimate the business for the third 
quarter of the year in their individual lines and the railroads 
will report as to condition of equipment and other matters. 
The contact committee and executive committee will hold meet- 
ings in the morning prior to the regular board business sessions. 
A “Gridiron Dinner” will be held in the evening. 


OHIO VALLEY ADVISORY BOARD 


The eighteenth regular meetinng of the Ohio Valley Ship- 
pers’ Advisory Board will be held at the Claypool Hotel, Indi- 
anapolis, Ind., June 5. Twenty-four commodity committee chair- 
men will report on business conditions in all lines, including 
financfal, mining, manufacturing, agricultural, and will give, as 
near as possible, a correct forecast for July, August, and Sep- 
tember. This information will be included in the national fore- 
cast of business conditions and prospects issued by the Ameri- 
can Railway Association, car service division. Guy L. Cory, 
manager, Springfield Traffic Association, and general chairman 
of the board, will preside. L. E. Banta, traffic manager of the 
Indianapolis Board of Trade, and general chairman of the 
committee on arrangement, advises that an attendance of from 
seven to eight hundred is expected. The board has a member- 
ship of approximately two thousand, exceeding any other board 
over the entire country. A banquet in honor of the board will 
be given by the Indianapolis Traffic Club at the Claypool Hotel 
at 6:30 p. m., June 5. It will be addressed by Frederick K. 
Landis, statesman, author, humorist, and newspaper columnist, 
and entertainment will be provided by Miss Hilda Hopkins 
Burke, soloist, Chicago Civic Opera Company, and by the Balti- 
more and Ohio Choral Glee Club of seventy voices, from 
Baltimore. 





MIDWEST ADVISORY BOARD 


A comparison of the actual freight car-loadings in midwest 
territory in the last quarter of 1927 with the advance estimate 
as to probable loadings made by the Mid-West Shippers’ Ad- 
visory Board early last October discloses that this advance 
estimate was almost exactly correct, according to Robert Hula, 
general secretary of the Mid-West Shippers’ Advisory Board. 
At the meeting held in Decatur, Ill., October 12, 1927, the various 
commodity committees of the board estimated that, in the last 
three months of 1927, 1,129,649 freight cars would be required 
for the loading of specified midwest commodities. The actual 
carloadings of these commodities in this territory in these three 
months amounted to 1,128,728. The actual loadings thus showed 


.a variation from the advance estimate of 921 cars, or a variatig, 
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of about one-twelfth of one per cent. 

Striking instances of accuracy were shown by the reports 
of many of the commodity committees. Grain loadings, for ¢, 
ample, were anticipated as 78,000 cars; the actual loadings Were 
78,095 cars, or a variation of 95 cars. Loadings of hay, stray 
and alfalfa were estimated at 12,000 cars, while the actual loaq. 
ings were 11,893 cars, a variation of 107 cars. Loadings g 
cement were estimated at 19,000 cars, while the actual loading, 
show 19,323 cars, a variation of 323 cars. Loading of canng 
goods were estimated at 12,000 cars, while actual loadings wer 
11,953 cars, a variation of only 47 cars. 


FREIGHT LOADINGS FOR APRIL 


According to G. A. Leithner, district manager of the Ameri. 
can Railway Association, freight loaded for April in the territory 
comprising California, Arizona and Nevada totaled 146,872 cars, 
This, he said, was a decrease of 22,000 cars over the month of 
March, or 13.1 per cent, and a decrease of 25,313 cars over the 
same month of last year, or 14.7 per cent. Miscellaneous freight 
totaled 44,889 cars, a decrease of 6,831 cars as compared with 
the previous year. Forest products decreased 6,094, merchandise 
4,583, sandstone and gravel 6,715 cars, as compared with a year 
ago. There was an increase of 181 cars represented in the 
18,167 cars of perishables loaded in the month. Slight increases 
are also noted in the 3,190 cars of grain and 6,649 cars of 
live stock, each of these commodities loading 200 above the 
same month last year. 


REMOVAL OF DUNNAGE 


One hundred per cent cooperation has been pledged by the 
receivers of freight in the Atlantic states territory in the cam. 
paign sponsored by W. J. L. Banham, general chairman of the 
Atlantic States Shippers’ Advisory Board, to bring about the 
complete removal of “dunnage”’ when unloading freight cars at 
public team tracks, according to a statement from the board. 
In part, it continues as follows: 


The question of removing ‘“dunnage’”’ from freight cars has 
long been a serious matter to the carriers. To have cars turned 
back to them with braces and other devises which have been util- 
ized to hold shipments in place still remaining fast to the floor or 
sides has gone to make up a costly item in their removal before 
the cars could again be assigned for other service. Especially has 
this been the case at peak times when carriers’ equipment has been 
taxed to its capacity. Cars unloaded on public team tracks, rather 
than on private sidings, have been the chief sufferers. 

An urgent appeal was made to the board members, and other 
receivers, calling attention to the necessity of instructing truckmen 
employed on a contract basis to remove ‘“‘dunnage’’ from all cars 
unloaded at public team tracks, within the territory. Replies are 
coming in from shippers and receivers alike and all indicate a_will- 
ingness to cooperate, many advising that their contract truckmen 
have been instructed accordingly; others indicating that they have 
reissued previous instructions and that the matter will be followed 
vigorously. Thost who have responded to this appeal so far are 
unanimous in their praise of this method of obtaining the coopera- 
tion of the consignees in the complete unloading of inbound cars. 


STEEL CAR BILL 


The House committee on post offices and post roads has 
decided to defer action on proposed legislation requiring steel 
cars in the railway post office service until the next session of 
Congress. Representatives of the railroads informed the com- 
mittee that the Postmaster General now had ample authority to 
require use of steel cars where needed. 


TELEPHONE COMPANY EARNINGS 


Large telephone companies with annual operating revenues 
above $250,000 had operating income of $19,681,715 for February, 
an increase of $1,135,005 over that for February, 1927, and of 
$40,707,600 for the two months ended with February, an increase 
of $2,364,318 over that for the same period of 1927, according to 
the Commission’s monthly statement. The number of company 
stations in service at the end of February was 14,884,329, an 
increase of 753,027 over the number at the end of February, 1927. 


CONDITION OF EQUIPMENT 

Freight cars in need of repair on May 1 totaled 149,869, or 
6.7 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 4,591 cars above 
the number reported on April 15, at which time there were 145, 
278, or 6.5 per cent. Freight cars in need of heavy repairs on 
May 1 totaled 105,937, or 4.7 per cent, an increase of 2,931 com- 
pared with April 15, while freight cars in need of light repairs 
totaled 43,932, or two per cent, an increase of 1,660 compared 
with April 15. 

Locomotives in need of repair on Class I railroads on May 
1 totaled 8,563, or 14.3 per cent of the number on line, according 
to reports filed by the carriers with the car service division of 
the American Railway Association. This was a decrease of 
436 locomotives compared with the number in need of such 
repairs on April 15, at which time there ware 8,999, or 15 per 
cent. Locomotives in need of classified repairs on May 1 totaled 
4,800, or 8 per cent, a decrease of 267 compared with April 15, 
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May 26, 1928 


PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 







S, BS. BOUAIOR, 60000ccccccdccsss May 26 May 28 
Ss. S. COLOMBIA.............++- June 23 June 25 
S. S. VENEZUELA ............+.- July 14 July 16 






I ular sailings for Mazatlan, Champerico, San Jose de 
PI nn ge oy La_ Libertad, La Union, Corinto, Amapala, 
Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) and 
Buenaventura. ; 
Trans-Shipment at Panama for South America and European Ports 
h il export bills of lading issued in transcontinental 
voce 4 road cat Hs and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 
ee a 
M ette Bidg., eago, ne Stree an Franc 
hee Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cal. 










INDIANAPOLIS 


Service That Satisfies 


TRIPP WAREHOUSE COMPANY 


Merchandise 224 Machinery Storage 
POOL CAR DISTRIBUTION 
MEMBER 
AMERICAN CHAIN OF WAREHOUSES 


CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 





Calmar Steamship Corporation 


CALMAR LINE — COAST-TO-COAST 
The Hub of Service 
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To the Pacific Coast 


For information regarding rates apply to 


CALMAR STEAMSHIP CORPORATION, 
Moore & McCormack, General Agents, 

5 Broadway, New York, N. Y. 

Bourse Building, Philadelphia, Pa. 

Citizens National Bank Bldg., Baltimore, Md. 

Oliver Building, Pittsburgh, Pa. 

Rookery Building, Chicago, IIl. 

CALMAR STEAMSHIP CORPORATION, 
Swayne & Hoyt, Pacific Coast Agents, 

240 Front Street, San Francisco, Calif. 
318 Transportation Bldg., Los Angeles 
911 Board of Trade Bldg., Portland, Ore. 
201 Central Bldg,, Seattle, Wash. 
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WORLD WIDE 


FREIGHT SERVICE 


1 02 SHIPS. Frequent sail- 
ings. Many special- 
ized types of carriers. Low 
insurance rates. Fast Mail 
liners. Care and skill in han- 
dling. Prompt forwarding. 


These are some of the factors 
which enable us to render the 
shipper a service of unusual merit. 


INTERNATIONAL MERCANTILE MARINE COMPANY 


A. C. FETTEROLF, Vice-President, Freight Traffic 
No. 1 Broadway, New York 


J. D. ROTH, W. T. M., 180 No. Michigan Avenue, Chicago 


ppine 
Islands 


via Seattle » The Short Route 


Ship on the big President Liners 
—fast service across the Pacific. 
Sailing every alternate Saturday 
from Seattle for Yokohama, Kobe, 
Shanghai, Hong Kong and Manila 
Through bills of lading to all Ori- 
ental ports. | 


T. J. Kehoe, Gen. Eastern Agt., 32 Broadway, New York 
W.G. Roche, Inc., Gen. Agt., R. W. Bruce, Gen. Agt., 
1714 Dime Bank Bldg. 110 S. Dearborn St., 
Detroit, Mich. Chicago, Ill. 
L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


Use the fast and efficient service of the 


American Mail Line 


Other Offices, Boston, Philadelphia, Baltimore, Pittsburgh, Portland, 
Ore., San Francisco, Tacoma, Wash., Vancouver, B.C., 
Victoria, B.C. 
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while 3,763, or 6.3 per cent, were in need of running repairs, 
a decrease of 169 compared with the number in need of such re- 
pairs on April 15. Class I railroads on May 1 had 7,136 service- 
able locomotives in storage, compared with 7,249 on April 15. 


N. A. R. U. C. CONVENTION 


The 1928 convention of the National Association of Railroad 
and Utilities Commissioners will be held at New Orleans, La., 
November 13, instead of at Glacier National Park, Montana, on 
September 10, as originally scheduled. In announcing the 
change, John E. Benton, general solicitor of the association, 
said: 


The change in time was brought about by the belief that in 
an election year a larger attendance would be attracted if the con- 
vention were held later than September 10, and it therefore became 
necessary also to change the place. Glacier National Park was se- 
lected by the Dallas convention responsive to the glowing representa- 
tions and invitation of the Montana commission. The members of 
that commission, however, generously waived their right to the con- 
vention this year, in the interest of securing the best possible at- 
tendance. The executive committee thereupon, pursuant to constitu- 
tional requirement, suggested the date now set and the place in- 
dicated, and submitted the question to a vote of the membership of 
the association. The result of the balloting has just become known, 
and the committee is today sending formal notice of the change. 
Some time during the summer months the committee will meet for 
selecting headquarters in New Orleans, and outlining a propram 
for the convention. 





Digest of New Complaints 


No. _— Sub. No. 2. E. & A. Opler, Inc., Chicago, Ill., vs. B. & O. 
et al. 

Ratings, rates, charges on cocoa refuse or cocoa dust and/or 
cocoa powder in paper lined burlap bags from Philadelphia (Frank- 
ford), Pa., to Brooklyn, N. Y., St. Louis, Mo., and Chicago, IIl., 
from Brooklyn to Chicago, and from Florin, Pa., to-Chicago, in 
violation of sections 1, 2, 3 and 6 of the act. Asks relief for fu- 
ture and reparation. 

No. — Sub. No. 10. Valley Mills, Inc., LaGrange, Ga., vs. A. C. L. 
et al. 

Rates in violation of sections 1 and 6 of the act, on cottonseed 
shavings, from points in Alabama and Georgia to Philadelphia, 
Pa., Chattanooga, Tenn., and Savannah, Ga. Asks cease and de- 
sist order and refund. 

No. 20988. H. C. Obermoller et al., Emerson, Neb., vs. Santa Fe et al. 

Rates in violation of sections 1 and 4 of the act, on petroleum 
and its products, from points in Oklahoma, Missouri and Kan- 
sas to Emerson and other points in Nebraska. Asks rates for 
future and reparation. 
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No. 20989. The City of Crawfordsville, Ind., vs. C. C. C. & St. 4, 
Charges in violation of sections 1 and 3 of the .act, on Coal 
from mines at Oakwood, IIl., and in the Danville, IIl., district to 

Crawfordsville, Ind. Asks rates for future and reparation. 
No. 20990. Bernuth, Lembcke Co., Inc., New York City, N. Y,, y, 
Cc. B. & Q. et al. j 

Rates in violation of first three sections of the act, on creosoy 
oil, from Pacific coast ports of Seattle, Wash., and St. Helens 
Ore., to timber treating plants at Spokane and other Washingtoy 
oye rang Sand Point and other Idaho points. Asks rate of 
2 cents. 

No. 20991. G. R. Eastman, Tacoma, Wash., vs. Northern Pacific, 

Unreasonable and discriminatory demurrage charges on lumber 
from points in Washington to sidetracks outside Tacoma, Was}! 
Asks cease and desist order. 

No. 20992. Armour and Co., Chicago, Ill., vs. Erie et al. 

Unreasonable charges on olive oil foots imported through New 
a to Babbitt, N. J. Asks cease and desist order and repara. 

on. 

No. 20993. Memphis Freight Bureau et al., Memphis, Tenn., vs. Ark. 
ansas R. R. et al. 

Alleges violation of sections 1, 3 and 13 of the act, on inter. 
state traffic from Memphis, Tenn., to points in Arkansas. Asks 
cease and desist order and rates, charges, minima, rules, regu. 
lations, and transit privileges for the future. 

No. 20994. The F. J. Lewis Mfg. Co., Chicago, Ill., vs. B. & O. 

Rates in violation of sections 1 and 3 of the act, on fuel pitch, 
from Dover, O., to Baltimore, Md., for export. Asks reparation, 

No. 20995. Kistler Leather Co., Boston, Mass., vs. B. & O. et al. 

Rates in violation of sections 1 and 3 of the act, on solid que. 
bracho extract, from New York Harbor Lighterage, N. Y., to 
Elkins, W. Va. Asks rates for future and reparation. 

No. 20996. The United Engineering & Foundry Co., Pittsburgh, Pa,, 
vs. Pennsylvania. 

Diversion or reconsignment charge of $6.30 per car on pig iron, 
from Jackson, O., to Trafford, Pa., reconsigned to Pittsburgh, 
Pa., in violation of first three sections of the act. Asks amend- 
ment of reconsignment tariff and reparation. 

No. 20997. Thomas H. Fee, Roswell, N. M., vs. Santa Fe et al. 

Unreasonable rates and charges on lettuce, from Edwards and 
Antonito, Colo., to Roswell, N. M. Asks‘ rates for future and 
reparation. 

No. 20998. Denton Brothers, Kenna, N. M., vs. Santa Fe et al. 

Unreasonable charges on salt, from Anthony and other Kansas 
points to Kenna, N. M. Asks rates for future and reparation. 

No. ~~ The Wichita Flour Mills Co., Wichita, Kan., vs. Santa Fe 
et al. 

Rates in violation of sections 1 and 6 of the act, on wheat, from 
Booker and other Texas points and Buffalo and other Oklahoma 
points to Wichita, Kan., milled into flour and shipped to Gal- 
veston and Houston, Tex. Asks reparation. 

No. 21000. General Engineering & Management Corporation, Tampa, 
Fla., vs. Florida Central & Gulf et al. ; 

Rates in violation of section 6 of the act, on electrical ma- 
chinery and parts, from Erie, Pa., to Inglis, Fla., on electrical 
machinery, from Schenectady, N. Y., and Hartford, Conn., to 
Inglis, Fla. Asks refund. 

No. tal S. J. Peabody Lumber Co., Columbia City, Ind., vs. Penn- 
sylvania. 

Charges in violation of sections 1 and 2 of the act, on —— 
bending oak (hoop plank), from Bourbon and Columbia City, Ind., 
to Delphos, O. Asks rates for future and reparation. 


Docket of the Commission 





NOTE—items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Dogket wit) be noted elsewhere. 

May 28—Washington, D. C.—Examiner Sullivan: 

* Finance No. 6706—Application Prince George & Chesterfield Ry. for 
authority to construct a line of railroad in Chesterfield and nce 
George Counties, Va. 

* Finance No. 6811—Applieation S. A. L. Ry. for authority to acquire 
control of the Prince George and Chesterfield Ry. by purchase of 
capital stock and to lease the railroad proposed to be constructed 
by that company. (Further hearing.) 

May 28—Argument at Washington, D. C.: 
17580—W. C. Norris vs. A. C. & Y. Ry. et al. 
17594—United Iron Works, Inc., vs. A. G. S. 
17683—Butler Mfg. Co. vs. A. G. S. R. R. et al. 
17719—Black Steel and Wire Co. vs. A. T. & S. F. Ry. et al. 
17823—Kansas City Structural Steel Co. et al. vs. A. G. S. R. R. et al. 
19328—Indianapolis Chamber of Commerce vs. C. & N. W. Ry. et al. 

i. 28—Nashvilleé, Ga.—Examiner Berry: 
14—Nashville Traffic Bureau vs. Ga. & Fla. Ry. et al. 

May 28—Chicago, Ill._—Examiner Fuller: 

1. & S. 3093—Sand, gravel and-crushed stone from Indiana points 
to destinations in Illinois. 


May 28—Houston, Tex.—Director Bartel: 
Interstate rates on cement. 


a 3i—Argument at Washingon, D. C.: 
aluation No. 897—In re tentative valuation of the properties of the 
Wabash Ry. et al. 
Valuation No. 776—In re tentative valuation of the property of the 
New Jersey, Ind., and Ill. R. R. 
May 31—Savannah—Examiner Beery: 
14—Atlantic Paper & Pulp Corp. vs. S. & A. Ry. (Charles E. 
Gay, Jr., receiver) et al. 
June 1—Charleston, S. C.—Examiner Berry: 
20078 (and Sub. 1)—The Port Utilities Commission of Charleston, 
8. C., vs. B. & C. S. S. Co. of Baltimore City. 
June 1—Argument at Washington, D. C.: 
16957—-Proctor & Gamble Co. vs. A. & V. Ry. et al. 
June 1—Boston, Mass.—Examiner Griffin: 
Il. & S. 3104—Woolen mill supplies from Mass. to N. H. and Vt. 


June 1—Chicago, Ill.—Examiner Kerwin: 
20703—Boston Wool Trade Assn. et al. vs. A. & R. R. R. et al. 
20702—Midwest Wool Trade Assn. vs. A. & W. Ry. et al. 
20571—Midwest Wool Trade Assn. vs. A. & E. R. R. et al. 


June 4—Chicago, Ill_—Examiner Kerwin: 
20572—The Celotex Co. vs. A. C. & Y. Ry. et al. 
* 17544—Celotex Co. vs. A. C. & Y. R. et al. (further hearing). 


June 4—Atlanta, Ga.—Examiner Maidens: 
|. & S. 3101—Classification changes in Official, Southern and Western 
territories. 
June 4—Washington, D. C.—Examiner Hurley: 
18478—Strouds Creek & Muddlety R. R. vs. B. & O. R. R. et al. 
(further hearing). 


June 4—Wilson, N. C.—Examiner Berry: 
20520—Carolina Shippers’ Assn., Inc., vs. A. C. L. R. R. et al. 


June 4—Fort Worth, Tex.—Examiners Money and Esch: 

17000—Part 8, Cottonseed, its products and related articles. 

1. & S. 2759—Cottonseed and related vegetable products from 8. W. 
territory to Central, Eastern and Southern territories. 

= > 2820—Vegetable oils and related articles in Official Classif. 
erritory. 

|. & S. 2884—Vegetable oils and oil foods from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 

1. & > 2995—Vegetable oils and related articles in Official Classif. 
erritory. 

1. & S. 2926—Vegetable oils in Official Classif. territory. 

1. & §S. 3036—Cottonseed hull fibre or shavings from S. W. pts. to 
Miss. and Ohio River gateways and W. T. L. territory. 

1. & S. 3067—Cottonseed and other vegetable oils from the S. W. 
to interstate points. 

14594—-American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. . 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

7 cer Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. A. & 
. Ry. et al. 

16528—Southland Cotton Oil Co. et al. vs. A. & S. Ry. et al. 

16928—Manufacturers’ Assn. of Chicago Hts. vs. B. & O. R. R. et al. 

17270 (and Sub. 1)—American Linseed Oil Co. et al. vs. N. Y. C. & 
W. R. R. et al. 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. : 

18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. et al 

ae ge a Cottonseed Crushers’ Assn, et al. vs. A. & R. R. R. 
eta 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 

18841—Alabama Cotton Seed Crtishers’ Assn. vs. L. & N. R. R. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 

bee: acca Cottonseed Crushers’ Assn, vs. C. R. I. & P. Ry. 


et al. 
19088—The Blanton Co. vs. A. & V. Ry. et al. 
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§. N. LONG WAREHOUSE 


Storers, Distributors 
Forwarders 


General Muschendine 


Pool Car Distribution — Prompt and Intelligent Service 


SAINT LOUIS, MISSOURI 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia Wednesdays and Saturdays 


“ee er + ee 







Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 






S00 TERMINAL samen 


Storers and Distributors of 


MERCHANDISE 


Chocolate and other candies stored 
all year round. 


Space for Rent 
Cool Temperatures 
“THE ECONOMICAL WAY” 


EXPORT 

IMPORT 

Pool Car Distributors 
Deliveries 







DISTRIBUTION WAREHOUSE 


ST. LOUIS COTTON COMPRESS CO. 
East St. Louis, Illinois | 





THE MOTOR HAULAGE COMPANY, Inc. 
NEW YORK CITY, N.Y. 
P. O. Box 780, BROOKLYN, N. Y. 
Over 150 Heavy Duty Trucks in Operation 
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LEONARD’S GUIDE 


Freight, Express, Parcel Post 
RATES and ROUTINGS 


All in One Book! 


Entirely different from nin you have 
ever seen. It saves Time and Money. 


te ere of all changes by our 


supplements and by special notice when necessary. 
The Guide is entirely revised and reprinted each year. 


Four years ago used in only 25 cities. 
Why? used in 700 cities! 


esa we save our sdbnastiness money 


Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK 












rinklered warehouse, 2,000 feet long by 180 
* Paivided inte 18 compartments , * — > zoe 
ee feet each with platferm and tra 

The floor is built on the ground and is a or~ 
adapted to storage of heavy commodities. 
any number of compartments and t hg Bo 
or lessee here if desired, or will han commodities 
on a regular storage basis. Traffic information fur- 
nished on i. 

rance—A Wonderful Distributien Peint. 

Address eens 407 Lee Commnoone Trust Building 
ST. LOUIS, MISSOURI 


CHICAGO, ILL. 


LOCATED NEAR LOOP 
40 Car Siding. Free Switching. 


Tunnel delivery 
and to Aurora and Elgin Electric. 


Represented 
NATIONAL WAREHOUSING, INC. 
37 Damm St., Sar au: Ponnctens, Cole 
_316 Commercial St..Los Angeles.Cal. | 


CONTRACTORS FOR 
Central Vermont Ry. Co. 
Central R.R. of N. J. 
Eastern S.8, Co. Lines 
Long Island R.R. Co. 

New York Central R.R. Co. 
New York, New Haven & 

Hartford R.R. Co. 

Ocean S.S. Co. of Savannah 
Pennsylvania R.R. Co. 








to all Trunk Lines 
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19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—The Prcoter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub 1)—California-Arizona Ginners’ and Crushers’ Assn. 
et. al. vs. Apache Ry. et al. 

lt oP eer Cottonseed Products Corp. et al. vs. A. & V. Ry 


et al. 
19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 
19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 
b> eens Cottonseed Products Corp. vs. A. & N. W. R. R. 
et al. 
19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19336—-Portsmouth Cotton Oil Refining Co. vs. D. L. & W. R. R. et al. 
19533—-East St. Louis Cotton Oil Co. vs. Sou. Pac. Co. et 
19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. & W. 
19642—Elberton Oil Mills vs. V. & C. S. R. R. et al. 
20068—Graco Milling Co. vs. A. & S. Ry. et al. 
20108—Wilson & Co., Inc., of Okla. vs. ol & O. R. R. et al. 
& R. R. R. et al. 
& R. R. R. et al. 


al. 
R. R. et al. 


20130—Buckeye Cotton Oi! Co. et al. vs. 

20142—-Portsmouth Cotton Oil Refining és. vs. A. 

20161—The Best Foods, Irit., vs. C. R. R. of N. J. et al. 

20596—Armour & Co. et al. vs. A. & S. Ry. et al. 

1, & S. 3035 and first sup. order—Cottonseed, carloads, from Louisi- 
ana Ry. & Navi. Co. stations “to Shreveport and Bossier City, La. 

20879—Fredonia Linseed Oil Co. vs. A. & Ry. et al. 

21010—Swift & Co. vs. A. & S. Ry. et al. 


June 5—Washington, D. C.—Examiner Davis: 

Finance No. 6864—Joint Application of Russell Telephone Co. and 
Chesapeake & Potomac Telephone Co. of Virginia for a certificate 
that the acquisition by the latter company of the properties of the 
former company will be of advantage to the persons to whom serv- 
ice is to be rendered and in the public interest. 


POSITIONS WANTED OR OPEN 


MALE HELP WANTED—We are seeking experienced warehouse 
solicitor with personal following, common storage for merchandise 
owners and operators, our capacity 700 carloads. HERRMANN WARE- 
HOUSE, Loop Office, 228 N. La Salle Street, Chicago, II. 


ELEVATOR EQUIPMENT FOR SALE 


Grain Elevator at Pier B, Port Richmond, having been replaced by a 
modern concrete plant, is being dismantled. Entire equipment priced to 
insure quick sale. Write us your wants. F. Jaspersen, Manager, The Phila- 
delphia Grain Elevator Company, Port Richmond, Philadelphia, Pa. 

















Storers, Distributors and fe sedan 
of General Merchandise 


175,000 Square Feet Floor Space 
me Southern R. R. Siding. 25c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


HAMMOND, IND. 


In the Chicago Switching District 


General Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 


THE GREAT LAKES WHSE. CORP. 


HAMMOND, INDIANA 


BALTIMORE, MD. 


STORAGE WAREHOUSE 
Cold Storage t=: 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO., vonument and Forrest Sts., 


General Storage 





UNION CITY°;-o WATERBURY 
BEACON FALLSQONAUGATUCK 
ANSONIA 9-OSEYMOUR 
SHELTON g'o OERBY 
DEVON 6 .-° corey NEW HAVEN 


SOUTH NORWALK 


TO ALL 
POINTS WEST —". 


WEW YORK 
TO ALL POINTS SOUTH BOAT AND RAIL 


THE TRAFFIC WORLD 


WILLIMANTIC @ 


emus BOAT SERVICE 
ore STORE DOOR DELIVERY 
BY OUR OWN MOTOR TRUCKS 
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June 2, 


C& A TERMINAL WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicagy 


Chicago’s and Kansas City’s 
Most Modern Warehouses 


Merchandise ousks 


EHO, 
Storage AL = ay MO 


Pool Car 
Distribution 


MIN 
< TERM! K 
croo’: go. 


2000 Carload 
Capacity 


MEMBERS A.W.A. O.W.A 


a 
TERMINAL 


BSBUILOS BETTER BYSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railread District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


OF LL Ov AN e1® 


JOS. STOCKTON TRANSFER CO. 


20 SOUTH CANAL STREET 
ESTABLISHED 1857 


TEAMING — MOTOR TRUCKING — CARLOAD 
DISTRIBUTING 


DALLAS, TEXAS 


72,000 ~ Ft. Floor Space 


For Lease 
or Sale 


Four stories, two units, 
private siding, nine-car 
spot, fireproof, sprin- 
kler system. Very low 
rate insurance. In 
wholesale district. 


E. B. DOGGETT 





THRU RATES AND _ 
DIRECT WATER ROUTES 


South Norwalk, Bri , New 
ree WESTERLY from Leadon and eel Cane 
to 


ec. F. A. W. T. L, Inter-Mountain, 
Sou th and Southwest 

CLYDE, OLD DOMINION, SAVANNAH, 

VIC MALLORY and MORGAN S. S. LINES 


aoe JEWETT CITY 









THAMES RIVER LINE, INC., Pier 32 E. R., New York City, ®®*®S7 8, Fuchs. 


NY 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET ST. 
Phone, Main 3840 Telephone State 8635 
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LAKE TRANSPORTATION: 
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DETROE 


KENOSH f 
| CHICAGO 


TOLEDO 





SHIP via BOAT !! 


OTH less-than-carload and _ carload 

merchandise is moved between lake 

ports at the lowest possible cost con- 
sistent with safe and dependable opera- 
Wem... . 


The Nicholson Universal Steamship Company 
provides economical freight transportation 
between Chicago, Milwaukee, and Detroit. 
Toledo, Cleveland and Buffalo, in both direc- 
tions—also between Chicago, Milwaukee and 
certain suburban points in Michigan—and 
between Detroit and suburban points in Wis- 
consin. 


Automobiles are handled from Detroit and 
Toledo to Cleveland, Buffalo, Chicago, Mil- 
waukee and Kenosha—and from Milwaukee, 
Chicago, and Kenosha to Buffalo, Cleveland 
and Detroit. ... 


Let us show you what Nicholson Universal 
Steamship Company service can do for YOU. 


NICHOLSON 
‘UNIVERSAL STEAMSHIP 
COMPANY 


Owned by 
UNITED STATES FREIGHT COMPANY 


Nicholson Universal Steamship Company 


Offices: 
Buffalo, N. Y............... South & Ohio Streets 
ees ee 53 West Jackson Blvd. 
Cleveland, Ohio ............ Foot of East 40th St. 
Dateelh, TRIG: 0:0. 0 oe cewsces 501 Coe Terminal Bldg. 
Milwaukee, Wis. ........... 225 Erie Street 
Toledo, Ghiod: 2.26.0 osc s se Elm & Water Streets 


_——— a a a ——  —— s 
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——— Points of Operation 





a 


LOTS BUFFALO 


At Your 
Finger Tips 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 


W. B. McKINNEY, Sec’y and Treas. 


or Shippers and — 









BOSTON TIDEWATER TERMINAL, INC. 
J. M. Hoffman, V. P. & Gen’! Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Manager 

17 State Street, New York 
PHILADELPHIA TIDEWATER TERMINAL 

G. M. Richardson, Gen’! Manager & Treas. 

10 Chestnut Street, Philadelphia 
NORFOLK TIDEWATER TERMINALS, INC. 

- Moore, Manager 

Norfolk, Va. 
KEYSTONE WAREHOUSE Co. 

W. S. Bishop, Gen’1 Manager 

Seneca and Hamburg Streets, Buffalo, N. Y. 
MERCHANTS’ WAREHOUSE Co. 

Snowden Henry, Supt. 

10 Chestnut Street, Philadelphia 





RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 





Pee occ, oe, ince Gn” enedin <7 Tae 


aged TIDEWATER TERMINALS | 





and ALLIED INLAND WAREHOUSES _ 


y(n HARVEY C. MILLER President 
+ an ee COMMERCIAL TRUST BLDG. PHILA. PA. 


PS ta Ve ae ae TT TET I RT 


ae Sale 
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| iat 
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reat Northern 


A modern equipped railway engaged in the speedy transportation 
of passengers and freight between St. Paul, Minneapolis, Duluth, 
Superior, Sioux City, Winnipeg, Billings, Butte, Spokane, Portland, 
Klamath Falls, Ore., Seattle, Tacoma and intermediate points. 


Through daily merchandise cars to Pacific Northwest and 
intermediate points. 


Route of the 


Oriental Limited 


Now! -: Faster Time—No Extra Fare 


Daily between Chicago, St. Paul, Minneapolis, 
Glacier National Park and the Pacific Northwest 


Over twelve hundred cinderless miles through the Scenic Northwest 


G. H. Smitton | M. J. Costello A. J. Dickinson 
_ Freight Traffic Manager Western Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. Seattle Wash. St. Paul, Minn. 
H. G. Dow T. J. Shea 
Assistant General Freight Agent Assistant General Freight Agent 
New York City 79 W. Monroe St., Chicago, III. 
A Dependable Railway 


Traffic Manager! Attend the Sixth Annual Meeting Associated Traffic Clubs’ 
of America, San Francisco, June 12th and 13th 
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Put your plant 


= 


PITTSBURGH— 


where it will thrive } 



















The Industrial Metropolis of America 


ATURE’S vast storehouse of raw materials— 

favorable climatic conditions—ample rail and 

water transportation — adequate labor —cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


With fourteen million people within two hundred 


4 


miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 


Montour Railroad Company ~ Oliver Building 





Pittsburgh+Pa. 
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Great Lakes p*:: New York 









| T= Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


KINGSTON! 


TORONTO jg) 
is y a a 
HAMILTONSE 9 iv; OS WEGO 


ij ~ 
Oe eur 
DETROIT “ge fe 


ae 


sega ERIE 


. eet 
wd “ - ais wen ‘ndae yi 


k 
TOLEDO aff ana duu) 


LORAIN ¥ 





! ! W hy your competitors are using this service!! 


—they save money by this route! 
Becau se —they get quicker deliveries! 
—there is no side-tracking of cars! 
—there is no transshipment of cargo! 
—there is no “red tape”! 
—they can ship trainload lots with the ease of a carload! 
—they can obtain space on short notice! 


Barge Capacity —about 650 gross tons —4 barges=1 fleet—2600 gross tons. Nothing less than full barge loads accepted. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, inc. 


MEMBERS TELEPHONE 
N. Y. Produce Exchange 25 Broadway, New York City, N. Y. BOWLING GREEN 0495 
N. Y. Maritime Exchange BUFFALO OFFICE: Chamber ef Commerce Building BONDED CARRIER 
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Se, 


Terminal Railroad Association 
OF ST. LOUIS | 
‘‘The Terminal of Capacity and Expedition’”’ 






ROUTE YOUR FREIGHT VIA ST. LOUIS AND SPECIFY 
“T.R. R.A.” IN YOUR BILLS OF LADING 


Interchange Connections with ALL Railroads reaching St. Louis and East St. Louis 
Industrial Switching SERVICE of the most excellent character 
Industrial Switching RATES the lowest to be found in any large city 

Prompt information supplied as to movement when requested 

Three belt lines in the St. Louis District and three in the East St. Louis District provide 

amply for industrial expansion 
Large areas of moderately priced property, conveniently located for industrial development 
are available along these belt lines 


Information regarding RATES, SERVICE, FACILITIES and INDUSTRIAL LOCATIONS 
may be obtained by addressing 


EDWARD CLEMENS, Traffic Manager, 111 Union Station, St. Louis, Mo. 
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That Shipment Going Out—how will 


it look when the Customer receives it? 


| hese crate of merchandise you send out 
is either a help to your good will—or a 
detriment. Look up your adjustments for the 
past year —the claims—the returned ship- 
ments — the “allowances.” 

Dead loss. And worse, it cancels some of the 
best efforts of your salesmen —takes the heart 
out of them — makes it that much harder to 
recoup the loss and go ahead. 

Don’t say this can’t be helped. It can! We 
have proved it—to hundreds of business men. 

Weyerhaeuser Crating Methods will do it. 
Call up the Weyerhaeuser man. Make him 
prove these points: 


Weyerhaeuser Cut-to-size Crating will build 


your standard crates cheaper, lighter, stronge?. 
Give you accident-proof packages. 
Save you money in material, labor, freight 
costs, claims and adjustments. 
Release space for more profitable production. 


Widen your profitable sales territory. A 
positive help to your sales force, your good will, 
your profits. 

A big promise. But worth your while to 
investigate at once. 


Get all the facts about Weyerhaeuser Cut-to- 
size Crating, Box Shooks and Crating Lumber. 


Ideal light-weight crating woods—make ~ 


strong crates. 


“WEYERHAEUSER FOREST PRODUCTS 
SAINT PAUL. MINNESOTA 


Producers for industry of pattern and flask lumber, factory grades for remanufacturing, 

lumber for boxing and crating, structural timbers for industrial building. And each 

of these items in the species and type of wood best suited for the purpose. Also producers 
of Idaho Red Cedar poles for telephone and electric transmission lines. 


Weyerhaeuser Forest Products are distributed through the established trade channels by the Weyerhaeuser Sales Company, Spokane, 


Washington, with branch offices at 806 Plymouth Building, Minneapolis; 1418 R. A. Long Building, Kansas City; 208 South La Salle Street, 
Chicago; 1313 Second National Bank Building, Toledo; 2401 First National Bank Building, Pittsburgh; 1600 Arch Street, Philadelphia; 
285 Madison Avenue, New York. 


WEYERGAEUSER CRATING LUMBERYSTANDARD LENGIHS 0) R CUT 10 SIZE! 
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RICHMOND, FREDERICKSBURG 








AND POTOMAC RAILROAD 
the Way You Travel 
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Are You Interested in 


Low production cost, quick 


@ Adjacent fertile river valleys. 


ASHINGTON 
Potomac Yard een. 
























@ Abundance of soft water. 









































transportation to the best ih @ Steam and hydro-electric power at low rates, 
markets, and a pleasant , @ Reasonable policy of taxation. 
place to live? 6, Quantico @ Exceptional educational advantages. 
RICHMOND, VA. ‘| @ Outdoor sports every month of the year. 
At head of navigation— oat 
James River UU 
FREDERICKSBURG, VA. A. 0} Fredericksburg Locate on the “bridge” line 
At head of navigation between the North and 
Rappahannock River Poy! I South—con necting the 
nT Pennsylvania R. R. and Bal- 
Offer vm timore & Ohio R. R. with 
@ Well-nigh ideal climatic conditions, u the Atlantic Coast Line 
@ Excellent transportation facilities. 13, Ashland R. R. and Seaboard Air 
@ Ample skilled and unskilled native labor, an t Line Ry. 
@ Proximity to the richest part of, the South 
and the densely populated sections of the North RICHMOND. © J. B. Morpecat, 
sand East. J RICHMOND, VA. Traffic Manager 
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As Far South As You Need Go for Labor and Southern Distribution; 
As Far South As You Can Go for Quick Transportation North + «+ + 
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The Hub 
of 212 Trade 
‘Routes 


REQUENT and 

direct sailings con- 
nect Los Angeles 
Harbor with the ma- 
jor ports of the world. 
Shortest routes are 
offered to Mexican, 
Central and South 
American ports and 
the Antipodes, 
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Shippers ! 


Here is why you 
should ship via Los 
Angeles Harbor. 


Closest great Pacific Port to the 
Panama Canal. 

The hub of 212 trade routes. 
(Frequent sailings to all parts of 
the world). 





3 The waterway entrance to a 
market of two million people. 

4 One thousand acres of tideland 
available for west coast factory 
branch sites. 

- Three transcontinental railroads 


direct to wharves and warehouses. 


A six-story, reinforced concrete 
waterside warehouse containing 
$00,000 square fect. 


Ideal weather conditions permit 
year round handling of freight in 
open. 
Supported by Pacific Coast's iarg- 
* est manufacturing and . produce 
district. 
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New British Freight Rates 


Now Available 


The new British Railway freight rates are not 
issued in printed tariffs but are being quoted 
free on application by the L M S Freight Offices 
in America. 


Freight Forwarders, Traffic Managers, Ship- 
ping Agents, Export Managers and _ shippers 
of all commodities from all British ports to all 
points in the interior of Great Britain should ‘get 
these new rates at once—they are in force now. 


The new rates are based upon the revised 
classification and new standard charges in force 
from January 1, 1928. For information apply 
to LM S Freight Traffic Manager in America 
at 1 Broadway, New York City, Telephone 
Bowling Green 4260. 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager 


LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 


of Great Britain 
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“We are finding new jobs for it daily” 


—J. B. FORD, Vice-President, C. & E. I. Railway 






g (Goons on every hand 
for the McCormick-Deering 
Industrial Tractor. “The most 
useful piece of equipment in our 
entire plant;” “The biggest econ- 
omy factor in our operation;” 
The efficient pa te equipment on “They pay for themselves in a pentce Dos Sage Pipe gen 


atiaeaaee =. > aac a few months’’—these are random clean-up work. 
amie expressions. : 


The great utility of the McCor- 
mick-Deering Industrial Tractor 
is based on: Ideal size with 
generous power; practical design; 
sturdy simplicity; compact flexibility; 


durable power delivery through The hull at aaleceeier ads ts 
the diversity and adaptability of the 


















Two McCormick-Deerings at work in the 
Union Pacific shops at Omaha. drawbar, belt pulley, and powe r McCormick-Deering. 


take-off; ready combination with an 
endless variety of equipment. 







The McCormick-Deering is a 
master at hundreds of power and 
transportation jobs around fac- 
tory, mill, plant, yard, and on the 
industrial street. Many of the 7s eceally eater Gunes eendeain 


shows another phase in the adaptability 
of the McCormick-Deering. 




















The C. & E. L. Railway »1ses this Tractor 2 
and hoist to pick up, carry, and load best-known industrial concerns 


heavy materials of every description. 
in the country, and hundreds of 
smaller firms, have stepped up 
their efficiency by using McCor- 
mick-Deering Industrial Power. 
This versatile tractor may solve 
many of your problems. Perhaps 
See eae we can demonstrate to your com-- 
The Imperial Oil Company uses this plete satisfaction. We are at your The City of Philadelphia Bureau of High- 


tractor at Calgary, Alberta. Imperial Oil ways loads paving bricks with this rugged 


Iso 50 I; tional Harvest ; , d bl tfit. Has just loaded cone 
choeonenmne 7 mtmetae Ivester service. Write the Chicago address. ee venta 


INTERNATIONAL HARVESTER COMPANY 


of America ' nace 
606 So. Michigan Ave. (Incorporated) Chicago, Illinois 


M‘CORMICK- DEERING 
e INDUSTRIAL tacror 


In England, too 


Belt-power delivery. -A big London daily 
The Settle Rural Dis- uses this McCormick- 
trict Council uses this Deering with adjust- 
McCormick-Deering able jib crane to handle. 
Tractor for avarietyof rolls of news-print 
jobs. Here itisrunning stock in a dock ware- 
a stone crusher. house. 
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SOUTHERN PACIFIC LINES 


@ OFF LINE AGENGIES 
© GATEWAYS 


INDIANAPOLIS 
Merchants Bank Bldg. 
KANSAS CITY 
Railway Exchange Bldg. 


tS 
@ 


@ DETROIT 
HAVANA 
Manzana de Gomez 


@ 


CHICAGO—FREIGHT DEPT. 
Seuthern Pacific Bidg. 
DEPT., 33 West Jackson 


@ CHICAGO—PASSENGER 


@ 


Ellicett Square Bidg. 


@ CINCINNATI 
Dixie Ternsinal 


@ BUFFALO 


Woodward Bldg. 
Olé South Bldg. 


@ BIRMINGHAM 
@ BOSTON 


Where they reach 





: ee S 
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Moving Logs to Columbia River 


OREGON'S FOREST WEALTH 


REGON has a larger supply of timber than 
() any other state, 396,000,000,000 feet, board 

measure. Fully one-fifth of all the standing 
timber in the United States is within the borders 
of Oregon. The last complete figures for forest 
production are for 1925 when the lumber industry 
in Oregon was valued at $110,000,000 and gave 
employment, through the various channels of the 


business, to 47,000 workers. Oregon is cutting 
about 100,000 acres of forest each year and about 
2,565,000,000 feet, board measure, of timber. At 
this rate the state’s timber resources would last 
more than 100 years. Oregon's forest wealth, in- 
telligently conserved, will become a perpetual asset, 
bringing annually into the State hundreds of mil- 
lions of dollars and employing thousands of men. 


Write, telegraph or ‘phone 
Q **General Agent, Southern Pacific Lines’”’ @ 


OUTHERN PACIFIC LINES 


The Postman Knows Him 
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